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In the rate advance hearing before the Interstate Com- 
merce Commission last week Commissioner Clark asked 
Daniel Willard whether if all the rail- 
ways in the case showed up like the 
Delaware, Lackawanna & Western 
there would be any justification for 
an advance in rates. Commissioner 
Clements asked him whether the application was for the pur- 
pose of getting more out of the proposed rates for net rev- 
enue or for the purpose of establishing credit. Commissioner 
Meyer asked Mr. Strauss what effect he thought it would have 
on the credit of a great concern for its head to come to Mr. 
Strauss’ office and offer him $20,000,000 of an issue of se- 
curities while at the same time stating that he would not 
invest in them himself? Commissioner Meyer also asked Mr. 
Willard whether he thought that conditions had changed 
since July 29, when the commission handed down its decision, 
or whether he simply wanted to shift the burden from the 
shareholders of the railways to those who paid the freight. 
The members of the Interstate Commerce Commission have 
been, presumably, appointed to their present positions on the 
assumption that they are peculiarly qualified for them by 
reason of their expert knowledge, their fairness of mind and 
their ability. How can the course of commissioners in ask- 
ing such questions as the foregoing be reconciled with any 
such assumption? Were they joking, or are these questions 
to be taken seriously? If they were joking, their jokes were 
in very poor taste under existing conditions. If they were 
serious, what has got the matter with some members of the 
commission? They were hearing a case of the utmost serious- 
ness, and therefore we must suppose they were serious. If 
they were serious these questions do no credit to their in- 
telligence, fairness or dignity. They are such questions as 
we expect to emanate from the Clifford Thornes, the Charles 
Edward Russells and gentlemen of that stripe, but not from 
members of the Interstate Commerce Commission. 


How Can 
They Ask 
Such Questions ? 


The feelings of disgust and desperation which the present 
system of regulation is arousing in the minds of railway men 
are. illustrated by the address which 
President Ripley, of the Santa Fe, made 
at the dinner of the Knife and Fork 
Club in Kansas City on October 24. 
The address is published elsewhere in 
this issue. Mr. Ripley makes the interesting suggestions that 
steps shall be taken to reduce the wastes of railway com- 
petition, to have the government guarantee a minimum on 
investments in railways and to give it representation on their 
boards of directors. The main criticism of our present system 
of regulation is that it seeks to stimulate rather than to pre- 
vent wasteful competition and that it gives public officials 
great authority to regulate railways without imposing on 
them or the public any responsibility for the results. Mr. 
Ripley would eliminate the wasteful competition by combin- 
ing various groups of competitive railways. He would give 
representatives of the government authority by putting them 
on the boards of directors where they would become active 
and influential in the direct management of the properties; 
and he would cause them and the public to feel responsibility 
for the results by the system of guarantees of profits which 
he suggests. Mr. Ripley’s great reputation as an able, public 
spirited and eminently successful railway manager, together 
with the shock that the suggestion of such a scheme by a 
prominent railway man will give, will cause his plan to be 
widely discussed. A plan similar in some important respects 
has been proposed by W. W. Cook, the eminent authority on 
the law of corporations. Such expressions from men of such 
prominence show that many who are most competent to judge 
do not believe that our present system of regulation is bear- 
ing up under the crucial test of navigation in foul weather as 
well as in fair. A vessel which threatens to go to the bottom 


President Ripley’s 
Novel 
Proposals 
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in every storm can hardly be regarded as one in which it is 
safe to go to sea. Our present system of regulation must be 
improved or it is doomed. 


Numerous citizens of Maine have made a vigorous protest 
against the appointment of three lawyers as the three mem- 
bers of the new public utilities com- 

The Personnel mission of that state. The story is told 

of elsewhere in this issue. Lawyers should 

make the most capable public servants 
in many lines of governmental work. 
Their education and experience teach them what has been 
and is being done by governments; and this should aid them 
in forming sound opinions as to what governments ought to 
do. But the ordinary lawyer does not have much actual 
business experience. His relationship to business is usually 
that of one who advises what legally may or may not be 
done, rather than that of one who undertakes to solve prac- 
tical problems of administration, and who has the opportunity 
of making profits if he solves them correctly, while taking 
the risk of incurring losses if he solves them incorrectly. 
Many lawyers have made successful administrators and busi- 
ness men; but this has been because they have had 
qualities not developed by the ordinary education and ex- 
perience of the lawyer. Now, the problems presented to 
public utility commissions are partly legal, but preponderantly 
business problems. Therefore, the public utility commissioners 
should contain some lawyers, but they should also have some 
members with the knowledge, the experience and the point of 
view of business men and of public utility experts. The ob- 
jectors to the appointment of three lawyers to the Maine 
commission demand the appointment of a lawyer, a business 
man and a practical railroad man. This is so obviously a 
reasonable and sensible demand that it is difficult to under- 
stand how anyone can fail to endorse it. In this connection, 
however, it should, of course, be borne in mind that even 
more depends on the character and ability of the men ap- 
pointed than on their previous experience. Many men very 
successful in their own line of professional or business activity 
are yet extremely narrow and wnolly unfit for public utility 
commissionerships. We need for public office above all things 
men who are high-souled and broad-minded, studious and 
energetic, public-spirited, courageous and foresighted. These 
things are of fundamental importance, however much we may 
and should strive to get men who are also acquainted with 


Commissions 


railroading, gas-making, telephones, trolley cars or tax laws. 


THE YARDMASTER AND THE FREIGHT SOLICITOR 


ITH the exception of the word efficiency, no term has been 
more abused in railroad parlance during the past few 
years than co-operation. In the universal endeavor to improve 
the standard of railway operation, emphasis has very properly 
been placed on the necessity for hearty co-operation between 
all departments. With the high degree of specialization of the 
modern railway organization, all departments are more or less 
inter-dependent, but it is probable that no officer comes in in- 
timate contact with more branches of the service in the daily 
routine of his duties than the terminal yardmaster or super- 
intendent. In reality, his activities are related directly to the 
traffic as well as the operating department, for in spite of all the 
arguments the traffic department can present, in the final analysis, 
service counts with the shipper. It is the yardmaster and his 
force who come in contact with the shipper in giving this service 
and who aid in securing or holding the traffic. 

It might be said that if a yardmaster did not provide proper 
service for the industries within his jurisdiction, he would soon 
be replaced by another. This is true, but there is a wide zone 
between the maximum service and the low limit of efficiency 
resulting in discharge. It is to men within these limits that 
we emphasize the importance of this relation. In some cases a 
yardmaster may not be the means of losing any traffic or creating 
com; fainis, but he may be losing an opportunity of bringing more 
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trafic to his road by giving service above the average. He 
should, therefore, acquaint himself fully with the needs of pres- 
ent and prospective shippers, and then endeavor to -meet them. 

On the other hand, the freight solicitor can further the in- 
terests of his road by exercising care in making promises or 
acceding to requests for special or expensive services. In the 
endeavor to secure traffic under highly competitive conditions, 
requirements are often imposed which are expensive and burden- 
some for the operating department. Traffic which cannot be 
handled at a fair profit had usually better be allowed to move 
over the other road. Within the category of these uneconomical 
services are frequent special services out of regular schedule, 
the “hold” or “reconsignment” privileges, etc. If the officers of the 
freight traffic department would familiarize themselves with the 
cost of such services and thus see that in many cases the evident 
gain is a final loss, they would not solicit such traffic so actively 
or insist on the operating department rendering such service. In 
the end, the interests of the yardmaster and traffic agent are 
identical and are best served when the revenues of the company 
are best conserved. A knowledge of each other’s problems is 
the first and most important step towards this result. 


LICENSES FOR ENGINEERS 


CCORDING to the terms of a bill approved in July, 1913, 
by the governor of the state of Pennsylvania, an act is 
being prepared by a commission provided for in the bill, to re- 
quire the licensing of professional engineers. Although this is 
by no means the first time such a measure has been discussed, 
nor the first case in which the objections to such a measure 
have been set forth, it seems that the futility and disadvantages 
of such a law have been summed up as clearly and concisely as 
possible by D. F. Crawford, general superintendent of motive 
power, Pennsylvania Lines West. In a letter addressed to the 
members of the commission, Mr. Crawford shows, first, that 
the bill is unnecessary, and second, that it would result in hard- 
ship to large organizations, to the engineering profession and 
to individual engineers. 

Two reasons are stated why the bill is unnecessary, first, since 
the capability of any engineer depends on his experience and 
common sense, it cannot be adequately judged by his ability to 
solve catch problems in an examination, and further, the tag- 
ging of a man as a professional engineer could not insure his use 
of correct judgment and the public would be much less secure 
than would be the case if proper laws were passed regulating 
details of construction affecting the safety and life of the people. 
Second, since a man’s capability is measured entirely by the re- 
sults of his work, and consulting engineers are employed or 
regular employees promoted according to the results secured, 
incapable engineers are automatically eliminated with greater 
accuracy than would be possible with any commission. 

Three specific hardships are enumerated by Mr. Crawford 
that would result if such an act were put in force. First, since 
the bill includes specifically men engaged in the general super- 
vision of the operation and maintenance of public and private 
works, it would prevent corporations from employing men ot 
excellent business ability and no professional training, who 
have shown themselves capable of picking the proper men for 
handling various engineering problems incident to the work and 
securing results as good as, and in some cases better than, pro- 
fessional engineers. Second, the law would deprive large or- 
ganizations of the services of capable and experienced men 
thoroughly competent to meet the specific requirements of the 
work in which they are engaged, but unable to satisfy a com- 
mission of nine men as to their professional ability. Third. 
since the members of the commission would be appointed by 
the governor and three of the nine would retire every two years, 
the commission would of necessity become a political body, *”” 
would be in position to refuse or withdraw certificates to satisty 
petty grievances, or for pclitical pull reasons having no refer- 
ence to the merits of the case. 

‘The above arguments are so clear and conclusive as to 1 
no comment. 
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GOVERNMENT REGULATION ON TRIAL 


T is a question of great importance what effect the decision of 
the Interstate Commerce Commission in the pending rate ad- 
vance case will have on the railway situation, and more especially 
on the general business situation. Of hardly less importance is 
the question what effect it will have on the future of government 
regulation of railways. 

The nation is in the midst of a crisis. The railways are, of 
all industries, except the cotton-growing industry, the most 
acutely and directly affected. The present system of government 
regulation was not adopted merely to give some body, or bodies, 
authority to control railways. It was adopted as a means to an 
end, and that end was the promotion of the general welfare. 
The line taken by certain attorneys and members of the Inter- 
state Commerce Commission in questioning witnesses who ap- 
peared at the hearings in Washington last week strongly sug- 
gests that they have confused the means employed with the end 
which it was adopted to accomplish. 

Certain questions were asked of the witnesses for the rail- 
ways which might be interpreted to imply that those asking 
them do not believe that the commission has any power to per- 
mit an advance in rates for the purpose of so increasing the 
revenues of the railways as to enable them successfully to meet 
the present emergency. The inference which might be drawn is 
that they hold that the commission is empowered only to regu- 
late railway rates and not railway earnings, and that when the 
commission restricts the railways to reasonable rates it may not 
legally concern itself with the results, directly to the railways, 
or indirectly to the nation. 

It surely is astounding that at this late day such a theory 
should be suggested by persons opposing an advance in rates 
and even, apparently, by members of the commission. From the 
inception of the present system of government regulation two 
theories as to the way rates should be regulated have been ad- 
vanced. Railway men and others who concur in their point of 
view have contended that. the sole function of the commission 
in the regulation of rates is, or should be, to see that rates are 
not made unreasonably high, and they have argued that the 
main criterion of what is reasonable should be the value of the 
service rendered—in other words, “what the traffic will bear.” 
They have argued that the cost of the service and the net earn- 
ings received are factors to be considered, but that after all, 
the main factor is the value of the service—that if the rates ex- 
ceed this they are unreasonable, even though the carrier make 
no profit at all, and that, on the other hand, if they do not ex- 
ceed this, the fact that some or all railways make large profits is 
by no means conclusive proof that the rates are unreasonable. 

Many persons have contended, on the other hand, that the 
chief measure of the reasonableness of rates is the net return on 
their investment received by the railways, and that if their net 
return becomes very large the rates should be reduced, no matter 
how low they may appear when tested by other standards. 

This latter theory, in spite of all the efforts of those who 
have criticized and opposed it, has tended to prevail. It has 
been accepted by the commission to such an extent that that 
body has advocated a physical valuation as a basis for the regu- 
lation of rates, and by Congress and the public to such an ex- 
tent that a law providing for such a valuation has been passed. 
Is it possible that, after having been accepted, when railway net 
earnings were relatively substantial the theory that net earnings 
are the main test of the reasonableness of rates and used it as a 
ground for causing reductions or refusing advances in rates, 
the commission is going to entirely abandon it now, because 
railway net earnings have reached the lowest ebb in years and 
in consequence the theory has become an argument for whole- 
sale advances in rates? Such a reversal of attitude could be 
construed to mean only one thing, and that is that certain mem- 
bers of the commission are willing to act without any regard 
whatever to justice or consistency if by so doing they can find 
what may appeal to themselves or others as a defensible reason 
for denying the railways needed relief. 
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As a matter of fact, under present conditions railways are en- 
titled on either theory, if correctly understood and applied, to 
general increases in their rates. The past 15 years have been a 
period of advancing wages and prices. Consequently, through- 
out this time it would have been possible for railway traffic to 
bear higher rates. At present the prices of some commodities, 
such as cotton, are relatively depressed, but on the other hand, 
the general level of prices and wages is much higher, compared 
with the general level of railway rates, than it was a decade ago. 
Therefore, on the value of the service theory the railways might 
make substantial advances in the rates on most of their traffic 
without rendering the rates unreasonable. 

As to the other theory, the net return of the railways is the 
smallest now that it has been in years, while the demands on their 
net earnings are the greatest that they have been in years. 
Therefore, on that theory also, the railways are clearly entitled\ 
to make general advances in their rates. In fact, their net re- 
turn has been heavily reduced while the current rate of interest 
has been heavily increased, so that even though we accepted 
the theory that they are entitled to earn only the current rate of 
interest, even on that theory they are entitled to make subsantial: 
advances in their rates. 

Sut it is said the present situation is an emergency, and the’ 
Interstate Commerce Commission has no authority to deal with: 
emergencies. In other words, we have adopted a system of 
regulation which so ties the hands of the railway managers 
that they cannot meet emergencies, and which at the same time 
gives no one else the power tq deal with them. What this means 
apparently, is, that every time anything out of the ordinary hap- 
pens the Interstate Commerce Commission should placidly fold 
its hands over its diaphragm, lift its eyes to heaven, sit pat and 
pass the buck to Congress. And, of course, Congress will take 
such action at the time, not as business exigencies demand, but 
as the political exigencies of its members demand. 

This is certainly a lovely theory. If it is correct it means 
that we have adopted a system of government regulation which 
is admirably adapted to preventing the railways from prospering 
when the rest of the country prospers, but which is incapable of 
giving them any aid or relief when they need it and which. 
therefore, in both good times and bad times, is a drag on the 
wheels of progress and a menace to the public welfare. It is 
the theory of a narrow, academic, hairsplitting, bureaucratic and 
imbecile system of regulation. It is a theory of ignorant meddle- 
someness and not of helpfulness. It is a theory of cranky inter- 
ference and not of progress. It is a theory of destruction and 
not of construction. If it is correct, those who have adopted the 
present system of regulation merit nothing but the curses and 
kicks of the public, and the sooner the system itself is cast into 
the scrap heap the better. If the theory is not correct, anybody 
who propounds it is utterly lacking in the qualifications for con- 
tributing toward the solution of a great question of public policy. 

We do not believe that the public will accept the doctrine that 
the present system of regulation is merely a system for cranky, 
bureaucratic, wasteful, destructive meddling with business, and 
is not intended or adapted to be of any use in promoting the 
public weifare when the public welfare most needs promoting. 
We do not believe that the public will accept the doctrine that 
the theory on which railway rates are regulated should be con- 
stantly juggled about so as always to prevent them from being 
so changed as to maintain or increase railway net earnings. 
Furthermore, we still hope, in spite of certain questions asked 
by certain commissioners at the recent hearing, that the Inter- 
state Commerce Commission will not accept any such doctrine. 

One thing is certain, however, and that is, that while the ac- 
ceptance by the commission of such a baneful and detestable 
principle would do great immediate harm to the railway and 
business interests, it would do still greater harm to government 
regulation of railways. The expressions of newspapers and 
business men all over the country show that the public is in- 
formed and aroused regarding the railway situation as it never 
has been before. Everywhere the question is being raised 
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whether the present system of regulation is not doing more harm 
than good. The Interstate Commerce Commission probably was 
ustonished at the way in which its original decision in the 5 
per cent case was received. If it acts in the present case on any 
such theory as the one we have been discussing it will be still 
more astonished at the way in which its decision in this case 
will be received. In the former case the railways were on trial. 
Probably the commission thinks the same thing is true now. If 
so, it is mistaken. This time regulation and the commission it- 
self as at present constituted are before the bar of public opinion! 


NEW YORK, NEW HAVEN & HARTFORD 


EVER, probably, in the history of American railroading has 
there developed quite so complicated a problem as that 
which faces the management of the New York, New Haven & 
Hartford. In the fiscal year ended June 30, 1914, the company 
earned gross $66,618,000, which is less than the earnings in 1913 
by $1,996,000. Expenses amounted to $48,515,000, an increase of 
$1,288,000; and the net result of the year’s operation was a profit 
to the owners of the property—the stockholders—of but $269,000 
as against $8,654,000 in the previous year. It is only, however, 
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was so easy for two or three of the directors to carry out, with- 
out opposition or advice, the vast plan of development in which 
the company was involved when Mr. Morgan died. The great 
majority of the stockholders of the New Haven neither have 
the means nor the knowledge of financial affairs to support their 
company in a time of very great financial stress. As long as 
the Morgan firm was the director of the policy of the New 
Haven, this mattered very little, since new capital for the re- 
funding of maturing obligations was hardly a concern of the 
operating management, the bankers taking care of this end of 
the company’s affairs. Now, however, the management of the 
company, instead of being able to rely on unlimited financial 
support from the greatest banking house in the country, is 
thrown completely on its own resources. Its credit and not that 
of the bankers must be used to sell securities to refund maturing 
obligations and to raise new capital; but its credit has been the 
subject of an extraordinarily bitter attack, and to add to this 
almost insurmountable difficulty, the company is forced to divest 
itself of its assets under governmental pressure. The stock- 
holders, therefore, are a tremendous responsibility to the manage- 
ment without being a help. No wonder the widow, part of 
whose funds were invested in New Haven stock at 175, feels 
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The New York, New Haven & Hartford 


in the light of the knowledge of the full situation that any in- 
telligent study of the company’s annual report for 1914 can be 
made. 

The New Haven operates 2,046 miles of road. Only very slight- 
ly over half of its revenue is derived from freight, the remainder 
coming from the operation of passenger trains. The peculiar 
nature of the New Haven’s business and its vulnerable position 
in regard to competition for both freight and passengers, have 
been pointed out before in the Railway Age Gazette It was, of 
course, the desire to protect the business of the steam railroad 
that led the late J. P. Morgan and Charles S. Mellen, as his 
active agent, to use the New Haven’s credit to buy trolley roads 
and steamship lines. 

The stock of the New York, New Haven & Hartford is very 
widely distributed and a very large proportion of it is owned by 
small investors in New England, the great majority of whom, of 
course, are quite incapable of voting from their own knowledge 
on any question of railroad policy. This was one reason why it 


abused and bewildered under present circumstances; and there 
can be no doubt that the interests of this class of stockholder 
weigh as a fearfully heavy responsibility on the present manage- 
ment, despite the fact that it is in no way to blame for what has 
taken place. 

The operation of the New Haven under the Mellen régime 
was left to subordinate officers. There was, however, at that 
time no imperative need for drastic economy. Now the most 
rigid economy is absolutely essential. Economy is always un- 
popular. To put it into effect now on the New Haven is par- 
ticularly difficult and stirs up resentment both among the com- 
pany’s forces that feel the effect of this retrenchment and among 
the community served. The taking off of unprofitable passenger 
trains raises a storm of protest, all the louder because the com- 
pany is in a bad strategic position to defend itself. 

The management finds itself, therefore, without adequate finan- 
cial support, with credit seriously impaired, without the backing 
of “big interests.” with an organization which if it is not dis- 
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organized was at least on the verge of it, and has only been 
saved by the courage and skill of the present management, and 
with the grave responsibility of the small stockholder. 

The 1914 annual report, therefore, is a record of housecleaning, 
of clearing the decks for action, and as such is particularly in- 
teresting. It must be remembered, however, that in setting 
forth so frankly the difficulties which the management of the 
New Haven now has to face it is not meant to imply by any 
means that their task is either hopeless or without possibilities 
of being rewarded in time by great success. Some of the Eng- 
lish railways carry a very large proportion of passenger business; 
they are capitalized far higher than is the New Haven, and in 
many respects the fundamental conditions, not the particular 
problems just mentioned, are much like those of the New Haven, 
and they are notably successful both in giving satisfaction to 
the public served and returning a profit to their stockholders. 
The New Haven has what they have—a very dense business. 
The New Haven is, moreover, an originating road insofar as 
freight is concerned, and as such gets now and should continue 
to be able to get a high ton-mile rate, due to a good division 
of the through rate. 

The company operates 2,046 miles, of which 841 miles has 
second-track and about 130 miles third and. fourth-track. The 
total tonnage of freight carried in 1914 amounted to 24,997,000, 
a decrease of 1,269,000, as compared with 1913, the average haul 
being 92 miles, a decrease of 4.63 miles. This meant a falling 
off of ton-mileage in 1914, as compared with 1913 of 9 per cent. 
The freight density in 1914 was 1,152,000 ton-miles per mile of 
road, which means a very heavy density when we take into con- 
sideration the fact that there are a good many hundred miles of 
line on which there is no through freight business and only a 
small local freight business, and also bearing in mind the passen- 
ger density. Of the total tonnage carried in 1914, 31.23 per cent 
was products of mines, and of this about half was furnished by 
bituminous coal. The tonnage of manufactures furnished 20.18 
per cent. of the total tonnage; merchandise, 16.29 per cent; lum- 
ber only about 5 per cent, and products of agriculture only about 
9 per cent. An extraordinarily large proportion of |. c. |. freight 
adds very much to the expenses of handling the freight business, 
and also, of course, gives the New Haven a high average ton- 
mile rate. In-1914 this was 1.415 cents. 

The total number of passengers carried was 87,184,000, an in- 
crease of 370,000 over 1913, and the average passenger journey 
was 18.36 miles. In part this very low average trip is due to the 
large commutation business which the New Haven does. In 
1914 there were 13,025,000 commutation passengers carried, an 
increase of 686,000. The passenger density is 803,000 passengers 
carried one mile per mile of road. With this very dense passen- 
ger business the New Haven is able to get a high average num- 
ber of passengers per train—96 in 1914, an increase of one over 
the year before. 

Handling 9 per cent less freight business measured in ton- 
miles, the company reduced its freight-train mileage by 15 per 
cent, the total freight-train mileage in 1914 being 7,378,000. 
Handling a fraction of one per cent less passenger business meas- 
ured in passenger miles, the company reduced its passenger-train 
mileage by a little over one per cent. 

The average trainload in 1914 was 304 tons. This is low, but 
is a gain over 1913 of nearly 4 per cent, and there are particular 
circumstances in regard to the New Haven conditions which 
explain the light trainload The large proportion of 1. c. 1. 
freight already mentioned is one; the small proportion of coal 
already mentioned is another; the very heavy passenger density 
is another and very important factor. Freight trains have to be 
run at high schedule speed to keep out of the way of passenger 
trains, and therefore cannot be very heavily loaded. It may well 
be on the New Haven that experience will show that gains in 
economy can be made without materially increasing the revenue 
freight-train load. When W. G. Besler went to the Central of 
New Jersey he inaugurated a program which resulted in smaller 
train-loads, but in more efficient and economical operation, and 
in some ways the density of traffic and frequency of passenger- 
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train service on the New Haven is like that on the Central of 
New Jersey. Another important factor is the economies in han- 
dling this kind of business that may follow from complete elec- 
trification to New Haven. 

Total operating expenses in 1914 amounted to $48,515,000, an 
increase of $1,288,000. Ali of the increase, however, -was in 
maintenance expenses, maintenance of way costing $8,831,000, 
or $938,000 more than in 1913, and maintenance of equipment 
$10,389,000, or $789,000 more than in 1913. On the other hand, 
transportation expenses amounted to $26,869,000, a decrease of 
$335,000. With the large amount of passenger business and the 
fast freight service, it is of the utmost importance that main- 
tenance of way expenditures on the New Haven should be 
liberal, and the substantial reduction in transportation expenses 
is a clear indication of effective economies. 

The decrease in revenues and the more liberal expenditures 
for maintenance resulted in a net income amounting to $14,620,- 
000, which is less by $3,697,000 than in 1913. This is not at all 
a bad showing. The remainder of the loss to the company in 
1914 as compared with 1913 came as the result of a smaller re- 
turn on the company’s outside investments. There was but 
$3,522,000 dividends received on stock owned, a decrease of 
$2,966,000. The company’s profit and loss surplus has now been 
reduced to $1,822,000. At the beginning of the year it was 
$7,916,000. The dividend paid on September 30 from profit and 
loss called for $2,357,000; the loss on the sale of the Merchants’ 
and Miners’ Transportation amounted to $3,595,000, and the un- 
amortized loss on the New York, Westchester & Boston bond 
sale prior to 1914 was $1,265,000. At the end of 1914 the com- 
pany had on hand $6,067,000 cash, or $6,208,000 less than at the 
beginning of the year. On the other hand, it had but $4,252,000 
loans and bills payable, which is a reduction in this current lia- 
bility of $38,347,000 from the 1913 figures. The net increase in 
the funded debt was $33,976,000. During the year the company 
spent $3,291,000 for additions and betterments. 

The relations of the company to the government have been 
commented on at length in these columns at various times pre- 
viously. It is to be hoped that with the signing of the dissolu- 
tion decree a short time since, the worst of the New Haven’s 
troubles in this respect are at an end. 

There is a very interesting statement in President Elliott’s re- 
port this year, showing the number of stockholders, their resi- 
dences, etc. The total number of stockholders in 1914 was 26,- 
386, as against 22,716 in 1913. Of the total in 1914, 46 per cent 
lived in Massachusetts, 22 per cent in Connecticut and 16 per 
cent in New York. Of the total number, 12,127 held 10 shares 
or less and 9,651 from 11 to 50 shares. Of the total, 10,920 were 
women, 3,551 trustees and guardianships, and 802 insurance com- 
panies and other corporations. President Elliott says: “Stock- 
holders are urged most earnestly to inform themselves about the 
situation of the company, to explain the difficulties in their re- 
spective communities and to use their active influence to help the 
management in its efforts to reduce expenses and to increase 
rates slightly, and to obtain favorable consideration for the com- 
pany at this time, when the help of everyone interested in the 
welfare of New England is needed in order to maintain efficient- 
ly the transportation system that is so closely interwoven with 
the industrial, financial and social life of this part of the country.” 

The following table shows the principal figures for operation 


in 1914 as compared with 1913: 
1914. 1913. 


Mileage operated 
reight revenue 


2,046 2,092 
ee eee $32,476,373 $34,071,975 





Passenger revenue .............. 27,400,673 27,896,300 
Total operating revenues ......... 66,617,693 68,613,503 
Maint. of way and structures.... 8,831,064 7,893,090 
Maint. of equipment ........... 10,389,458 9,600,669 
RG VONIONIS. 6 ooo cic ccesccecce 502,020 582,310 
Transportation expenses ......... 26,868,688 27,203,271 
GOMGTAE GXPOMEES § 2 cc ccisissé caves 1,924,120 1,947,999 
Total operating expenses........... 48,515,350 47,227,339 
jo SEE SRP rer rr re 3,568,219 3,714,756 
Operating ICOME «oc. .ceiesccccces 14,619,604 18,316,855 
CRP IE 66 5 od cdc teede series 21,867,594 28,380,640 
I oes vida Maange ae cmewuad 268,663 8,922,238 
II ooo oie hecs cnvavcceeecedee,. -sampames 13,486,563 
IN Sr a Sadan eo cane eee 268,663 4,564,325* 
*Deficit. 
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MISSOURI PACIFIC 

HE Missouri Pacific’s financial condition and the results be- 
ing obtained by the operating department are almost dia- 
metrically opposite. On the one hand the company escaped re- 
ceivership last year only by the narrowest possible margin; on 
the other hand, with a very slightly smaller volume of business 
and with the full-crew law in effect for the whole year as com- 
pared with part of the previous year, the management was able 
to actually reduce transportation expenses by 5.49 per cent. Of 
course transportation expenses in the fiscal year ended June 30, 
1914, might be expected to show some of the results of ex- 
penditures for additions and betterments in 1911, 1912 and 1913; 
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June 30 the combined companies had $1,164,000 cash, with loans 
and bills payable of $825,000. The cash on hand was about the 
same as at the beginning of the year, but the loans and bills 
payable were increased by $400,000, and in addition the audited 
vouchers and wages unpaid amounted to $5,188,000, an increase 
of $411,000. This is not an abnormally high amount of audited 
vouchers and wages unpaid, nor would the increase of $400,000 
in loans and bills payable be anything at all remarkable if the 
company had a strong working capital or any arrangement by 
which its extended notes which mature June 1 next could be 
met; but $1,164,000 is a very much smaller working capital than 
a company operating more than 7,000 miles of line needs. 
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The Missouri Pacific System 


but the reduction of 5% per cent in the face of the trend up- 
ward of almost all of the costs which go to make up transporta- 
tion expenses was a real achievement. 

The most notable reduction in transportation costs was the 
saving made in fuel for rcad locomotives. This cost $3,387,000 
in 1914, or $364,000 less than in 1913. A second large saving was 
in the payment for loss and damage to freight. Payments on this 
account in 1914 amounted to $711,000, which was less by $329,000 
than in 1913. It is impossible, of course, to say whether the 
payments on this account in 1913 were extraordinarily high, or 
those in 1914 unusually low. There was a reduction of $154,000 
in road enginemen’s wages and $174,000 in road trainmen’s wages, 
and also some reduction in yard expenses. 

The Missouri Pacific is living on the ragged edge. Expenses 
and interest charges in 1914 called for 99.88 per cent of the total 
revenue and income accrued. This and all other figures in these 
comments refer to the Missouri Pacific system, which includes 
the St. Louis, Iron Mountain & Southern. The total mileage 
operated is 7,225 miles. On June 1, 1914, the Missouri Pacific 
had about $25,000,000 notes maturing. Pledged as collateral for 
these notes was $9,800,000 Denver & Rio Grande preferred, and 
$15,000,000 Denver & Rio Grande common, besides $22,000,000 
St. Louis, Iron Mountain & Southern 6 per cent series A bonds 
and various other collateral. The Denver & Rio Grande stock, 
although not of great market value, is an important factor in 
the Gould control of that company and of the Western Pacific. 
After prolonged negotiations the bankers finally consented to the 
renewal of these notes for one year at 6 per cent on the deposit 
of $3,000,000 additional Iron Mountain bonds as collateral. This 
arrangement amounted, of course, to a postponement of the com- 
pany’s financial difficulties rather than a solution of them. On 
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In 1914 a total of $1,932,000 was spent for additions and bet- 
terments, including additions to equipment. No securities were 
sold by the Missouri Pacific, and although the St. Louis, Iron 
Mountain & Southern issued $4,144,000 series A bonds, these 
were not sold to the public, so that the total system funded debt, 
including equipment trust certificates outstanding in the hands 
of the public, was less at the end of the 1914 fiscal year by $500,- 
000 than at the beginning of the year. 

In the year ended June 30, 1914, the systera earned $59,794,000, 
which is less by $2,362,000, or 3.80 per cent, than the gross earn- 
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ings in 1913. The falling off in freight earnings equaled 3.83 per 
cent, and in passenger earnings, 4.02 per cent. Of the’ total 
revenue about 74 per cent comes from freight and 19 per cent 
from passengers. There was very little falling off in the ton- 
nage of freight, but, on the other hand, the average haul was 
shorter, so that the total ton mileage handled in 1914 was 5,505,- 
000,000 ton-miles, which is less by 2.88 per cent than the ton- 
mileage in 1913. This, it will be noticed, compares with a fall- 
ing off in freight revenue of 3.83 per cent, the average ton-mile 
rate received in 1914 being 7.99 mills as against 8.07 mills. The 
rate reductions which were held legal by the Supreme Court in 
the Missouri river rate case were put into effect in July, 1913. 
The effect on freight revenue does not appear to be very great, 
possibly because of changes in the proportion of the various com- 
modities carried, which offset what would have otherwise been 
a larger reduction in the average ton-mile rate. In passenger 
business, however, the effect of the decision is striking. The 
total number of passengers carried one mile was 548,800,000 in 
1914 as against 502,100,000 in 1913, an increase of 9.31 per cent 
in passenger business, while the revenue from passengers amount- 
ed to $11,160,000, a decrease of $468,000, or over 4 per cent. 

Of the total tonnage of revenue freight, amounting to 23,281,- 
000 in 1914, 35.59 per cent was furnished by products of mines, 
and 22.34 per cent by lumber and lumber products. Products 
of agriculture furnished 17.36 per cent, and manufactures 14.01 
per cent. 

Traffic statistics explain in part the decrease in transporta- 
tion expenses. The average trainload in 1914 was 389 tons as 
against 373 tons the year before, an increase of over 4 per cent. 
The average carloading per loaded car was very slightly less in 
1914 than in 1913, 17.99 tons as against 18.06 tons. The gain in 
average trainload is more of a gain than would appear from the 
percentage because of the very large increase in empty car mile- 
age. Traffic conditions largely determine the proportion of 
empty to loaded car mileage, and, of course, last year the empty 
car mileage was very much increased by the general movement 
of cars returning to their home lines, the Missouri Pacific feel- 
ing the effect of this to a marked extent because it is an inter- 
mediary road. The total mileage of loaded freight cars on the 
system in 1914 was 305,900,000; in 1913, 313,900,000. The mileage 
of empty cars was 127,800,000 as against 103,400,000 in the previ- 
ous year. In other words, loaded car mileage decreased 2.52 per 
cent, while empty car mileage increased 23.60 per cent. To show 
a gain in trainloading under such conditions is noteworthy. 

The Missouri Pacific has been immensely improved in the last 
three years; but in 1914 there was, as already noted, compara- 
tively little money available for additions and betterments, with 
no prospect of any more in 1915. It was, therefore, important 
that a liberal policy should be adopted in regard to maintenance. 
The amount spent for maintenance of way and structures in 1914 
was $8,536,000, which was less by $727,000 than in 1913; but the 
amount spent on maintenance of equipment was $10,252,000, or 
$392,000 more than in 1913. In 1914, however, there were no 
extraordinary expenditures, President Bush says, for flood re- 
pairs or other adverse conditions, and nearly all of the smaller 
expenditure on maintenance of way is accounted for by a large 
decrease in the amount spent for track labor and for grade cross- 
ings, fences, cattle guards and signs, an extraordinarily large 
sum having been spent on this latter account in 1913. 

From all this it would appear that if the company could get its 
financial difficulties adjusted, as well as its operating problems 
are being met, its security holders should feel much encouraged. 

The table shows the figures for operation in 1914 and 1913: 

1914. 1913. 


Mileage operated 
reight revenue 


Pe 


7,257 
$45,748,269 


Passenger revenue ........ccccccose 11,159,634 11,627,481 
Total operating revenue .........+ee0- 59,793,900 62,155,506 
Maint. of way and structures........ 8,536,046 9,263,360 
Maint. of equipment ......cccccceses 10,252,256 9,860,188 
TYAMC: EXPENSES ~~... 00. ccscecececses 1,330,087 1,425,168 
Transportation expenses ..........-- 21,292,357 22,528,447 
General expenses ........ 1,711,627 1,621,834 
Total operating expenses 43,122,373 44,698,997 
RaMOE Gacne vous sees ase sss 2,513,432 2,314,349 


15,049,156 
1 17,512,755 
1,562,734 


Operating income ......-- 
Gross income 


Net income 


eee ee 


Satara isis wis wise aise wieleceietets Siete 74,692 











RAILWAY AGE GAZETTE 787 





ST. LOUIS SOUTHWESTERN 


Deane St. Louis Southwestern is a carrier largely of lumber 
and agricultural products and as such suffered severely 
in earnings in the fiscal year ended June 30, 1914, because, 
on the one hand, of the very poor market for lumber from 
ihe Southwest and, on the other, because of the extracrdinarily 
bad weather conditions, especially in Texas. Not only would 
revenues suffer under these conditions, but transportation ex- 
penses were higher per unit of business handled, but not bv 
any means to the extent that might be expected under the 
conditions which prevailed. In 1914 the company earned 
about half a million dollars less than in 1913 and its expenses 
were about half a million dollars greater; but almost the en- 
tire additional expense was for maintenance of equipment. 
Total operating revenues in 1914 amounted to $12,745,000 
as against $13,297,000 in 1913. This is an average on the 1,735 
miles operated in 1914 of $7,346 per mile and on the 1,609 
miles operated in 1913 the earnings in that year averaged 
$8,263 per mile. All of the falling off in revenue was due to 
a decrease of 4.44 per cent in the tonnage of freight carried 
and a decrease of a little less than one per cent in the ton-mile 
rate. The average length of haul of freight remained about 
the same in 1914 as in 1913 and is quite long—237 miles. 
The total ton mileage carried in 1914 was 830,000,000 tons, a 
decrease of 42,000,000 tons, or 4.81 per cent. Passenger rev- 
enue amounted to $2,662,000, an increase of 1.66 per cent over 
1913. The number of passengers carried one mile was 113,- 
600,000, an increase of 13,400,000, or 13.38 per cent; but the 
average receipts per passenger per mile fell to 2.34 cents from 
the 1913 average of 2.61 cents. This was the result of the 
Supreme Court’s decision in the Missouri and Arkansas rate 
cases, which became effective in July, 1913. The company 
estimates that the loss in passenger revenue due to these 
decisions was $340,000, or enough to have in considerable part 
offset the effect of the adverse weather conditions and trade 
conditions on freight revenues. 

It is a great pity that the people of the Southwest fail to 
appreciate their own railroad situation. In most of the sec- 
tions served by the St. Louis Southwestern the people are 
prosperous; they are fond of travel, like luxury and good 
service when traveling, demand it and are able to pay for it. 
The St. Louis Southwestern passenger service is very good 
indeed. Its dining car service is excellent, and this dining 
car service is carried on at a dead loss for each diner served, 
simply as a part of the expense of giving good passenger serv- 
ice. If the Interstate Commerce Commission’s conclusions in 
regard to the undue burden which passenger service puts on 
freight service in eastern territory where passenger density 
is heavy are correct, how much more true this is on a road 
like the St. Louis Southwestern where passenger density is 
light? 

The St. Louis Southwestern has for some years tried 
wholeheartedly and intelligently to co-operate with the peo- 
ple whom it serves in building up the prosperity of the coun- 
try. The road now needs the co-operation of its patrons to 
take the next step forward in its own development, and the 
reduction made in passenger fares in Missouri and Arkansas 
was a stupid and short-sighted failure to extend this co- 
operation. 

There is another point analogous to this question of pas- 
senger rates. Texas laws are such as to very seriously dis- 
courage the expenditure by a railroad of any money at all for 
additions and betterments. It is so obvious that a road like 
the St. Louis Southwestern cannot sell securities bearing any 
reasonable rate of interest at par, that it seems almost un- 
necessary to mention the fact. Nevertheless, the discount on 
new securities, which is as much a cost of the additions and 
betterments which are paid for from the sale of these secur- 
ities as is the salary of the engineer in charge of the improve- 
ments, cannot be charged to property account. In other 
words, all additions and betterments must be paid for, at 
least in part, from the earnings of the railroad company. If 
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the St. Louis Southwestern is successful in its efforts to ma- 
terially increase the prosperity of its territory, it will, to a 
certain extent, share in increased earnings from this prosperity; 
but with the increase in prosperity of the people served will 
come new demands on the transportation plant. It is quite 
proper that some part of the additional earnings which would 
come under these conditions should be devoted to the pay- 
ment of interest on an improved and more adequate plant. 
The people in the Southwest, prosperous as they are, are 
continually reinvesting their own capital in their own busi- 
nesses and in improvement of their land. From their own 
point of view it is very desirable that outside capital should 
be invested in their transportation facilities; but the way in 
which such investment can be induced is to make it attractive. 

After the payment of expenses and taxes the St. Louis 
Southwestern in 1914 had net income of $336,000. This com- 
pared with net income at the end of the 1913 fiscal year of 
$1,886,000; but 2%4 per cent was paid on the preferred stock 
in 1914 as against 5 per cent in 1913; but even so, the 2% 
per cent called for $497,000, which left, of course, a slight 
deficit as compared with a substantial surplus for the previous 
year after the payment of the full 5 per cent dividends. 

At the end of 1914 the company had on hand $957,000 cash, 
which is less by $598,000 than at the beginning of the year. 
There were no loans and bills payable, and total working 
liabilities at the end of the year amounted to $2,015,000, an 
increase of $470,000, due almost entirely to a larger amount 
of audited vouchers and wages unpaid. On the other hand, the 
company had in its treasury a little over $3,000,000 securities 
of its own, representing the partial cost of capital expendi- 
tures, which, when conditions are favorable, it can sell. This 
was an increase in securities held in the treasury of $1,791,000. 

The increase in expenses mentioned above in maintenance 
of .equipment was due to very much larger sums spent for 
heavy repairs and renewals of freight-train cars, as President 
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Of the total tonnage—3,496,000 tons—of freight carried by 
the St. Louis Southwestern in 1914, 37.06 per cent was fur- 
nished by lumber and lumber products, 21.75 per cent by prod- 
ucts of agriculture and 25.06 per cent by manufactures and 
miscellaneous. The tonnage of lumber in 1914 was 1,295,000 
tons, a decrease, as compared with 1913, of 168,000 tons, or 
11.47 per cent. This falling off in lumber, combined with the 
very marked improvement of cars returning empty to their 
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of such cars. Since June 30, however, the company has been 
receiving under the equipment trust of April 1, 1914, 1,500 
steel underframe box cars, 400 steel underframe flat cars and 
100 steel underframe and steel coal cars, and arrangements 
have been concluded for the rebuilding of all freight cars 
acquired under equipment trust agreements which were des- 
troyed up to June 30, 1914. This means that'the heavy ex- 
penditures for maintenance of equipment will continue, prob- 
ably up to November 30, at which time it is expected that all 
of the replacements will be completed. 

The following table shows the percentage of each class of 
expenses to total operating revenues in 1914 and 1913: 


1914 1913 
Maintenance of way and structures........... 15.07 14.29 
Maintenance of equipment................... 20.68 16.69 
De ONG cc uh coach i bewasasunee bees ® 3.97 3.83 
TOC MME: ... ccs sasdueieensans 32.30 30.38 
SE NER en w5s5scbeanaexens'be caresses 4.62 4.12 


69.31 





The St. Louis Southwestern 


own lines, in large part accounts for the fact that whereas 
the total freight-car mileage was 80,923,000 in 1914, an increase 
of 1.55 per cent over the previous year, there was a decrease 
in loaded car mileage of 5.41 per cent, with an increase of 
22.30 per cent in the empty car mileage. Loaded mileage in 
1914 was 53,998,000, and empty, 24,221,000. This in turn ac- 
counts for the smaller average trainload, which was 294 tons 
in 1914 as against 300 tons in 1913, a decrease of 1.90 per cent. 

In regard to the present situation, President Britton says: 
“It seems idle to predict how long the business depression 
will last, but the management is making strenuous efforts to ad- 
just its affairs to existing conditions, having in mind the main- 
tenance of the property up to its present standard of efficiency.” 

The following table shows the principal figures for opera- 
tion in 1914 as compared with 1913: 







1914 1913 
Average mileage operated ............ 1,735 1,609 
Pe CEVEIEE Ciniscaeves awe ones $9,295,143 $9,864,490 
Passenger revenue ...........00s. 2,661,551 2,618,176 
Total operating revenue............... 12,744,555 13,296,950 
Maint. of way and structures...... 1,920,035 1,899,484 
Maint. Of COUIDMENE. ......00000800 2,635,700 2,219,390 
a By eerie rie 05,802 508,894 
Transportation expenses .......... 4,116,729 4,039,413 
CR PE Sonos cnc wa eee eee 589,451 48,616 
Total operating expenses.............. 9,767,717 9,215,797 
ee eer ee 601,886 468,697 
Operating income 2,356,217 3,599,816 
Gross income 3,354,886 4,644,141 
Net income 335,771 1,886,191 
PEED: pubsGawnksusse* senass ob ae 497,341 994,682 
Appropriated for additions and _ better- 
DEN cuipcwus sb ouses ee seee sud en eyes panes 163,111 
NEIEOE® snuxtGsakeveS ass eanevess cous 161,570* 728,398 
*Deficit. 
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MINNEAPOLIS, ST. PAUL & SAULT STE. MARIE 


RESIDENT PENNINGTON, in his annual report for the 
Minneapolis, St. Paul & Sault Ste. Marie, expresses admira- 
bly the feeling of the majority, probably, of railroad presidents 
in the United States when he says, “. under the present gen- 
eral financial and political complications prevalent throughout 
the world, superhuman wisdom and courage would be required 
to predict the business possibilities of the current year.” Almost 
every railroad president is living from day to day and from 
hand to mouth. The Soo is in much better shape than a great 
many other roads, although it experienced a rather unprosperous 
year in 1914 as compared with 1913. ‘The surplus after the pay- 
ment of 7 per cent dividends on both preferred and common 
stock was $207,000 in 1914 as against $2,881,000 in 1913. The 
company had on hand, however, at the end of 1914, $4,479,000 
cash, with no loans or bills payable, and with total working lia- 
bilities of but $4,784,000, and with no bonds or notes falling due, 
except installments on equipment trust certificates, before 1926.* 
The Minneapolis, St. Paul & Sault Ste. Marie is a subsidiary 
of the Canadian Pacific, and itself owns and operates as its Chi- 
cago division the Wisconsin Central. The Soo proper operates 
2.982 miles of road, and the Wisconsin Central 1,120. The table 
at the end of these comments gives the income account for the 
Soo only, the income which the Soo derives from the Wisconsin 
Central being included, of course, in gross income, but not in 
operating income. It will be seen that the Soo is a line of com- 
paratively light traffic, the gross earnings per mile in 1914 being 
$6,276. The Wisconsin Central earned, in 1914, $9,425 per mile, 
but its operating ratio was 67.5 as against the Soo’s 65.2 per 
cent. Furthermore, the Soo’s operating ratio in 1914 was ex- 
traordinarily high for reasons mentioned later, whereas the Wis- 
consin Central’s was only about normal. 
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to explain. Apparently the refunds necessitated by the Minnesota 
rate case were debited to 1914 freight revenue and passenger 
revenue. This of itself would explain a bookkeeping higher 
operating ratio in part, although it would not mean more ex- 
pensive operation to handle the same amount of business. 

Expenses, however, were higher actually in 1914 than in 1913, 
but only for maintenance. Transportation expenses amounted to 
$5,664,000 as against $6,090,000 the year before. The average 
trainload in 1914 was 404 tons as against 422 tons in 1913, the 
falling off in trainloading being due, apparently, to a greater 
empty car mileage, the average number of empty cars per train 
being 7.18 in 1914 as against 6.67 in 1913. There was also some 
falling off in carloading, the average number of tons per loaded 
car-mile being 18.29 as against 19.23. 

In 1914 the Soo spent $2,384,000 for maintenance of way as 
against $2,293,000 in 1913, and $3,071,000 for maintenance of 
equipment as against $2,604,000 in 1913. The principal increases 
in maintenance of way expenses were in the amounts appropriated 
for buildings, for bridges, for ties and for rails. President Pen- 
nington explains in part that these larger charges were due to 
the amounts chargeable to operating expenses for structures 
which were renewed with modern or more permanent structures. 
In 1914 the company spent a total of $3,229,000 on property ac- 
count, which included $1,198,000 on the Ambrose extension and 
$1,465,000 for additions and betterments. 

The company sold during the year $4,638,000 first consolidated 
mortgage bonds and $1,280,000 equipment trust notes, and $1,011,- 
000 equipment trust notes were retired. At the beginning of the 
year there was carried on the balance sheet $372,000 unextin- 
guished discount on securities. During the year $29,736 was 
charged to profit and loss for the extinguishment of discount, 
and at the end of the year there was $679,000 unextinguished 
discount carried on the balance sheet. 
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density, ton-miles per mile of road, was 543,000 in 1914 as against 
711,000 in 1913. Of the total tonnage carried 31 per cent was 
lumber in 1914, and 27 per cent in 1913, and 20 per cerit was grain 
in 1914, and 23 per cent in 1913. In 1914 10 per cent of the 
total tonnage was ores, and in 1913 about 8 per cent was ores. 
The average ton-mile rate in 1914 was 7.87 mills, and in 1913 
7.40 mills. 

The total number of passengers carried in 1914 was 2,555,000 
as against 2,249,000 in the previous year, and the average length 
of journey was 82 miles as against 88 miles the year before, the 
passenger density being 70,649 in 1914 and 67,978 in 1913. The 
average passenger-mile rate was 2.106 cents in 1914 as against 
2.303 cents in 1913. With as low a ton-mile rate as the Soo gets, 
and with its comparatively light traffic and small proportion of 
coal and ore, its operation ratio in 1913—56.5 per cent—was re- 
markably low. The increase to 65.2 per cent in 1914 is not hard 
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The Wisconsin Central had a net corporate income, after the 
payment of expenses and interest, of $518,000, and a slight sur- 
plus for the year. 

The table shows the figures for operation in 1914 and 1913. 


1914. 1913. 
WEIORGE GCOOCMUO 658i. 6.5 ecb ee se eecieceee 2,982 2,915 
DUGMIEE RONOHNO, ois. 6 ise Ckdec esac tenes $12,748,506 $15,330,648 
POMNGUGEE TOGGNNO i 6iciéicc ci civadlensen 4,436,911 4,564,257 
Total operating revenues .............. 18,717,689 21,410,672 
Maint. of way and structures......... 2,383,740 2,292,993 
Miammt. Of CGUIpIMent ....0. 6c cccciences 3,070,671 2,603,669 
pg eS ee eer 375,815 357,518 
Transportation expenses ............. 5,664,285 6,090,411 
CEMESRE CRHEREES csc 6 dscccivdcsinecnse 427,715 458,418 
Total operating expenses .............. 11,922,226 11,803,009 
2 ERE rae rere ee 1,182,367 1,298,968 
CE CONTER SCONE 46.6.0. 4:6. 6-650 60 04 6 eae sown 5,326,095 8,015,490 
CT I oo oe ce eco newe pe ndvelcees 6,409,338 8,886,540 
WO SON gn saca'ai ohesdin' a real 9 Amdo wie 2,853,502 5,527,415 
IN oad, cies dw c-aresaa do areease oi 2,646,714 2,646,714 
oo ae cr eee rr frei rr eee 06,788 2,880,701 





Terminal Yard Operation Papers—Third Series 


Four Papers Which Discuss System, Order of Placing 
Cars, Organization and Discipline in the Terminal Yard 


EVERY CAR IN ITS PLACE ON TIME 
By W. T. SuTPHEN 


General Yardmaster, Southern Ry., Macon, Ga. 

Among the problems and difficulties encountered in the opera- 
tion of a terminal yard, the matter of handling cars for freight 
houses, team tracks, etc., is of primary importance. Perhaps 
the most important essential in the handling of such cars is 
that of having sufficient tracks upon which to classify them 
when they are first shoved over the hump (if a hump yard), or 
switched out from the trains and transfers in which they are 
received, thus reducing to a minimum the cost and work of 
classifying them into trains or cuts for the different routes or 
districts each outside engine works. 

The freight houses should be “pulled” and “spotted” by the 
night crews, and nothing put in or taken out of the house during 
the day except that which is absolutely necessary. Trying to 
switch cars at the local house or transfer platforms that are 
only party loaded, causes trouble and confusion. Also nothing 
is more exasperating or discouraging to an agent than for him to 
go down in the morning and find his house not “spotted,” and 
a big gang of men idle on this account. The freight houses 
should be “pulled” on a regular schedule, except where special 
package cars have to be gotten out to go on certain trains be- 
fore the regular closing time of the house, and these package 
cars should be loaded in the head of one or more tracks, so that 
they may be taken out without moving the balance of the cars 
on such tracks. Team tracks should be worked, as far as possi- 
ble, by the “house” engine, and handled in the same manner as 
“house” work. Where such tracks are isolated from the “house” 
yard, then they should be handled and worked the same as 
private industries. 

As far as possible, a regular schedule should be maintained 
for working all industries. All cars for each of the outside runs 
should be assembled in the classification or train yard, so as to 
get each engine started as early as possible after the crew comes 
on duty, instead of having them go into the multifarious tracks 
and try to switch up their own trains, with the probability of 
blocking each other while doing so. 

Each engine foreman should have a specific territory as- 
signed to him. This tends not only to familiarize him with his 
work and increase his efficiency, but is a means of minimizing 
complaints. He should not have more work assigned to him than 
he is able to clean up each day, but he should be made to under- 
stand that when the work on his particular territory is fin- 
ished, he is to come in and help out in some other place, if 
needed. Good assistants will insure the enforcement of such 
instructions. The foremen should also be instructed to tele- 
phone the chief clerk occasionally, while on their outside runs, 
to see if any special orders have come in which will be neces- 
sary for them to take care of. Each foreman should be re- 
quired to book all cars put in or taken out of private sidings, 
showing the time the service was performed, and turn in the 
book, at the completion of each day’s work, so that it can be 
copied into a permanent record. 

The engines assigned to outside work should gather up all 
outbound loads and empties, and deliver them into the receiving 
yard, properly tagged, so that the foreman working that yard 
will know what to do with them. All cars received in trains or 
transfers should be tagged with a good, substantial tag, securely 
fastened, showing the date received, contents, consignee and 
home route of car; and if “order notify,” it should be so stated 
on the tag. All “order notify” shipments should be kept in a 
“hold” track until the agent authorizes such cars to be delivered. 

Where possible, there should always be a “roustabout” en- 


gine, that can go anywhere to take care of emergency and ac- 
commodation work, and also to help out any other engine 
which, for any reason, has gotten behind with its work. What 
all shippers want is prompt and dependable service, and if the 
railroads expect to keep down complaints, it is absolutely neces- 
sary to furnish such service. 

A daily and systematic check of the entire terminal is absolute- 
ly essential, with a view of determining, at any time, if any of 
the cars are getting old or are being unnecessarily delayed. 
It is especially important to constantly scrutinize the “no-bill” 
list, and to keep after the agent for bills. 

The chief clerk is a very important factor in a terminal organ- 
ization, and can make himself almost invaluable, as: he is, 
necessarily, the principal representative and reliance of the 
general yardmaster or terminal head in the handling of the 
office and answering the majority of the calls on the telephone. 
The head of the terminal, or his assistants, should endeavor 
to cover all of his territory daily, and see all of his foremen at 
least once a day, with view of satisfying himself that they are 
keeping up with the work. It is important, also, for him to get 
acquainted with all the shippers or heads of industries located 
on the terminal, and where possible, they should be personally 
visited every few days, or called over the telephone, with a view 
of ascertaining if their work is being properly taken care of, and 
if they are satisfied. 

No organization is perfect, and the only way to have it any- 
where nearly so is by constantly watching and trying to correct 
the mistakes that come up from day to day. Every man, of 
course, is expected to be loyal to the company and its officers, 
and any man found wanting in this respect should be dropped 
from the service. 

Last, but of not least importance, is the feature of cost of 
operation, which the head of the terminal should closely watch 
each day, and make such changes, from time to time, as may be 
necessary to keep the expenses and cost per car down to a mini- 
mum. He should have, every morning, a complete report show- 
ing the number of cars handled on the terminal the previous 
24 hours, ending at midnight, the number of men and engines 
worked, and the total money expended, including office ex- 
pense, as well as the average cost per car; and thus be fully 
informed, at all times, as to what he is doing, and what it is 
costing him every day. 

Summarized, terminal yard operation consists in having a 
place for every car, and putting every car in its place when one 
first takes hold of it. 


SYSTEM IN YARD OPERATION 
By W. L. DErR 


Division Superintendent, Chicago Great Western, Clarion, Ia. 


A modern yard has its receiving tracks, classification tracks, 
sorting tracks, and advance tracks, and any yard not so arranged 
must have certain tracks set apart for each of these functions. It 
may be that your yard consists of a set of parallel tracks only ; if 
so, certain of them must be set aside as receiving tracks, others as 
classification tracks, and still others.as advance tracks. 

The modern development of railroading has rendered it neces- 
sary for a yardmaster to acquire an ever increasing burden of 
knowledge, so that to-day he is one of the hardest worked of- 
ficers on a railroad. Whatever may have been his earlier train- 
iug, the best training for yard men is yard work. 

Every yard should contain a fair number of seasoned men who 
have had actual experience in yard work. Military experts un- 
derstand the inestimable moral effect which the presence of vet- 
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erans has on untried recruits, atid-this condition holds good in 
railroading generally, and yard work in particular. 

A yard cannot be handled successfully without a most complete 
record of each car entering the yard, its moves while in the yard, 
and its departure from the yard. There are numerous methods of 
keeping such records, but any method which does not show who 
had charge of the car and was responsible for its movements 
every minute of the period during which the car was in the yard, 
is defective. 

The reason for putting a train into a yard is to classify the cars 
into lots for various points, and sometimes, but rarely, to classify 
the various commodities. To start with, the train must be re- 
ceived on certain tracks. Ahead of the receiving tracks are the 
classification tracks, and ahead means in the direction which the 
car lading is moving, for nothing so much indicates bad yard de- 
sign as an arrangement of tracks making a backward car move- 
ment necessary. The blocking of even one classification track 
blocks the entire classification system of a yard, hence the neces- 
sity for promptly relieving a filled classification track. This can 
best be done by having a series of tracks in advance of the classi- 
fication tracks—advance tracks—in which the classified cars can 
be placed, and from there sent onward in trains. 

On a railroad the engine holds about the same position as the 
artillery does in an army—with plenty of it, you win, without it, 
you lose; therefore, the quick handling of engines is one of the 
most important functions in yard working. Yardmasters should 
keep in close touch with the roundhouse foreman and aid him in 
every way, especially seeing to it that engine coal is promptly 
placed at the pockets; and that cinder cars are handled quickly, 
for the cinder pit is the critical point in the locomotive terminal, 
especially during severe weather. 

In closing, just a few words to the yard designer: Always pro- 
vide a track holding eight to ten cars, at the outgoing end of a 
yard, upon which disabled cars can be placed. Keep in mind that 
some defect may be found in a car after it is placed on an ad- 
vance track, or a drawbar may be pulled out just as a train is 
leaving the yard, making it necessary to set out the car and do it 
quickly. If left on the advance track the car often has to be han- 
dled over and over while waiting to be taken to a repair track. 


THE ORGANIZATION OF INDUSTRIAL SWITCHING 


By Frep P. GrossMAN 
General Yardmaster, C. St. P. M. & O., Minneapolis, Minn. 


The methods to be employed in taking care of the business in 
a terminal are, and have been, a live issue. The hardest prob- 
lem is to perfect an organization which will run smoothly under 
all conditions, and when this has been done—to preserve it. 
This is specially difficult during a rush of business, when one is 
putting on more engines, and the old helpers are placed in 
charge with new crews. 

The next important problem is the placing of cars at freight 
houses, team tracks, industries and for connecting lines. All 
cars containing perishable freight are given first preference, as 
the delivery of freight at the house is just as important as that 
for the team track, this rule also applying to such traffic for the 
industries, as well as the meat houses. A very important part in 
the handling of such traffic rests with the traffic department, 
as well as with the agent, and when those departments work in 
harmony with the general yardmaster, and give him the neces- 
sary information, there should be no fall-down. We are ad- 
vised directly by our traffic department and solicitors, as well 
as by the agent, regarding promises which have been made in 
order to secure the business, and the prompt switching service 
required to hold it; we are given the car numbers and are told 
in what train the cars will arrive. The time of arrival is given 
us by the chief despatcher. 

Should a car come in bad order, it is promptly removed to 
the repair track if heavy repairs are necessary. In this con- 
nection, where team track cars come in and are placed before 
inspection, especially fruit, our car repairers make the repairs 
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on the team track, so as not to delay any car that may be di- 
verted to a connecting line at the last moment, or re-consigned to 
some point on our line. These diversions are always made after 
4 p. m,, and the cars are delivered to the connecting line by 
6 p. m. Team tracks are pulled twice every 24 hours, and kept 
free from all empties and diverted cars, giving us room for all 
inbound freight. 

In the fall when receiving a rush of apples or other fruits and 
vegetables, the agent should make special arrangements with 
the consignor to warehouse them in private storehouses, after 
a reasonable length of time has elapsed, in order to release the 
cars and also to provide more room for other team track cars. 
This serves a double purpose by giving room on the team track, 
and also obviates the necessity of “round-housing” cars contain- 
ing perishable freight to prevent damage by frost, while no ad- 
ditional help is required on team track to take care of the heat- 
ers for these cars. 

The icing of refrigerator cars on team tracks must not be 
overlooked, and is attended to by our fruit inspector on the 
arrival of the cars. Therefore, when there is a diversion we 
know immediately if the car must be iced or not. As iced re- 
frigerators are run in special schedule at the outbound freight 
house, we pay no further attention other than to keep a supply 
of refrigerators on hand to fill the demand. 

We have regular hours for the handling of connecting line 
business, at which time all orders for empties are filled. As our 
business is principally the hauling of flour and grain, we furnish 
the empties. Inspection of flour and grain empties is made dur- 
ing the daylight hours, as the sun will shine through cracks that 
cannot be found by using a torch at night. Marks left by rain 
leaking through the side or roof of a car are also easily de- 
tected during the day. 

In the fall when business is heavy, we call upon connecting 
line yardmasters and exchange orders. For instance, it we 
have an order for so many foreign cars for grain loading, and 
we have that number of cars being unloaded at one of our ele- 
vators, we call up the yardmaster and advise him that the order 
can be filled from cars being unloaded, which avoids handling 
cars unnecessarily, and keeps the yard free from surplus box 
cars. Every assistant yardmaster receives a copy of the empty 
order to be filled, and by keeping a careful check of his yard, 
can so handle his loads as to enable him to get the cars to fll 
the empty order. The chief clerk in the general yardmaster’s 
office is kept posted by the assistant yardmasters regarding 
everything going on, and he in turn gives them the information 
which it is necessary for them to have, facilitating the handlirg 
of the business. 

Engines must be assigned to each class of work, and the extra 
foremen are required to have a working knowledge of all parts 
of the yard. A meeting of our yardmasters is held every two 
weeks for the purpose of bettering our organization in every 
possible way. Each switch engine is worked but ten hours, thus 
cutting out the overtime. 

During the fall when business is heaviest, our grain comes in 
between 8 p. m. and 8 a. m., which gives us the use of receiving 
tracks which would otherwise have to be held open. No grain 
is inspected after 8 a. m., as the inspectors have to get the sam- 
ples to the Chamber of Commerce before 10 a. m. This also 
avoids any congestion that might be created by connecting lines 
pulling their transfers in during the day, and allows the switch 
engines to work more freely on account of not being blocked 
by trains pulling in at all hours. The grain business is the 
slowest moving of any handled in a terminal, as it changes 
hands more frequently than other commodities. This results in 
a large number of cars being held up, but this has been over- 
come to a great extent by pressing demurrage charges. 

When possible to do so, all grain should be set for unloading 
in the opposite direction from the loading, which avoids the 
double handling of empty cars out of an elevator. Thus if you 
unload thirty cars of grain, you can immediately pick up these 
empties and set them on the loading track. as they are already 
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coopered and do not need much attention, whereas new empties 
must be inspected and perhaps re-coopered. This also makes it 
possible to place just the kind of cars for unloading that the 
elevator wishes to load in most cases. 

Our industries are all set during the night, consequently we 
only give them a switch at noon to offset the morning’s un- 
loading. All the day men are educated to line up all cars them- 
selves; in fact, every man from the helper to the office man can 
tell any time of the day on just which track to look for any car, 
as we never deviate from the assigned tracks. Just as soon as 
disposition is given, the hold cars are carded. The hold tracks 
are pulled at 6 p. m. and at 12 noon. 

Each foreman has been assigned to a certain territory and 
works on schedule time. Our patrons understand this, and if 
they are not ready when the engines come to do their work, 
they agree to wait until his schedule has been carried out before 
doing their switching. Our team tracks are seldom pulled dur- 
ing the day, as when one disturbs the unloading, the engine is 
idle while teams drive away from the cars, and freight is left 
in the cars in such shape that it is liable to fall and become 
damaged. 


THE IMPORTANCE OF DISCIPLINE IN TERMINAL YARDS 
By V. R. C. Kine 


Division Superintendent, Atlantic Coast Line, Wilmington, N. C. 


In a classification yard the yardmaster in immediate charge 
has a certain degree of visual supervision. In an industrial 
yard the yardmaster in charge of a specific territory is largely 
limited to checking the service rendered, after it has been per- 
formed. This difference in supervision is a very important fea- 
ture which is not always grasped by superior officers. If it be 
fully recognized it will call for a careful organization, rigid 
discipline, and an even more careful selection of every class of 
yard employee, both office and field, than in the case of classifi- 
cation yards. 

Any organization naturally starts from the head.. The ques- 
tion of title depends largely upon the importance of a terminal 
yard, and it, and, incidentally the pay, should be commensurate 
with the responsibility. Regardless of title, the head of the 
yard should be given absolutely free rein, and made to feel that 
the fullest confidence is reposed in his ability. Besides being 
an exceptionally well qualified yard man, with ability to handle 
men, he must be a diplomat, as he has to deal directly with the 
public. His organization should be left free and untrammeled, 
subject only to the general policy of the road toward specific 
questions and discipline. 

There is a wide difference between a disciplinarian and a 
martinet. It is possible to maintain high class discipline and 
yet meet the vagaries of human nature. All discipline should 
be firm and unbending, but it should be absolutely fair. When 
an organization has been outlined, and proper rules promul- 
gated, the slightest deviation should be handled to a conclu- 
sion, and the case decided and closed to prevent recurrence. 
Punishment in some cases of error will do more harm than 
good, as they may possibly be due to lack of understanding, or 
even training, where advice would be better than discipline. The 
proper disposition of all cases, however, should rest upon the 
judgment of the head of the yard organization, and his wisdom 
in such matters will help make him a success or a failure. It is 
a grave mistake to ever discipline a yardmaster, particularly in 
these days of reluctant submission to authority upon the part of 
the yard man, as they must control other men, and should not 
be humiliated. If yardmasters make too many errors, or main- 
tain poor supervision, they should be entirely removed, or re- 
duced to yard conductors, if they are otherwise good men. 

When every member of the organization of an industrial yard 
has been carefully selected for fitness, a long step has been 
taken toward successful operation. No member is too insignifi- 
cant to be slighted, for even the call boy or messenger may be 
sent upon some errand which may bring him into contact with 
some patron. In a classification yard, conditions may be un- 
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satisfactory to the management but not felt by the public. In an 
industrial yard a railroad makes the largest part of its true 
reputation with the very best section of the public. By reason 
of this intimate contact with the public the demeanor of each 
and every employee is of the very highest importance. The 
finest kind of service will be nullified by discourtesy. As a 
matter of fact, an industrial yard where discourtesy exists wii! 
almost invariably have other weaknesses which will preven: 
good service as a possible offset to discourtesy. 

When the best fitted man has been chosen for each position, no 
opportunity should be neglected to constantly train and educate 
him in his special duties, and for promotion. Nothing is more 
destructive to the esprit-de-corps and personal interest in the 
company’s work than the introduction of an outsider to fill a 
position which means a promotion. An industrial yard demands 
the personal interest of each member of the force, as it is a 
traffic proposition from a broad point of view, and an unlim- 
ited means of bringing additional business to the company. 

The records in an industrial yard must be promptly and care- 
fully made, and accurately filed for future reference. ‘There is 
no failure for which a yard conductor should be more quickly 
and thoroughly disciplined, after he has once been instructed, 
than the keeping of inaccurate records in regard to the seals 
and placement of loaded cars. Any yardmaster who knowingly 
permits slackness of this kind should himself be removed. Yard 
conductors should not only keep a careful record of empty cars 
placed for loading, but also of loaded cars moved from indus- 
tries. A glance at these records will readily disclose the amount 
of work being performed by any particular yard engine, but, 
if there is any complaint about the car supply, the yard con- 
ductor should turn in a summary of the car situation at any, 
or even all, industries which he serves, if the work does not 
warrant the record being taken by a clerk. 

An industrial yard requires so many records and so much 
knowledge of the fundamental relations which should exist 
between shipper and carrier, and of the rules of track rental, 
car service, per diem, terminal warehouse, and interchange, that 
the head of such a yard must be well informed upon these prac- 
tical matters, in addition to his other qualifications, in order that 
he may accurately transmit his own knowledge to every member 
of his force. 

Local conditions govern the amount of work which each yard 
engine can perform, and <he route which it can properly serve. 
It is clearly the duty of the executive, or general yardmaster, 
to apportion the work of the entire terminal in such a way that 
the various yard engine routes will produce a maximum efh- 
ciency for a minimum of crews, and consequently of cost. His 
personal grasp of the daily situation should be such that he 
should never be afraid of not being able to explain why he had 
to work an additional yard crew. He should be equally well 
informed to avoid cutting off a yard crew to the detriment of 
the service. 

Overtime is excusable when made for a definite purpose. Two 
yard crews doubling up on an abandoned route, with a total of 
four hours’ overtime, is cheaper than the cost of the crew 
formerly assigned. If the dinner hour coincides with that of a 
large steamer or industry, which may need a mid-day shift, it 
is inexcusable not to pay the yard crew for their dinner hour 
and make the shift, instead of keeping forty or fifty truckers 
idle for an hour later in the day. 

One vital principle of organization applying to all industrial 
yards, regardless of their size or local conditions, is the relation 
between the agency and the yard. ‘The yard force owes its 
existence to the agency, and is simply the humble servant of the 
agency. With the exception of placing and handling empty 
cars, strictly speaking, no service whatsoever should be per- 
formed unless by specific authority of the agency. Any well- 
regulated yard will have some simple system of acting upon all 
agency instructions, which should be in duplicate, and of 
acknowledging same by endorsing thereon the completion of the 
service when it has been rendered. 
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The car supply for vessels, industries, and storage ware- 
houses requires a careful daily check for the car distributor or 
chief despatcher. That for the package warehouse is fairly con- 
stant, and the general business can usually be well estimated. 
Each loaded car being unloaded is a potential empty. A com- 
petent yard conductor will see that all cars on his route are kept 
moving, and will place all empty cars to the best advantage. He 
will also keep the yardmaster fully posted as to the car supply 
on his route. This prompt placing of empty cars, however, which 
have not passed an inspection force is a prolific cause of bad 
order loaded cars for movement, and hence delayed cars and 
business. The yard conductor, therefore, should use the utmost 
care in observing, as far as he can possibly do so, the condition 
of all cars which he places for loading. Whenever possible in- 
spectors should make light accessible repairs while the car is 
placed for loading. 

The larger the terminal, the greater the chance of higher 
money value of each facility. Delayed or slow moving cars 
mean larger per diem bills and loss of equipment. Ordinary 
car service does not pay for the use of valuable track space. 
The congestion on the storage tracks of other loaded cars wait- 
ing for track space for delivery slows down the yard work, and 
acts as a drag, in addition to increasing the risk of errors and 
possibly serious trouble. 

To secure the most efficient use of terminal facilities, the 
question of demurrage must be given vigorous attention, and be 
closely followed up by the agency force. The question of track 
space is often more important on a terminal than the prompt 
handling of equipment. An energetic and business-like terminal 
force, both yard and agency, will have its effect upon the pa- 
trons. The principal objective of a railroad is to move freight, 
and not to store it. Not only the agency, but the central yard 
office should be conveniently located for the patrons. 

Not much industrial service can be performed at night, unless 
the plants are working, but it naturally follows that whatever 
work can be done to advantage should be done. Rapid mobili- 
zation at the close of the day’s work plays no small part in at- 
taining the goal of quick, accurate yard service, but damaged cars 
or contents mean delays and claims so that a happy medium 
must be found between excessive speed and slovenly movement. 

If the interchange business be heavy there should be suffi- 
cient adjacent trackage upon which to digest the receipts. It is 
simply impossible to handle a heavy interchange upon one track 
and there should be separate tracks for receipt and delivery. 
Bad interchange facilities are apt to lead to sharp practices 
between the respective local yard forces to the detriment of the 
interchange business and the ultimate disadvantage of each 
line interested. The clerical feature of interchange warrants 
careful organization and accurate records. A joint force is 
probably the most satisfactory solution when it is justified by 
the volume of business. 


CuinesrE Rartway Extension.—A recent British consular re- 
port states that the projected line from Kochiu to Pishihchai on 
the French railway continues to be the subject of negotiations; 
but neither the officials, nor the people are in favor of it, as the 
traffic is not considered to be sufficient to justify its construction. 
An agreement has recently been made with the Banque Indus- 
trielle of Tientsin, a Franco-Chinese institution, for a loan to 
build a railway from Ch’in Chou, west of Pakhoi in Kuangtung, 
to Yunnanfu; and, according to the Chinese press, the line will 
pass through Nanning, Poseh, Singyi and Lo ping. At Singyi it 
will, presumably, link up with the line from Shashih, the contract 
for which has been awarded to a British firm. The construction 
of these two lines, which will place Yunnanfu in railway com- 
munication with the Yangtze on the north and the ocean on the 
south, will be of great benefit to the trade of this province as well 
as that of Kweichow, for not only will the monopoly now held by 
the existing line be broken, but, as both these lines will be en- 
tirely in Chinese territory, the heavy transit dues in Tonkin will 
be avoided. 
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RAILWAY AFFAIRS IN OTHER COUNTRIES 


The annual report for the government railway lines of the 
Union of South Africa for the 12 months ended December 
31, 1913, recently issued by W. W. Hoy, the general manager, 
contains this significant remark: “Having regard to the indus- 
trial troubles and the season of drought during 1913, it is 
satisfactory that the tonnage of traffic and the number of 
passengers carried should show an improvement.” On De- 
cember 31, 1913, the mileage of the government lines totaled 
8,281, of which 7,807 miles was of 3 ft. 6 in. gage and 474 
miles of 2 ft. gage, during the year the mileage having been 
increased 433 or approximately 5.5 per cent. In 1913 there 
was carried a total of 12,402,526 tons of revenue freight, in- 
cluding 6,985,832 tons of coal, these being increases of 634,928 
tons and 461,997 tons, respectively. Although the total ton- 
nage thus showed an increase of 5.58 per cent, the total freight 
revenue decreased 2.03 per cent, mainly because of rate de- 
ductions made in 1912. The total freight revenues were $38,- 
645,456, a decrease of $801,125, and the coal revenues were 
$9,208,190, a decrease of $381,725. The revenues from pas- 
senger traffic in 1913 were $16,447,173. This was an increase 
of $335,524 over 1912, or 2.08 per cent, but compares with 
increases in 1912 over 1911 of 7.47 per cent and 1913 over 
1910 of 20.07 per cent. The gross earnings for the lines op- 
erated were $60,333,237. The gross expenditures were $43,- 
658,040, thereby leaving a surplus of $16,675,197 as compared 
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Ruins of a Red Cross Train Thrown Into the River Marne at a 
Wrecked Railway Bridge 


with $21,299,836 in 1912 and $23,803,094 in 1911. The operat- 
ing ratio was thus 72.36 per cent as compared with 64.97 per 
cent in 1913. The capital expenditure during the year 
amounted to $11,911,265, the total at the end of the year being 
$408,032,190, or $48,856 per mile. The report states that when 
all the lines under construction at present are completed the 
mileage operated by the South African Railways will be ap- 
proximately 9,318 miles. 
* * * 

Lord Rosebery, former prime minister of England, has 
made a donation of $6,000 to the London School of Economics 
and Political Science for the endowment of a prize to be 
awarded annually in the department of railway transportation 
at that school of the University of London. Regulations giv- 
ing the conditions for the award will shortly be drawn up 
by the advisory committee on railway subjects, which in- 
cludes among its members Sir Samuel Fay, general manager 
of the Great Central; Sir George Gibb, formerly general man- 
ager of the London & South Western; Sir Charles Owens,,. 
director of the London & South Western; Francis H. Dent, 
general manager of the South Eastern & Chatham; Frank- 
Potter, general manager of the Great Western, and H. A. 
Walker, general manager of the London & South Western. 
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TRAIN ACCIDENTS IN SEPTEMBER! 


The following is a list of the most notable train accidents that 
occurred on the railways of the United States in the month of 
September, 1914: 


Deratlments. 


Cause of Kind of 


Date. Road. Place. Derailm’t. train. Kil’d. Inj’d. 
1. Grand Rapids & I....Kalamazoo. flood P 0 5 
1. Missouri, K. & T....Chase. unx P. 0 ill 
715. St. Louis & S, F....Lebanon, Mo. flood P 28 27 
718. Alabama G, S...... -Klondyke, Ala. malice P ll 42 
5. Bak. & Ghie.....c% Woodlyn b. journal P 0 6 
25. Louisville & N....... Turners d. track F 2 1 
728. Chicago G. W....... Waverly. d bridge P 2 6 
The train that was derailed near Kalamazoo, Mich., on the 


first, was a northbound passenger. Five passengers were slightly 
injured. _The cause of the derailment was the weakening of a 
bridge abutment by a flood. 

The train derailed near Chase, Tex., on the first, was south- 
bound passenger No. 29, and two cars were overturned. Eleven 
passengers in these cars were injured. A bridge was badly dam- 
aged by the derailed cars, but the bodies of the cars were of 
steel and were not crushed. The tender was the first vehicle to 
leave the track. The cause of the derailment is reported as not 
discovered. 

The derailment near Lebanon, Mo., on the 15th was reported 
in the Railway Age Gazette, September 18, page 541. Westbound 
passenger train No. 5 was derailed about 2:50 a. m., because of 
a weakness in the track due to a flood, the flood having been 
caused by a cloudburst. Twenty-seven passengers and one em- 
ployee were killed, nearly or quite all being drowned, and 26 
passengers and 1 employee were injured. The train had been 
running about 45 miles an hour, and had been nearly stopped 
before it struck the defective track. One coach fell into deep 
water. It was stated by residents that eight or nine inches of 
water had fallen within the space of three hours. 

The train derailed at Klondyke, Ala., on the 18th was north- 
bound passenger No. 2. Nine passengers and two trainmen were 
killed and 42 passengers were injured. The train ran over a 
misplaced switch about 3 a. m., and the engine and first three 
cars were thrown violently against a loaded freight car standing 
on a side track. The engineman was killed. M. J. McDonough, 
commercial agent of the St. Louis & San Francisco at Birming- 
ton, was also among the killed. The switch had been maliciously 
misplaced immediately before the train reached it. A reward of 
$1,000 was offered for the capture of the perpetrator of the deed. 

The train derailed at Woodlyn, Pa., on the evening of the 19th 
was a southbound passenger, and five cars left the rails. The train 
was running at about 50 miles an hour, and one car fell down a 
high bank. All of the passenger cars, however, were of steel 
and only six passengers are reported as injured. A bridge across 
a small creek was destroyed. The derailment was caused by the 
breaking of a journal. 

The train derailed near Turners, Ky., on the 25th was fast 
freight No. 39. The engine and five cars ran off the track and 
knocked down five spans of a bridge. The engineman and fire- 
man were killed and a brakeman was injured. It is supposed 
that the tender was the first vehicle to leave the track. The 
cause was not discovered; neither was there any evidence that 
the bridge had been weakened. 

The train derailed near Waverly, Iowa, on the 28th was mixed 
train No. 92 on the Sumner-Waverly branch of the Chicago Great 
Western. A wooden bridge was being torn down to be replaced by 
a steel structure; and one span of this bridge collapsed after the 
engine passed over. The cause could not be ascertained with 


1Abbreviations and marks used in Accident List: 

rc, Rear collision——hbc, butting collision xc, Other collisions 
Broken d, Defective——-unf, nforeseen obstruction unx, Unex- 
plained——derail, Open derailing switch ms, Misplaced switch acc. 
obst., Accidental obstruction malice, Malicious obstruction of track, etc. 
oiler, Explosion of locomotive on road: fire, Cars burned while 
running P. or Pass., Passenger train F. or Ft., Freight train (includ- 
ing — engines, work trains, etc.) Asterisk, Wreck wholly or partly 
destroyed by fire Dagger, One or more passengers killed. 
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u 
precision. A combination baggage and passenger car sank with 
the span, but did not go all the way down to the water. The en- 
gine was not derailed but the tender hung suspended, as did a 
coach. One passenger who was standing on the platform was 
killed; five others, who were inside of the cars, received slight 
injuries. One bridgeman at work underneath the structure was 
killed and one injured. The same engine and train passed over 
the bridge in the opposite direction about an hour previously. 
The train was moving about four miles an hour. 

Electric Car Accidents—Of the nine notable electric car acci- 
dents reported in the newspapers as occurring in the United 
States in the month of September six are charged with one or 
more fatalities each. At Memphis on the 17th a freight train 
ran into a car on a crossing and eleven passengers were killed, 
24 others being injured. The car was struck by a northbound 
freight (of 90 cars) just after a southbound freight had cleared 
the crossing. The engineman saw the street car (as soon as 
the southbound freight had passed him) about 330 ft. before 
reaching the crossing. He saw that it was about to cross and 
applied the brakes, but could not stop; he reduced his speed 
from 16 miles an hour to about 10 miles an hour. In a similar 
accident at Bridgeton, N. J., on the 8th four persons were killed, 
and in a butting collision at Wenham, Mass., on the 16th, three 
were killed. Accidents at South Thomaston, Maine, at Mahanoy 
City, Pa., and at Wilkesbarre, Pa., caused the death of one each. 


THE MAINE PUBLIC UTILITIES COMMISSION 


As has been announced in these columns, the state of Maine 
has provided for a new commission to take the place of the rail- 
road commission which has supervised railroad affairs in that 
state for the last 55 years. The new law was adopted last year, 
but it has only gone into effect this present month, because the 
voters of Maine have a referendum privilege, and the people had 
to wait till September, 1914, to settle whether those opposed to 
the new law were to have their way. The present status of 
affairs is set forth by a correspondent writing from Bangor, who 
says: 

The voters of Maine have retained the act creating the Maine 
Public Utilities Commission by a vote of 67,365 in favor and 
37,008 opposed. It is now pretty well determined that Governor 
Haines, despite vigorous opposition from all over the state, has 
made up his mind to create a board consisting of three lawyers. 
There is strong opposition to this procedure, but it appears cer- 
tain that the chairman of the new board will be Associate Jus- 
tice A. M. Spear, of the Supreme Court of Maine, who will re- 
sign his position on the bench to accept the new appointment. 
The other two members of the board, it is believed, will be 
Samuel W. Gould, of Skowhegan, ex-congressman—as previously 
announced in the Railway Age Gazette—and W. B. Skelton, of 
Lewiston, ex-state bank examiner. All three are lawyers, and 
this fact has led to the presentation of a large number of pro- 
tests at the governor’s office. Arthur Chapin, of Bangor, the 
president of the state board of trade, calls for the rational plan 
of a lawyer, a business man and a practical railroad man. “There 
should be a practical financier on the board,” said he, “for the 
protection of all interests.” A prominent railroad officer, who 
seconds Mr. Chapin’s proposal for a lawyer, a business man and 
a railroad man on the new board, expresses similar sentiments: 
“If the governor appoints lawyers alone,” said this officer, “all 
they will look after will be the legal end of the questions that 
come before them. They are trained to look at the law first, 
and that is their sole business. A business man of practical 


training should also be a member of the commission for the rea- 
son that the gas and electric coroporations, telephone companies, 
etc., are under its jurisdiction.” 

Before the referendum was taken upon the act creating the 
commission, Governor Haines had decided to appoint three law- 
yers, and it is the belief of many citizens that this fact was 
largely responsible for the referendum on the act. 











A New Plan of Government Control of Railways’ 


Regulation Has Failed, and the Public Should Guar- 


antee Securities and Have Representative Directors 


By E. P. Ripiey 
President, Atchison, Topeka & Santa Fe 


You all know how fashionable it has been*to acquire no- 
toriety by abuse of the railroads. You remember Louis 
Brandeis, Tom Lawson, Senator Cummins and LaFollette, 
to say nothing of our friends Murdock and Bristow, who, 
knowing but little, protested much and forcibly against grant- 
ing to the railroads any relief. You remember that for many 
years the quack nostrums prescribed by such men were in 
favor, their misleading statistics accepted as facts, until it 
has now become apparent to all that the patient is seriously 

ill; that the patent medicines have wholly failed and that 
other methods must be followed. 

The government has, so to speak, befouled its own nest— 
it has destroyed the confidence of the American investor in 
the securities of its own home roads. The attitude of Con- 
gress and of many of the state legislatures has been to regard 
the railroads as a criminal class—every statute has bristled 
with prohibitions and penalties and the most influential poli- 
ticians have been those who could devise new means of torture 
for railroad stockholders and managers. 

Unfortunately enough, there has been developed certain ir- 
regularities, perhaps dishonesties in the management of cer- 
tain corporations, and these have been seized upon as a 
justification for putting a strait-jacket on the: entire trans- 
portation business of the country. 

I hope it is needless for me to say that I do not approve 
some of the methods that have been pursued, but these cases 
of corporate mismanagement or incompetency are the ex- 
ception and not the rule. For seven years the books of the 
railroads have been open to the inspection of the Interstate 
Commerce Commission, and every facility offered to enable 
that body to ascertain the facts. I maintain that during the 
last ten years no other business has been conducted on any 
higher moral plane or with greater regard to economy or 
efficiency. To condemn all because of the shortcomings of 
a few is as unjust as to condemn all banks because some of 
them are badly managed. The crowning act of injustice as 
well as folly is the practical disfranchisement of railroad se- 
curities as a basis for asset currency. The railroad securities 
of this country have been regarded as “gilt-edged”; they have 
been favorite investments for savings banks and insurance 
companies—safeguarding the savings of the thrifty of our 
population, and they were beginning to be popular in Europe, 
also. An eminent authority on financial matters says: 

“The exclusion of railroad and industrial securities as bases 
for emergency currency was not the result of wise and 
patriotic lawmaking, but was done in response to ignorant 
popular clamor against railroads and big business—to spite 
capital.” 

The government passes on and approves the investments 
of our fiduciary institutions—it says in effect that railroad 
securities are good enough to secure your money and mine, 
but not good enough for acceptance by government as basis 
for issuing currency, thus putting all the world on its guard 
against the securities of the largest industry of the country. 

In the strained conditions that prevail in Europe it is alto- 
gether likely that as soon as our exchanges are open Euro- 
pean investors will seek to return us large quantities of our 
securities. Who will buy them? Why should anybody buy 
them, since our own Congress has said in effect that they are 





*An address delivered before the Knife and Fork Club, Kaneas City, Mo., 
on October 24, 





secondary in security to bonds of municipalities or states? 
lf there are no buyers there will be no price. Picture to 
yourself the result of a flood of securities on the market and 
no buyers. What will be the effect on savings banks, insur- 
ance companies, colleges—all fiduciary and benevolent institu- 
tions, whose assets consist largely in railroad securities? 
With a shrinkage of values of unknown size, they will be 
practically bankrupt. 

I am not an alarmist, and I do not wish to paint a gloomy 
view of the situation, yet I do not think I have exaggerated 
the crisis to which hysteria and systematic muckraking have 
brought us. 

It would be a foolish thing to prophesy disaster and to offer 
no remedy or palliative. The present system cannot last. 
It may almost be said to have broken down already, and 
talk of flying to government ownership as being the only 
recourse is getting more and more common. But the public 
knows too well what the operation of the railroads by govern- 
ment agencies would mean—the waste, the inefficiency, the 
political pull. No one can point to any business enterprise 
successfully and economically conducted by government, and 
to exchange the efficiency of present methods for those of .a 
government bureau would be a bad bargain, indeed. 

I said that no business had been well conducted by govern- 
ment, and I repeat it, but some people point to the post office 
and to the Panama canal construction as evidence that 
government can do things. 

As to the post office, it is archaic in its methods, wasteful 
in its administration—such efficiency as it possesses comes 
mostly from the service rendered by the railroads, for which 
they are underpaid. I would guarantee to form a syndicate 
which would give a better service for less money and pay 
the railroads fairly at the same time. 

As to Panama, the work has doubtless been done well and 
promptly, yet it may be permitted us to doubt if a private 
corporation might not have done it as well for much less 
money; and it should be remembered that the reason for such 
success as it has had lies in the fact of its entire divorcement 
from politics. We cannot trust Congress to keep its hands 
out of business matters. It interferes in our post office serv- 
ice, our diplomatic service, our navy and army matters and 
our Interstate Commerce Commission. What would the con- 
ditions be if government attempted railroad operation? I 
believe that there is not at present in this country any con- 
siderable sentiment in favor of. government ownership in 
view of its probable consequences, and yet those who study 
conditions and who realize that the present system cannot 
stand have not as yet perceived any other alternative. 

The proper settlement of this railroad question concerns 
every man, woman and child and is likely to have most im- 
portant bearings on the future of the country. Shall we 
continue the policy of starving the railroads into inefficiency 
and semi-paralysis, or take them into the absolute ownership 
and control of government, or turn them loose to shift for 
themselves free of all restraint? 

The first method is being tried and has gone far enough 
to demonstrate its impracticability; the second would, in the 
opinion of most of us, be disastrous. I do not favor the third, 
for I believe the public should be considered and should have 
a voice in railroad questions which concern its welfare. 

The present system of so-called “regulation” is failing, if 
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it has not failed already. Is there no relief save in govern- 
ment ownership and operation? Why not try at least ex- 
perimentally a middle course? 

Every night five magnificent trains leave Chicago at prac- 
tically the same hour for Kansas City. Each train carries 
every modern device for the comfort of passengers and not 
one of them is loaded to its capacity. 

Six trains leave Chicago for Omaha nightly and five for St. 
Paul, and of all of them the same may be said. 

Probably one of these trains—certainly two of them—would 
amply care for all the business and a great saving would result 
from discontinuing the other four. This is only one instance 
of what could be accomplished by co-operation—which, by 
the way, is forbidden by law. 

Every one knows that if all the roads reaching Kansas 
City were under one management the business could be done 
better and cheaper. 

Suppose the government should say to each of the lines 
serving certain territory, we will guarantee that your net 
earnings for the next five years shall not be less than the 
average for the last five, and you shall also be guaranteed six 
per cent on any additions and betterments which (with our 
consent) may be made on the property. In return we demand 
one or more seats on your board and the power of absolute 
veto upon any act or proposed act which we consider dele- 
terious to the community or otherwise improper. 

Would not this give us all the admitted benefits of common 
control, all the economies incident to common ownership, 
and at the same time protect the rights of the public? Would 
it not do away with the enormous waste of the competitive 
system and permit the business to follow the line of least 
resistance, with the result of lessened expenses and probably 
lower rates? Who would be injured by it? Would anybody 
lose by it? 

Suppose the establishment of railway “groups” somewhat 
after the manner of “Regional Reserve Banks”—each group 
governed by a board of directors in which the government 
may be fully represented. Suppose all unnecessary train 
service be dispensed with, all ticket and freight solicitors and 
their offices eliminated, with the consequent expense. Would 
not net earnings be at once improved and the guaranty of the 
government at once rendered safe? Would not the result be 
the immediate restoration of confidence? I do not belittle 
the difficulty of such an arrangement, and I realize that every- 
thing would depend on the men selected for such control. 

And further, I wish it understood that the suggestion is 
wholly that of an individual, and that I am not making it 
officially. I do not know that my own board of directors 
would approve it, still less what view others may take of it; 
it is simply a possible solution of a difficult problem, and it 
may perhaps serve as food for thought for abler minds than 
mine. 

To me it seems perfectly clear that the present system un- 
der which private individuals are expected to furnish the 
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cash, while a group of lawyers at Washington provide a man- 


- agement out of their own theories, cannot possibly continue. 


Something will certainly have to be done very soon. 

In the celebrated case of Bardell vs. Pickwick we read that 
one Mr. “Phunky” was intrusted with the duty of “opening 
the case,” and the chronicler adds that when opened the “case” 
appeared to have very little inside of it. If it shall appear 
to you that the same remark would suitably apply to what | 
have said remember that it was your worthy secretary who 


procured for you the affliction. 





LOCOMOTIVE PERFORMANCE ON THE 
CHICAGO GREAT WESTERN 


The Chicago Great Western has made a very interesting com- 
parison of the performance of 10 Consolidation, 10 Mallet and 
10 Mikado locomotives during the 12 months ending March 31, 
1914, with a view of determining which class of engines proved to 
be the most efficient. These 30 engines were operated over the 
Eastern division between Stockton, IIl., and Oelwein, Iowa, under 
as nearly comparable conditions as possible throughout the 12 
months. A careful record was kept of the mileage, tons hauled, 
operating expenses and repair expenses, together with the amount 
of coal consumed, these figures being included in the accompany- 
ing table. 


AVERAGE PERFORMANCE OF TEN LocoMoTIVES IN Eacu Ctass For 12 Montus 
Enpinc Marcu 31, 1914 


CARRS GR IDOE ..65k nak esedscns Consolidation Mallet Mikado 
Total mileage ... Decent te eee e eee 20,609.8 14,035.8 33,764.8 
Operating expenses™ ...-...-0+e eee ee 9,170.42 7,463.73 13,944.64 
MM MOPRINE oss va sasw cs sence 1,543.30 1,444.68 2,971.96 
MN CREME 25 raisin oye pels weeds oes sw i-9:6 1,196.86 2,568.34 1,944.67 
NORINS RMNNRNID 550 ie chs ei ies nw ve ee is are 2,740.16 4,013.02 4,916.63 
Total operating expense and repairs.... 11,910.58 11,476.75 18,861.27 
ee Be Un Coc) ae re 3,124.5 2,509.9 4,746.4 
PRPORERE SOT BONES) 6 oss v cases anes seey 34,045,358 27,296,555 71,565,805 
Gross ton miles (incl. lading andcars).. 24,819,920 22,876,360 62,195,000 
Percentage of gross to poter.tial ton miles 72.90 83.81 86.91 
ee ea ere 1,204.3 1,909.5 1,842.0 
Coal consumed per 100 gross ton miles 

SSS SES SS Sa eas ae ea 24.11 19.79 15.22 
Coal consumed per engine mile (lb.). 303.21 357.64 281.14 
Cost per 100 gross ton miles (cents). 4.58 4.32 ; 3.02 
Cost per engine mile (cents).......... 57.79 81.77 55.86 
Cost of maintenance— 

Per 100 gross ton miles (cents)...... 1.102 1.752 0.687 

Per enginé mile (cents)....4........ 13.30 28.60 14.55 

Per work unit} (dollars)............ 2.85 3.52 2.65 

Per road unitt7 (dollars)........... 66.8 93.1 66.8 





*Includes enginemen, enginehouse expenses, fuel, lubricants and other 
supplies. 4 

**Includes running repairs made at Oelwein shops and at other points. 

+Work unit equals tractive effort multiplied by locomotive miles, divided 
by 1,000,000. 

+7Road unit equals weight on drivers in pounds multiplied by locomotive 
miles and divided by 100,000,000. 

Note.—The figure for shop repairs for the Consolidation engines is based 
on the average cost of the repairs of all Consolidation engines and divided 


between the 10 engines under consideration on the basis of mileage made 
by each engine against the total mileage made by all Consolidation engines. 


The locomotives used in each class were of the same dimensions 
and all three classes were equipped with brick arches. The 
Mikado engines were the only qnes equipped with superheaters. 
The Consolidation engines weigh 198,850 Ib. on drivers, and have 














Chicago Great Western Mallet Type Locomotive 
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a tractive effort of 46,630 lb. The Mallet engines have a weight 
of 307,000 Ib. on drivers, and a tractive effort of 81,175 lb. The 
Mikado engines have a weight on drivers of 218,000 Ib. with a 
tractive effort of 55,000 lb. The general dimensions of the engines 
are given in the table at the end of the article. 

It will be noted from the table showing the average performance 
ef the different classes, that the Mikado type engines performed 
a greater mileage than either the Consolidation or the Mallet 
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It is surprising to note the relatively small amount of gross 
tons per mile for the Mallet locomotives with such a high per- 
centage of gross to potential ton miles. This, of itself, would 
speak very favorably for the Mikado design for road service, 
especially with the designs of engines under consideration. The 
cost of maintenance per work unit and per road unit shows the 
Consolidation and the Mikado very nearly on a par, with the 
Mallet much more expensive to maintain. This, however, is to be 
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Profile of the Division of the Chicago Great Western Over Which the Locomotives Were Operated 


engines. This may be accounted for by the fact that the Mikado 
engines were given the preference in fast freight runs. How- 
ever, the number of gross tons per mile for them was very much 
greater than that handled by the Mallets in proportion to the 
power of the two kinds of engines. The cost for operating and 
repairs per 100 gross ton miles shows a marked efficiency for the 
Mikado type engine; but it should be remembered that the service 
in which the Mikado engines was used permitted of greater 


expected of the Mallet locomotive. The general dimensions and 
proportions of the three types of locomotives follow: 


General Data 


eet a wakdciw adn cate os 2-8-0 2-6-6-2 2-8-2 
ee eee eee eee Freight Freight Freight 
(GRRE eres oe Bit. coal Bit. coal Bit. coal 
Tractivée effort... 26065. 46,630 Ib. 81,175 Ib. 55,000 Ib. 
Weight in working order.. 222,650 Ib. 353,100 Ib. 283,000 Ib. 
Weight on drivers........ 198,850 Ib. 307,000 Ib. 218,000 Ib. 
Weight on leading truck.. 23,800 Ib. 21,900 Ib. 25,000 Ib. 
Weight on tratling truck... ...ccccues 24,200 Ib. 40,000 Ib. 























Consolidation Type Locomotive in Service on the Chicago Great Western 


economy in fuel. The cost of maintenance, that is, the running 
and shop repairs per 100 gross ton miles, also shows a material 
saving to the credit of the Mikado type engine. These two sets 
of figures show, perhaps, to better advantage the actual cost of 
operation of the different types of locomotives. Without a doubt, 
a large part of the savings made by the Mikado type engine is 
accounted for by the use of the superheater. However, credit 
must be given to the Mikado design, which has in so many cases 
proved to be a very economical design of engine for freight 
service, 





Weight on engine and ten- 


der in working order... 434,000 lb. 502,100 Ib. 371,650 Ib. 
Wheel base, driving...... 1? £t. 10 ft 16 ft. 6 in. 
Wheel base, total......... 25. 8 in. 45 ft. 4 in. 35%. 2 im. 
Wheel base, engine and 

NONGEE CV cictsucnces wees 58 ft. 6 in. 72: ft. 6S i. 1 in. 

Ratios 

Weight on drivers + trac- 

TEGO OUI odin 0k Uke es 4.25 3.78 3.96 
Total weight ~ tractive ef- 

REI a feats ae 7axclacidie aie aa 9's 4.77 4.35 5.15 
Tractive effort XX diam 

drivers ~ total equiva- 

lent heating surface*.... 792 799 651 
Total equivalent heating 

surface* - grate area... 75 74.3 727.5 
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Ratios-—Continued 


Firebox heating surface ~ 


total equivalent heating 

surface,* per cent....... 5.36 4.32 4.90 
Weight on drivers total 

equivalent heating sur- 

ET ee oes sla osu 6 53.5 53.1 40.2 
Total weight — total equiv- 

_alent heating surface*... 60.0 61.0 52.2 
Volume both equivalent 

simple cylinders (cu. ft.) 15.66 24.20 19.86 
Total equivalent heating 

surface* + vol. cylinders 237 239 273 
Grate area ~ vol. cylinders 3.16 3.22 2.48 

Cylinders 
BOE Seskcan cece cswcccss Simple Compound Simple 
: ; : 23 in. & 
Diameter and stroke....... 24 in. by 30 in. ) 35 in. ee 32in. 27 in. by 30 in. 
Wheels 

Driving, diameter over tires 63 in. 57 in. 63 in. 
Engine tfuck wheels, di- 

cu'*~“janat COTO Te 33 in. 30 in. 33 in. 
Trailing truck wheels, di- 

DN Saiitsckikasatse:  sabeea 30 in. 42 in. 
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several reports were read that give interesting facts in addition 
to those published in Mr. Lake’s article. 

It was shown, for example, that the highest per cent of the 
total amount paid for loss and damage was on the following 
commodities: Fruit, 8.14 per cents grain, 8.04 per cent; live stock, 
5.02 per cent; oil, 4.15 per cent, and household goods, 3.17 per 
cent, responsibility for the various claims being placed as follows: 
defective equipment, 3.1 per cent; wreck, 0.5 per cent; delay, 
1.4 per cent; fire, .05 per cent; concealed loss, mostly damage, 
5 per cent; concealed damage, 10 per cent; loss from improper 
packing, 7.5 per cent; loss from bulk shipments, 7.5 per cent; 
freezing, 0.7 per cent. 

The Santa Fe has a very large and important traffic in live 
stock. In the past five years the number of cars of stock which 
it has handled has increased more than 10 per cent, but at the 
same time there has been a reduction in the average payment on 




















Mikado Type Locomotive Used on the Chicago Great Western 


Boiler 
Style Seb esepenh nese ev enss Straight Straight Straight 
Working pressure ........ 200 Ib. 205 Ib. 187 Ib. 
Outside diameter of first 
UCR Roel elokcekcs 


: 80 in. 86 in. 82 in. 
Firebox, length and width. 66 in. by 108 in. 117 in. by 96 in. 84 in. by 120 in. 


Tubes—number and outside 


ree 413—2 in. 450—2% in. 262—2 in. 
Flues—number and outside 

DMCC Grestcesthaces leassnasss «| &dssebeu 36—5% in. 
ee eee 16 ft. 4 in. 21 ft. 20 ft. 6 in. 
Heating surface, tubes.... 3,514 sq. ft. 5,539 sq. ft. 3,833 sq. ft. 
Heating surface, water tubes 28 sq. ft. 25 sq. ft. 31.4 sq. ft. 
Heating surface, firebox... 171 sq. ft. 225 sq. ft. 235 sq. ft. 
Heating surface, total..... 3,713 sq. ft. 5,789 sq. ft. 4,099 sq. ft. 
Superheater heatingsurface ........ | seeccecs 880 sq. ft. 
Total equivalent heating 

ET Goce clEsSreecee UA SOSESSSS. .  <S¥bboREa 5,419 sq. ft. 
eS ee ae 49.5 sq. ft. 78 sq. ft. 70 sq. ft. 

Tender 

PK. a ishssnca win bex one ease Water Bottom Water Bottom Water Bottom 
Wheels, diameter ........ 33 in. 33 in, 33 in. 
Water capacity .......... 8,000 gal. 8,000 gal. 8,000 gal. 
Coal Capacity, ......5.00s< 15 tons 15 tons 15 tons 


*Total equivalent heating surface 


; = total evaporative heating surface 
+ 1.5 times the superheating surface. 


SANTA FE LOSS AND DAMAGE COMMITTEE 


On the Atchison, Topeka & Santa Fe, as was noted in an 
article by H. R. Lake in the Railway Age Gazette of August 7, 
the investigation of over-short and damage reports has been 
given to the operating department and is primarily in the hands 
of the chief clerks to the general superintendents. The co- 
operation of other departments, however, is secured by various 
loss and damage committees, the most important of which covers 
the entire system and meets semi-annually. At the last meeting 
of this committee, held at Pueblo, Col., on September 28, there 
were present 125 representatives of the operating, traffic, mechan- 
ical and accounting departments from all over the system and 


live-stock claims from $2.93 per car in the fiscal year ending 
June 30, 1910, to $1.25 in 1914, a decrease of 57 per cent. 

The committee has planned to direct its efforts, between this 
and its next semi-annual meeting, towards the reduction in the 
damage account on less than carload shipments. Thus far, but 
little headway has been made in this direction, and whereas the 
payment for loss on less than carload shipments has been reduced 
20 per cent in a year and for damage on carload shipments 35 
per cent, the amounts paid for damage on less than carload ship- 
ments have been reduced but two per cent. As part of the 
campaign the committee has adopted a book illustrating the 
proper method of loading less than carload freight, which is to 
be placed in every freight house. An expert will also be sent 
out to lecture to freight handlers on the subject and he will be 
able to give point to his remarks by means of a display of 
miniature loaded cars which he will take with him. 

That the officers of the company are taking great interest in 
this loss and damage work is shown by the following message 
from President E. P. Ripley which was read at the meeting: 

“T am sending this to express my appreciation of the results 
already obtained in the loss and damage movement, and the hope 
that as much progress be made during the coming year. All 
these loss and damage payments are net reductions. We paid 
last year a little over $700,000 in such claims, and it should be 
remembered that in order to make a profit of a like sum we 
would have to add about two and a half million in earnings. 
Putting it in another way: The $700,000 paid out is more than 
half of one per cent of our common stock. When we consider 
that the cause of this payment is nearly all human carelessness 
it looks very large. The encouraging feature of it is that 1t 1s 
on the down-grade. Here’s hoping that its pace can be ac- 
celerated.” 








The New Kansas City, Mo., Union Passenger Station 


This Is One of the Largest in the Country, Pro- 


viding Facilities for All 


The opening for traffic of the new Union passenger station 
at Kansas City, Mo., next Sunday, November 1, marks the 
completion of the main unit in one of the most comprehensive 
railway terminal developments ever undertaken in this coun- 
try. This project, involving an expenditure of over $40,000,- 
000, not only provides a new, modern passenger station for 
all the roads entering the city, but also includes the construc- 
tion of a belt line around the city with the reduction of grades 
on a portion of the existing line from 1.5 per cent to 0.9 per 
cent, the separation of all grades with streets within the limits 
of the improvements on the existing line, the building of two 
new freight yards for the interchange of traffic, the construc- 
tion of four local freight houses and one new team track yard. 
Work on this project has been prosecuted actively for the 
past’ four years and it is now practically all completed with 
the exception of the construction of a double deck, double 
frack bridge across the Kaw river and an 8,000 ft. double 
track steel viaduct, which, combined, provide a direct en- 
trance to the station for the four roads entering from Kansas 
City, Kan., and which latter work has been delayed by negatia- 


Roads Entering the City 

and ‘lwenty-second street on their way in to the old Union 
depot. <All of these stations have been badly congested for 
several years and they did not afford the modern facilities 
now demanded by the traveling public. These conditions led 
to the construction of the new Union station for the joint 
use of all the roads entering Kansas City. 

There is no suburban traffic at Kansas City and a large 
proportion of the passengers are ticketed through, transferring 
from one road or train to another with the consequent wait- 
ing in the station between trains. With this very heavy 
transfer much greater space is required for waiting rooms 
and attendant facilities and for the handling of baggage, than 
is customarily found in modern terminals, especially in a city 
of 250,000 population. Over 260 scheduled trains, exclusive 
of extra sections and special trains, entered and departed 
from the Union and Grand Central stations daily. The maxi- 
mum number of scheduled trains in one hour was 30. The 
number of passengers handled in 24 hours varies from 20,000 
to 35,000, over 30 per cent of whom are ticketed through in 
addition to a large number who buy locally to Kansas City 
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Front View of the Station Building Showing Office Wings and Carriage Concourse 


tions with-the city of Kansas City, Kan. The entire develop- 
ment was described in detail in the Railway Age Gazette of 
May 23, 1913. This article will, therefore, refer only to the 
passenger station. 

This project has been carried out by the Kansas City 
Terminal Railway Company, a corporation formed for this 
purpose. The stock is owned equally by 12 roads, the Atchi- 
son, Topeka & Santa Fe, the Chicago & Alton, the Chicago, 
Burlington & Quincy, the Chicago, Rock Island & Pacific, 
the Chicago, Milwaukee & St. Paul, the Missouri, Kansas & 
Texas, the Missouri Pacific, the St. Louis & San Francisco, 
the Union Pacific, the Wabash, the Chicago Great Western, 
and the Kansas City Southern, which, together with the 
Quincy, Omaha & Kansas City, a subsidiary of the Burling- 
ton, include all the roads entering the city. With the excep- 
tion of the Kansas City Southern, the Chicago Great Western 
and the Quincy, Omaha & Kansas City, all the roads formerly 
used the old Union station, while the three roads mentioned 
occupied the Grand Central station at Second and Wyandotte 
Streets. Certain trains of the Rock Island, St. Paul and 
Santa Fe also stopped at a third station at Grand avenue 


and then to destination. It was frequently necessary to ac- 
commodate 1,500 persons in the waiting room of the old 
Union station alone at one time. 

While most of the trains terminate here, the Santa Fe, the 
Rock Island and the Missouri Pacific operate a number of 
trains through Kansas City. Practically all of these trains 
require the inserting or cutting out of dining cars, connecting 
line sleepers, or other cars in the station with the minimum 
delay. This requires a flexible track layout, permitting switch- 
ing to be done without interference with other trains. 


THE NEW STATION 


The new station is located at Twenty-third street between 
Grand avenue and Broadway, near the present Grand avenue’ 
station and about two miles southeast of the old Union sta- 
tion. It is thus situated midway between the business center 
of the city on the north and the principal residence district 
on the south. The station is a massive building of stone and 
concrete, costing $6,000,000, or with the land, tracks and other 
appurtenances, about $11,000,000. It is built in the shape of 
a “T” with the head house facing on a plaza fronting which 
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is a park area of about eight acres, which will be graded 
down and beautified by the city. The head house is 510 ft. 
long by 143 ft. wide and six stories high, the upper two floors 
in the wings of the building being devoted to offices for the 
terminal company and tenant roads. The stem of the “T” 
is 410 ft. long by 165 ft. wide and extends out over the tracks. 

The new building is of steel construction with concrete walls 
up to the first story or plaza level. Above this, it is faced 
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Floor Plan of New Kansas City Union Station 


with Bedford limestone trimmed with Maine granite on the 
prominent faces and bush-hammered concrete elsewhere. It 
is founded on rock throughout, except for a few piers in the 
trainshed, which are in an old creek bed and are carried on 
concrete piles driven to rock and capped by a concrete slab. 

An 80-ft. driveway and a 20-ft. sidewalk have been provided 
in front of the station. Facing on this driveway are three 
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large arched windows separated by massive columns. The 
main entrances lead from this driveway under the two end 
windows and are protected by canopies extending to the curb 
line. These main entrances to the station will be used by all 
passengers arriving on foot, on street cars or by private 
automobiles. Up to the present time the local street railway 
system has made no provision for street car service nearer 
than the existing line on Grand avenue and a recently con- 
structed line on Union street, although the Terminal com- 
pany has left a space for tracks directly in front of the station. 
Taxicabs and most automobiles will discharge their pas- 
sengers under a covered driveway at the west end of the 
station, from which access to the main lobby is gained through 
the corridor between the baggage and parcel checking coun- 
ter. Inclines lead down to the basement floor from Grand ave- 
nue and from Broadway, for the use of baggage, express and 
mail wagons, which will deliver their loads directly to the base- 
ment. 
THE GRAND LOBBY 


The main entrances lead directly into the grand lobby or 
concourse, 242 ft. by 103 ft. in area and 92 ft. high, about 
which is grouped all the facilities a passenger will require in 
arranging for his journey. This lobby will be kept entirely 
free of seats. It is finished in Kasota marble up ‘to the top 
of the pilasters, above which point Scagiola marble is used, 
trimmed with Great Bend, Tenn., brown marble. The room 
is lighted by three large chandeliers suspended from the 
ceiling and eight groups of side wall lights. 

On the south side of the lobby between the two main en- 
trances is the semi-circular ticket office with 19 railroad and 


Isolation Room. — 





four Pullman ticket windows. These windows are trimmed in 
bronze with baggage racks below and are so designed that 
signs over the windows are illuminated automatically as the 
windows are opened. The ticket stock room is directly below 
the ticket office and connected with it by a spiral stairway, 
while the terminal ticket auditors are located on a mezzanine 
floor directly above the rear of the ticket office. 
Immediately adjacent to the ticket office on the east is the 
telegraph office, while on the opposite side are placed the 
telephone booths. An octagonal information bureau is lo- 
cated in the center of the east end of the lobby, while a 
similar booth is provided for the transfer company in the 
west end. A bulletin of trains is installed in front of the 
station master’s office on the mezzanine floor just to the 
left of the waiting room, on which the information is pre- 
sented by means of small metallic letters placed in slots ac- 
cording to a system devised by the Commercial Sign Com- 
pany, Ashtabula, Ohio. No train announcing system will be 
installed at present and all trains will be called by ushers. 


THE WAITING ROOMS 


Directly opposite the ticket office and opening from the 
grand lobby is the general waiting room, 352 ft. long by 78 
ft. wide. This area is given up largely to seats, having 44 
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double mahogany seats with a capacity of 750 persons. This 
room is finished in terra cotta with a base of Great Bend 
marble and a paneled plaster ceiling. Natural illumination is 
provided by large triple windows over each train gate while 
large light clusters are placed along each side wall. 

On each side of this room are eight train gates, directly 
back of which is an exterior concourse are stairways leading 
to the platforms below. Each gate is equipped with two 
National train indicators. In this way the passengers are 
enabled to remain seated in the waiting room until their 
trains are ready and by collecting in those seats adjacent to 
the train gates through which they must pass, they are ad- 
vised at once when their trains are ready without the neces- 
sity of standing about the gate. 

The concourse on each side outside the train gate is also 
used as an exit from trains by incoming passengers, who, 
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rectly with the concourse on each side, eliminating the neces- 
sity for this class of passengers passing through the main 
waiting room or coming in contact with the other passengers. 

Leading off from the northeast corner of the grand lobby 
is the women’s waiting room, 45 ft. by 45 ft. in area, at- 
tractively finished in molded plaster panels decorated in imita- 
tion tapestry with white trimmings. Connecting with this 
are the women’s rest room and the lavatory, with free and 
pay toilets and a shoe shining stand. Directly over the 
lavatory on a mezzanine floor three private bathrooms are 
provided for the use of women passengers. Directly below 
the women’s waiting room and accessible only from this 
room is a children’s playroom, where children may be left 
in the care of the maid in charge. Connecting with this. 
children’s room is another small basket lunch room. 

In a similar location in the west wing are located the men’s. 




















The Grand Lobby Looking Down on the Semi-Circular Ticket Office 


however, do not pass through the main waiting room, but 
directly into the grand lobby through doors opposite the 
main entrance. In this way incoming and outgoing pas- 
sengers are entirely separated except on the stairways lead- 
ing to the track platforms, and the plans will permit the con- 
struction of esealators, which, if found necessary, will re- 
move this conflict. 

Just north of the main waiting room is a basket lunch room 
with a small lunch counter for the use of passengers carry- 
ing their own lunches. Beyond this in the extreme north 
end of the building is an immigrants’ waiting room with seats 
for 150 persons and with access to the opposite side of this 
sume lunch counter. An isolation room for convicts, persons 
with contagious diseases, etc., is also provided here. The 
isolation and immigrants’ waiting rooms are connected di- 


smoking room, shoe shining stand and free and pay toilets. 
Leading off from the same corridor is a_ nine-chair barber 
shop, while directly above the barber shop and entered 
through it are five bathrooms. 


BAGGAGE AND EXPRESS FACILITIES 


The baggage checking counter, 90 ft. long, is located at the 
west end of the grand lobby to the left of the taxicab en- 
trance and is attractively finished in bronze. While kand 
baggage is checked directly at the counter, heavier pieces 
brought in by taxicabs are delivered at an entrance on the 
court at the west end of the building and immediately lowered 
to the basement or track level floor, where they are weighed. 
Baggage delivered by the transfer company is unloaded di- 
rectly on the lower floor. Passengers may exchange taxicab 
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or transfer checks for baggage checks at the baggage coun- 
ter on the main floor. All baggage is weighed as received 
and no checks are issued until the weight has been ascer- 
tained and any excess charges paid. While only hand bag- 
*gage will be received and delivered on the main floor, the 
passenger is able to arrange for the checking of all baggage 
at this counter. It is also planned to weigh all baggage trans- 
ferred from one train to another and to attach excess tags 
for collection at destination. Eleven Kron dial automatic 
scales of capacities ranging from 500 lb. to 10,000 Ib. 
been installed for this purpose. 

The basement floor is devoted entirely to the handling of 
city baggage. All baggage transferred from one train to an- 
other will be assembled and held in the sub-basement. To 
move the city baggage to and from trains it is lowered to 
the sub-basement by elevators, from which floor a subway 
leads under the tracks near each end of the train shed, with 
elevators at each platform. In this way all trucking across 
tracks at grade is avoided, while city baggage is kept entirely 
separate from transfer. Ten Elwell-Parker electric motor 
trucks have been installed to transport the baggage. The 


have 
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forces. Express and mail matter is taken to and from trains 
through the subways on the sub-basement level referred to 
above, while all city mail and express deliveries are made 
from the driveways on the basement level. 


THE DINING FACILITIES 


With the exception of the small lunch counter in the basket 
lunch room at the north end of the main waiting room, al! 
the dining facilities are grouped at the east end of the grand 
lobby. Connecting directly with the lobby in the center is the 
lunch room, with a seating capacity of 75 at the counter, in 
addition to tables grouped along the wall on each side. Addi- 
tional tables are also placed on a balcony over the east end 
of the lunch room for those passengers who desire a mod- 
erate priced dining room. This lunch room is finished in 
American Pavanazzo marble wainscot with a base and top 
of Verde antique marble with plaster above, stippled to secure 
a tapestry effect. The counter is equipped with solid bronze 
swivel seats with renewable cane backs and seats. All orders 
are transmitted to the kitchen by telautograph. 

At the right of the lunch room and entered from the grand 
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Interior of the Main Waiting Room 


baggage rooms on the main and basement levels have 2-in. 
maple floors laid diagonally over pine flooring on concrete. 

Directly across the corridor from the baggage counter on 
the main floor is the parcel check room with a 45-ft. counter. 
Special attention was given to the design of this room to 
make it accessible to the public and convenient for the em- 
ployees. The storage racks are of pipe with special racks for 
overcoats, umbrellas, etc. A storeroom with dumbwaiter 
connection is located directly above for the storage of un- 
claimed parcels. 

All express and mail is handled in the three-story express 
building immediately west of the station. The east 160 ft. 
of all three floors is occupied by a branch railway postoffice 
and the remainder is divided between the American, Adams 
and Wells-Fargo express companies. As in the baggage 
room, the basement floor is devoted to the handling of city 
business, while all transfer traffic is kept in the sub-basement. 
The basement mezzanine floor is occupied by the clerical 


lobby is the main dining room, with a seating capacity of 
142, This room is finished with tapestry glass on the lunch 
room side. Elsewhere it is finished in Italian Skyros marble 
wainscoting with plaster above. Semi-indirect lighting is 
adopted. A private dining room with a seating capacity of 
20 is located over this main restaurant for the use of special 
and private parties. These dining facilities have all been de- 
signed in close co-operation with the Fred Harvey Company, 
which operates this concession. 


THE STORES 


Much study was given to the location and arrangement of 
the various stores in the station to provide those articles cus- 
tomarily desired by the traveling public and at the same time 
to bring the maximum rental to the terminal company. ‘This 
business is expected to be especially remunerative here be- 
cause of the large number of fassengers waiting for some 
time between trains. 
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At the northeast corner of the grand lobby adjoining the 
women’s waiting room is the drug store, with entrances from 
the lobby and the east midway. This store is elaborately 
finished in native walnut with bronze hardware and illumi- 
nated showcases. A soda fountain is provided of Travernelle 
Fleury marble trimmed in Belgian Black marble with a black 
glass top. In addition to carrying a complete line of drugs 
and sundries with a prescription counter on the balcony, a 
public postal substation is also located in this room. 

Directly across the exit corridor is the news-stand, while 
on the opposite side across the. main waiting room is the 
candy booth, both of which are finished in silver wood. A 
cigar stand is located at the west end of the lobby near the 
entrance to the smoking room and barber shop. All these 
concessions in the station except the barber shop and the 
parcel room are operated by the Harvey Company. The 
parcel room is operated directly by the Terminal company. 

Other facilities in the station include a hospital over the 
main floor baggage room with separate wards for men and 
women, quarters for nurses and a small operating room; a 
special room on the track level floor for receiving funeral 
parties without the necessity of their passing through the 
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In addition to these through tracks, two stub tracks have 
been built east of the station for the loading of mail cars and 
one along the retaining wall of the Grand avenue incline for 
the unloading of.theatrical scenery. At the west end of the 
station eight depressed stub tracks have been built for the 
loading of express cars, All tracks are laid with 90-lb. rails 
and plain angle bars on 8 in. of crushed stone ballast below 
the ties with 6 in. of sand or cinders below the stone. The 
platforms are of concrete with the surface 8 in. above the 
top of rail. 

The train sheds are of an extended umbrella shed type 
connected by steel trusses extending over the track. The 
roof of the shed is of Federal cement tile with prism glass at 
regular intervals to illuminate the platforms below. Federal 
cement tile was also used on the main building, while prism 
glass was inserted in the platform above the trucking sub- 
ways. The train shed is 1,370 ft. long and extends over eight 
platforms. 

THE POWER HOUSE 

The power house is located near the west end of the ex- 
press building. The principal equipment includes three bat- 
teries of 1,016 h. p. high reverse-setting Babcock & Wilcox 

















The Station Building, West Trainshed and Express Building 


main waiting room; a common office for the depot passenger 
agents of all the roads, located near the barber shop, and 
lounging and locker rooms with bathrooms for passenger 
trainmen, porters and station ushers on the basement mez- 
zanine floor, lockers being provided for 250 conductors and 
80 station ushers. 


THE TRACK LAYOUT 


Sixteen through tracks are provided under the train shed, 
each of which is of sufficient length to accommodate two 
trains, the trains pulling through the station so that the en- 
gines are at the far end. The tracks are spaced alternately 
12.5 ft. and 31.5 ft. To give a greater flexibility of operation 
it is planned to install double crossovers between each two 
adjacent tracks in the center of the train shed, but this has 
been postponed temporarily. Provision has been made for 
eight additional station tracks on the north when traffic con- 
ditions demand, two of which tracks will be used for the 
Present for the storing of sleeping cars en route and surplus 


€qiipment. Beyond these tracks are the two main freight 
tracks. 





boilers, with space for a fourth battery when required; two 
1,250 k. v. a., 2,300-volt, 60-cycle turbo-generator sets with 
exciters on the ends of the shafts; two Nordberg cross- 
compound Corliss air compressors with a capacity of 3,500 
cu. ft. of free air per min.; one 60-ton and one 30-ton Carbon- 
dale exhaust system refrigerating plans for cooling the drink- 
ing water and serving the dining room and other concessions 
in the station. The exhaust steam vacuum system is used 
for heating the station and adjacent buildings. Over 85,000 
sq. ft. of direct radiation is provided in the station alone in 
addition to an even greater amount of indirect radiation pro- 
vided in all the larger public areas. All public rooms are 
artificially ventilated with air washed and tempered. Live 
steam is also furnished by the power house for heating up 
locomotives at the roundhouse. 
PERSON NEL 

This entire development has been designed and built under 
the direction of John V. Hanna, chief engineer, and his staff, 
consisting of A. C. Everham, assistant chief engineer; A. H. 
Stone and G. M. Walker, Jr., assistant engineers; J. Tuthill, 
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building engineer; S. O. Swenson, electrical engineer; G. E. 
Tebbetts, bridge engineer; G. E. Ellis, signal engineer, and 
J. M. Hammond, D. S. McCalman and E. P. Weatherley, divi- 
sion engineers. Jarvis Hunt, Chicago, was the architect for the 
station, working in co-operation with the engineering depart- 
ment. The George A. Fuller Construction Company, Chicago, 
was the general contractor for the station and auxiliary 
buildings, with E. S. Belden, engineer in charge. 


CAMPAIGN AGAINST THE EXTRA CREW LAW 
IN MISSOURI 


At the election on November 3, the voters of the state of 
Missouri will be called upon to vote upon the “full crew” law 
passed at the last biennial session of the Missouri legisla- 
ture in 1912, which was by petition referred to the people in 
accordance with the referendum act. The railroads of the 
state have been conducting a campaign, aided by many of 
the commercial and other interests of the state, to defeat the 
bill by presenting to the people facts and arguments which 
show that such a bill is unnecessary and would in no way pro- 
mote safety and that its only purpose is to create jobs for 
members of the Brotherhood of Railway Trainmen, at whose 
instigation the bill was introduced and passed. 

The bill as passed prohibits the operation in Missouri of 
any freight train composed of less than 40 cars not equipped 
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and by the general assembly of 1912, and in a short time the 
signatures of 97,971 citizens were secured, many more than 
were required by the constitutional amendment. The invok- 
ing of the referendum by petition automatically suspended thie 
enforcement of the bill until the voters could pass on it. 

The railroads have been greatly handicapped in the efforts 

to obtain publicity for their arguments by a Missouri statute, 
which provides: 
It shall not be lawful for any corporation to directly or indi- 
rectly influence or attempt to influence the result of any election 
to be held in this state, or procure or endeavor to procure the election of 
any person to a public office by the use of money belonging to such cor- 
poration, or by subscribing any money to any campaign fund of any party 
or person, or by discharging or threatening to discharge any employee of 
such corporation for reason of the political opinions of such employees, 
or to use or offer to use any power, effort, or influence, or other means 
whatsoever to induce or persuade any employee or other person entitled to 
register before, or vote at any election, to vote or refrain from voting for 
any candidate, or on any question to be determined or at issue at any 
election. 

Any violation of this law is punishable by forfeiture of 
charter or franchise. As the law applies only to corporations 
it does not militate against the labor unions, who are working 
for the full crew law and who are said to be expending large 
sums of money for publicity. Flaming posters and billboards 
in all the large cities inform the public that every seven 
minutes a trainman is killed because of the lack of safety ap- 
pliances on the railways, posters placed in all saloons where 
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Everybody Works But Extra 


with a crew consisting of at least one engineer, one fireman, 
one conductor, one flagman and one brakeman, or any freight 
train composed of 40 cars or more not equipped with a crew 
consisting of at least one engineer, one fireman, one con- 
ductor, one flagman and two brakemen. 

The status of this law and its liability to repeal by the 
people as a court of last resort is peculiar as relates to Mis- 
souri, as this is the second state in which an extra crew bill 
has been enacted which has a constitutional amendment pro- 
viding for the initiative and referendum. In this respect the 
railways of Missouri may be considered as fortunate, for 
they are, by this means, able to appeal direct to the people for 
relief from legislation which they allege is unfair and dis- 
criminatory. While the bill was pending in the legislature 
the railroads endeavored to oppose it by presenting facts to 
show its true purpose, and that it was in no way a safety 
first measure, and when their efforts in this direction failed 
they immediately decided to take advantage of the referendum 
provision to endeavor to defeat the bill by the public 
sentiment. 

Referendum petitions were circulated by employees of the 
roads and others immediately after the passage of the bill, 


there is a union bartender tell the patrons that the full crew 
bill is an aid to safety first. Posters are circulated illustrated 
with views of head-on and rear-end collisions to emphasize 
the necessity of a full crew law. 

Many of the newspapers of the state, however, and com- 
mercial and farmers’ organizations have come to the aid of 
the railroads and have assisted greatly in publishing the argu- 
ments against the passage of the law. The railways of Mis- 
souri were the first to take advantage of the referendum to 
test public sentiment on legislation, and for this reason, in 
part, the newspapers have given a great deal of publicity to 
the campaign. 

In all publicity issued by the railways it has been pointed 
out that the railways cannot afford to be forced to neglect or 
abandon safety first for their general plans for making travel 
more safe, and that a third brakeman on freight trains and a 
second on passenger trains is not in the interest of saiety 
and that the state public service commission has full power 
to deal with the situation. In the first circular letter issued 
to the public there appeared the following: 

“What the Law Will Cost the Railways 
“Based on last year’s business, this law, if made effective, 
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will cost the railways of Missouri more than $500,000 a year. 
This sum equals 5 per cent interest on $10,000,000. Ten mil- 
lion dollars would build 500 miles of additional railway at 
$20,000 a mile, or equip 6,666 miles of road with automatic 
block signals at $1,500 a mile, or purchase 1,000 steel coaches 
at $10,000 each, or eliminate 2,000 grade crossings at $5,000 
each, or construct 1,000 new depots at $10,000 each. Five 
hundred thousand dollars a year taken from the railways of 
Missouri by the adoption of this law will reduce their borrow- 
ing capacity $10,000,000, and to that extent will prevent the 
physical improvement of existing lines of railways.” 

Naturally the railways are proceeding with caution, and yet 
with considerable energy to inform the people of the facts in 
the case. Extensive statistics have been prepared to offset the 
arguments of the labor leaders, which are in no way backed 
up with specific instances, that a full crew law is conducive 
to safety first, showing the number of accidents that occur on 
trains having less than 40 cars and those having more than 
40 cars. It will be necessary to offset the large union labor 
vote of St. Louis, Kansas City, St. Joseph, Springfield, Jop- 
lin and Carthage by the votes of the farmers and there 
are many indications that the latter are now inclined to 
believe that the railways have been maltreated by legislators 
who have been under the spell of the union labor lobby at Jeffer- 
son City, and who apparently believe that their interests and 
those of the railways are closely allied, at least in this particular 
instance. 

At the beginning of the campaign O. M. Spencer, general 
solicitor of the Chicago, Burlington & Quincy lines in Mis- 
souri, sent a circular letter to all attorneys for the Burlington 
in Missouri, asking their assistance in defeating the law. This 
letter quoted the statute regarding the use of money in elec- 
tions and continued: “I am forced to ask you and such of you 
only as feel kindly enough disposed to give this company 
your services gratis in the work on election day, to advise me 
in reply if you are willing to attend the conference of all 
attorneys of the Burlington in Missouri in order to discuss 
and adopt the best means of informing the people of the 
purpose and effect of the law, with the hope that the same 
may be rejected at the election. I feel we can well afford to 
lend a hand to the company in this emergency, because we 
owe it to ourselves as good citizens of the state of Missouri 
to protect her commerce from the unjust burden which this 
law proposes without conferring the least benefit upon the 
public.” The circular also included the principal arguments 
against the law, and quoted some statistics compiled by C. 
W. Kouns, general manager‘of the Atchison, Topeka & Santa 
Fe, which were presented to the joint railroad committee of 
the House and Senate of the Kansas legislature last winter 
to show that the long trains are no more liable to accidents 
than the short, local trains, and that therefore there is no 
necessity for a third brakeman to reduce the liability. 

On September 22 an appeal to the shippers and passengers 
of Missouri was published in the St. Joseph Gazette, over 
the signatures of 50 of the most prominent farmers, livestock 
commission men, wholesalers and jobbers in St. Joseph and 
vicinity, as an advertisement set in large type and occupying 
with the signatures a full newspaper page. Among the argu- 
ments presented in this appeal were the following: 

“At the present time, through and local freight trains are 
equipped as follows: One engineer to run the engine; one 
fireman to run the fire; one conductor to run the train; one 
flagman or brakeman to flag the train; one brakeman for such 
other services as emergencies may require. The above enu- 
meration would seem to show enough men in the operation 
of any through train. To the above number the law proposes 
to add another brakeman. There would seem to be no room 


for another job on such a train, especially when it is remem- 
bered that all such trains are equipped with air brakes, and 
the brakes are set and released by the engineer on the engine. 


6orpy 


lhe best argument against this proposed law is, perhaps, 





RAILWAY AGE GAZETTE 


805, 


the fact that at the same legislature a public service commis- 
sion was created, which commission has full power to regulate 
the number of men to be employed on trains in exact propor- 
tion to the service necessary to the proper operation of such 
trains. This commission could make its requirements of cer- 
tain companies whose road and character of freight might 
require a greater service and a greater number of brakemen 
for the protection of a train than it would of some other com- 
pany with its train of an equal number of cars, because of the 
different conditions under which the two companies operate; 
hence it would seem to be the part of wisdom, instead of 
adopting a hard and fast rule like this law would prove to 
be for all time to come, to allow this question of regulating 
the number of employees on trains to rest with the tribunal 
created for the specific purpose of regulating the operation of 
railroads. 

“We call the public’s attention to this law and its purpose 
and effect. This extra expense, if imposed, must come to 
the railroad companies through increased rates. Rates are 
paid by the shippers and passengers; therefore, the shippers 
and passengers are asked by this law to vote this increased 
expense upon themselves. Can they afford to do it? We 
think not.” 

The tendency of many of the newspapers to give the rail- 
ways a square deal was indicated at the forty-eighth annual 
meeting of the Missouri Press Association, held at the 
Planters’ Hotel in St. Louis on September 16, 17 and 18, 
when resolutions were adopted, following an address to the 
300 editors present by B. F. Bush, president of the Missouri 
Pacific, saying that it is essential for the future agricultural, 
commercial and industrial welfare of the nation that the rail- 
roads be permitted to receive sufficient remuneration to enable 
them to render high-class service and to make such better- 
ments and improvements from time to time as the needs of 
different communities may require, and to re-establish Ameri- 
can railroad securities as a highly respected and sound in- 
vestment. These resolutions were general in character, but 
they were soon followed by many editorial utterances strongly 
condemning the full crew bill. For example, the Princeton 
Post pointed out that business men are just beginning to 
realize that the tendency of government by commission has 
spread from its original restrictions on the railways to other 
forms of business, and that the restrictions which were urged 
upon the transportation companies are now being turned 
against themselves, and are found exceedingly irksome as 
applied to their branches of commerce and industry. The 
editorial further says that Missouri farmers have resented 
with spirit and energy, legislation that might and would un- 
doubtedly militate against them, Missouri manufacturers 
would be as quick and as keen to resent discriminatory legis- 
lation and Missouri railways are resenting the enactment of 
a bill which would entail an annual increased expenditure of 
$500,000 on their part, unless the business men and farmers 
of Missouri repeal it as a part of fair play and in the interest 
of justice, not only to themselves, but to the railways as 
well. 

The Plattsburg Leader, in an editorial on safety first, 
pointed out that as the originators of the safety first move- 
ment the declaration of the railroads that the full crew bill 
is not conducive to safety first should carry weight and con- 
viction to the public. 

The Gallatin North Missourian pointed out that no farmer 
would be willing to have the farmers of the state assume the 
burden of an added $500,000 taxation annually on Missouri 
farm land, that they would resent any efforts to compel them 
to apply a hired man for every 10 acres of land owned by 
them, and that the $500,000 would, if used for betterment to 
stations, stock yards and service, give the farmer a benefit. 
“Hence the farmer and business man will serve his own inter- 
est by voting ‘no’ on referendum No. 9, and will also aid the 
railways to escape from legislation which had its origin at 
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the same source as did the obnoxious single tax amendment 
of two years ago.” 

The St. Joseph, Mo., Gazette, printed an editorial contain- 
ing the following: “Profitable farming is not opposed to or- 
ganized labor, but it can see no reason why organized labor 
should be so conducted as to compel the commerce of the 
state to pay it an unjust tribute. It is plain to the most sim- 
ple minded that whatever added expense the railroads are put 
to in order to perform their daily service to the people of 
this state must, in the final analysis, be paid by the commerce 
of the state. The ‘full crew’ law adds an unnecessary expense 
to every railroad operating trains in this state, and ought to 
be voted out of existence by scratching Yes and leaving No.” 

At a meeting of the officers and directors of the Commerce 
Club of St. Joseph on October 16, resolutions were, passed 
against the law. Similar resolutions were passed by the 
executive committee of the Federation of Missouri Commer- 
cial Clubs in an appeal to the farmers and business men of 
Missouri generally to vote against the law. 

Forward St. Louis, the official organ of the Business Men’s 
League of St. Louis, on October 19 published an article at- 
tacking the full crew law, saying in part: “The number of 
men who should compose a full crew is a technical question. 
It is exactly such a question as the Public Utilities Commis- 
sion is expected to settle. The Public Utilities Commission 
was created and exists to decide, among other problems, mat- 
ters like this. The number of men who should coiastitute a 
full crew is not a subject for legislation, but a question for 
determination by the state commission. 

“Greater safety is not obtainable by increasing the number 
of train employees.” 

These and many other resolutions have been given wide 
circulation in the press of Missouri, and the railroads also have 

_ furnished the newspapers of the state from time to time with 
news letters containing items against the bill which have been 
generally published. 

An interesting feature of the campaign is a cartoon depict- 
ing the arduous duties of the extra brakeman, which is repro- 
duced herewith, which is accompanied by the following, a 
parody on “Everybody Works but Father”: 


1 


Everybody works but Extra, 

He rides in the caboose all day, 
Reads the daily papers, 

And smokes his pipe of clay. 
He makes a full crew fuller, 

He gets in everybody’s way, 
Everybody works but Extra 

And the people have to pay. 


Chorus 


You must scratch YES, 
If you want to VOTE NO. 


2 


The railroads can’t do a “hooter” 
When the Brotherhood has its say 
As to how many men are needed 
On trains that run all day, 
With nothing to do but keep moving, 
No cars to set out or in, 
Everybody works but Extra, 
And the people put up the tin. 


3 


What right have the owners to meddle, 
With the way we run their road, 

The stockholders have no duty, 
Except to carry the load. 


RAILWAY AGE GAZETTE 


_ Vor. 57, No. 18 


The managers don’t know nothing 
The Legislature holds the line, 
Everybody works but Extra 
If you overlook Amendment Nine. 


BRITISH AND GERMAN EXPORTS OF LOCO- 
MOTIVES 


In the October 16 issue were presented some statistics on British 
and German exports of railway materials, compiled by the British 
Board of Trade. The following table from the same source 
gives a comparison of the British and German exports of railway 
locomotives to the principal neutral and colonial markets for the 
years 1912 and 1913, 1912 being the latest year for which official 
figures are available for Germany: 


Principal Colonies and Neutral 
Countries 
to which exported 


British India 


From United 
Kingdom 
(1913) 

$4,192,500 
1,500 

450 

311,000 
24,500 

6,000 
148,500 
0: 


From 
Germany 
(1912) 


$55,500 
0 


"18,000 


72,500 
15,000 
51,500 
35,000 


394,000 
3,478,000 
368,000 


1,5 


Total to above markets......... $8,559,500 $9,120,250 
Total to all markets $9,287,500 $13,909,500 


Some details regarding the market for locomotives in some 
of the principal countries are shown in the following paragraphs. 

The imports of locomotives and parts into the Union of South 
Africa in 1912 and 1913 from the United Kingdom and Germany, 
and the total imports from all countries, were as follows: 


1912 1913 


$46,790 $277,610 
Germany 15,100 22,605 
All countries 61,905 300,740 


A Belgian consular report for the year 1912 remarks that dur- 
ing the five preceding years the total number of locomotives im- 
ported into Egypt amounted to 118. Of this total the United 
Kingdom furnished 48 and Germany 53 locomotives. 

The following figures, taken from an Austrian consular report 
from Barcelona, indicate the fluctuation which has taken place 
in recent years in the value of the imports of locomotives and 
tenders into Spain: 








United Kingdom 


$2,080,000 
980,000 
2,220,000 
Locomotives weighing over 35 tons came principally from Ger- 
many, lighter engines from Great Britain. 


EnciisH Rartway REcEIVES SUGGESTIONS FROM EMPLOYEES.— 
Some time ago the Great Western Railway of England on the 
advice of its general manager, established a suggestion commit- 
tee, to which proposals from the company’s employees as to im- 
proved methods of operation, measures for greater safety to the 
public and staff, etc., were to be sent. Quite recently 20 awards— 
17 in the passenger department and 3 in the freight—were made 
in respect to suggestions submitted. About 1,500 suggestions, on 
the most diversified subjects, have been sent in since the: com- 
mittee was established, and it is stated that some of the most 
helpful proposals have been received from those least gifted with 
the art of fluently expressing their ideas. The committee has 
still about 300 suggestions under consideration. 
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INTERSTATE COMMERCE COMMISSION—RAIL- 
WAY RATES—GENERAL PROSPERITY 


By E. B. LeicuH 
President, Chicago Railway Equipment Company 

Railway rates, general prosperity, and the function of the Inter- 
state Commerce Commission in connection therewith were the 
subjects of comment by the commission in its decision of July 29, 
1914, in the “Five Per Cent Advance Case.” 

The commission held, “the law did not confer upon us power 
of aiding general prosperity.” A propaganda, of which the com- 
mission disapproved, had proceeded “as if the commission had 
the legislative power in that form to stimulate business activity 
and promote the public welfare.” The commission concluded: 
“We have no authority to approve rate increases with a view to 
stimulating business.” 

It is manifestly of the utmost importance that somewhere in 
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of such sweeping powers, and not only in its effect upon the 
railroads themselves, but upon all collateral as well as general 
business interests. 

Congress is unquestionably charged with promoting the general 
welfare. The general railway problem has been committed by 
Congress to the commission. Whatever the precise terms of the 
law, the commission clearly has the responsibility. 

The decisions of the Supreme Court in the “Shreveport Case” 
and the “Inter-Mountain Rate Case” seem clearly to suggest not 
only this responsibility, but the broad inherent powers of the 
commission and the consequent necessity of its wise and prudent 
exercise of such authority. 

As now constituted, with the broad scope and power delegated 
to it by Congress, and as suggested and virtually defined by the 
Supreme Court, is not the Interstate Commerce Commission today 
more of a legislative than a judicial’ body? 

It would seem that the fundamental purpose of the creation 
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Chart Showing Relation of Railroad Purchases to General Business Conditions 


-our government, responsibility shall lie for that specific promotion 
-of the general welfare which consists of protecting the railways 
-against influences, governmental and otherwise, which tend to im- 
poverish the roads, and with them, the whole people. 

lf the Interstate Commerce Commission does not perform that 
function, who will? 

It is undoubtedly true that, as originally organized, the func- 
tions of the commission were largely confined to an administra- 
tive or. semi-judicial consideration of complaints and alleged 
abuses, specifically referred to it for adjudication. Under these 
conditions the decisions and orders of the commission did not 
broadly affect the railroads’ prosperity, or the general business 
-of the country.. 

But with the enlargement of its powers, and particularly when 
‘Congress delegated the rate making power to the commission, 
ithat body was logically and inevitably vested with the re- 
‘sponsibility of that which would naturally flow from its exercise 


of the commission, with its enormous, delegated power, must be 
that of conserving the good and benefit of the people as a whole, 
and not merely that of partisan or isolated interests. 

As railway prosperity affects general prosperity (or the people 
as a whole), to just that extent is the commission responsible for 
such general prosperity. 

Not only have the railways developed the agricultural, mining, 
manufacturing and commercial activities of this country; but be- 
cause of their enormous requirements for the maintenance and 
extension of their own properties, have become the most potent 
single, contributing factor to general business prosperity. 

The commission held, “The law did not confer upon us power 
of aiding general prosperity.” It can hardly be claimed that the 
law conferred upon them the power (or right) of impairing or 
retarding general prosperity. If it gave the commission the power 
of legislating upon that which virtually affects general prosperity, 
may we not assume that the law (surely intended for good, and 
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not evil) did confer upon the commission not only the power, 
but the obligation of aiding prosperity? , 

Its now defined scope and authority make the commission the 
possible controlling factor not only in the measure of prosperity 
of the railways, but of the whole people. The commission is thus 
invested with the greatest power for the possible confiscation of 
private property the world has ever seen. 

On the other hand, its authority carries with it the ability of 
the commission to be the greatest conservator of the public good, 
and the greatest direct contributor to stable, normal business 
conditions. 

Is not the commission thus legally and morally bound to 
execute this sacred trust in the interest of not one or a few 
elements of our national activities, but in the interest, and for 
the benefit, of the people as a whole? 

The necessities of the railways have not only been proven, but 
formally admitted by the commission. The necessities of the 
country are equally obvious, and more than proven. 

For many months past a large number of the industries wholly 
dependent upon the railways have been practically prostrated, 
while others more or less dependent upon the railways have ex- 
perienced most serious curtailment. 

This is not due to the European war, but is a condition of 
steady growth from about the middle of 1913. The effect of this 
prostration upon business in general had been clear for many 
months—not only to those engaged in railway and cognate in- 
dustries, and banking, but to the shippers and general public. 

The commission in its decision of July mentions protests against 
the advance sought. But it is significant that not a single busi- 
ness organization located in “Official Classification Territory,” 
where advances were sought, is listed as opposing a general 
advance. On the contrary the country today is almost a unit 
for an advance. 

These facts sufficiently reveal the extent to which the people 
have been directly “touched in their pocketbooks” by the distress 
arising from the inability of the railways to operate and develop 
as they would under normal conditions. 

The Interstate Commerce Commission is not only as good a 
place as any, but the logical place, for the United States gov- 
ernment to begin -applying the principle that encouragement 
and solicitude for the welfare of business are as vitally im- 
portant as supervision and restriction. 

Railway purchases as a measure of general business pros- 
perity were discussed last December by the author of this article 
in an address which undertook to show from statistics covering 
a period of years, that general depression had uniformly fol- 
lowed a marked decrease in railway buying, while general busi- 
ness activity had regularly succeeded resumption of substantial 
outlays by the railways.* 

What is the relation between railway prosperity and general 
business prosperity? How is it measured, and how can it be 
demonstrated ? 

The number of freight cars built each year taken as a unit, 
and termed “railway purchases,’ has been projected on the 
well known chart of the Brookmire Economic Service for the 
ten year period 1904, to October 1, 1914, inclusive, and the re- 
lation between “railway purchases” and the trend of “general 
business” clearly shown. 

While it is not possible, within the limits of this article, to 
trace in graphic detail the relative movements from month to 
month durjng this ten year period, the chart clearly confirms 
the soundness of the doctrine that railway purchases measure 
general business prosperity. 

It should be noted that up to 1908 these two factors (“rail- 
way purchases” and “general business”) moved in normal re- 
lation; but in 1908 a new condition or factor appeared, due to 
the investment of the rate making power in the hands of the 
Interstate Commerce Commission. 





*The article referred ito was published in the Railway. Age Gazette, De- 
cember 19, 1913, page 1161. ; 
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Thus, for the first time were “railway purchases” controlled 
by abnormal rather than normal conditions, and have so con- 
tinued, more or less, from 1908 to the present time. 

The year 1908 was notably the leanest of business years, noi- 
withstanding bumper crops, plentiful money and absence of dis- 
turbed political conditions—the three recognized elements mak- 
ing for good business. It iikewise recorded the smallest num- 
ber of cars ordered during the period, and the minimum of 
railway purchases for many years past. 

In 1912 heavy purchases continued throughout the year, carry- 
ing general business to the high peak, at the end of the year. 

Just here it is again illuminating to consider the effect of 
“railway purchases” : 

The year 1912 was a “presidential” year, proverbially and 
historically a poor business year, and fraught with more of 
those “uncertain” elements normally operating to check or hoid 
back business than in almost any previous year. 

The “Banking Index” throughout the year ranged at about 
“normal,” with crop conditions “good.” But it is believed 
neither of these fundamentals would have offset the drastic 
change in politics, early and clearly foreshadowed: 

Just why was 1912 the one exceptional “presidential” year? 
Why were the political conditions and political policies almost 
ignored? 

If there had been any doubt as to the basic factor of railway 
purchases, it was brought into bold relief in 1912, and that year 
furnishes the answer. 

At this point it may be interesting to note a comparison of 
conditions prevailing in 1908 and 1912. 

Economists recognize three great fundamental factors as fore- 
shadowing and affecting business: 


MONEY CROPS POLITICS 


Let us apply this to the years 
1908 1912 
ae , es 





Plethoric Reserves Railroads Buy- 


_ = 3 


Business very 
nearly boom- 
ing. 


Railroads Not ‘Normal Reserves 
Buying 
Result: 


Very low ebb 
of business 


Normal Crops 


Very Disturbed Po- 
litical Conditions 


Bumper Crops 


No Disturbing Po- 
litical Conditions 


In 1913, the heavy-purchases of new equipment continued dur- | 
ing the first three months; but sharply declined at the beginning 
of the second half of the year—almost immediately sinking to 
the lowest level reached these several years. 

The conditions clearly foreshadowed at the middle of the 
year eventuated, and have remained, not only throughout 1913, 
but in more accentuated form during the present year to date. 

While it is true that the railway supply industry is logically 
the first to recognize, and to participate in, a revival of gen- 
eral business, and is likewise the first to detect the signs, and 
feel the effects, of its impending decline, nevertheless the prin- 
ciple holds good, and exerts itself throughout the entire fabric 
of general business. 

The natural and conclusive deductions to be made from the 
foregoing are: 

That while general financial conditions are essentially fun- 
damental to all industry and commerce of every character, the 
railways, consuming, directly or indirectly, between 40 and 50 
per cent of the production of the steel and iron industry—itself 
a basic industry—clearly are the basic factor in initiating a gen- 
eral business movement, and whose cessation of purchases 
(conversely) retards such movement. 

In other words, and regardless of favorable money conditions, 
crop conditions, political conditions, or any of the other funda- 
mentally contributing factors to a sound business condition, un- 
less the railways are placed in a position to make purchases, 
and do make purchases on a normal, scale, normal prosperity 1s 
withheld from general business. 

It is this great, salient feature of the question which the Inter- 
state Commerce Commission is urged to recognize, as it has 
been recognized by the industrial and commercial world. 
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Announcement has been made by the Illinois State Board of 
Equalization that the assessments on railroad property in the 
state will not be decreased for 1914, as requested by a committee 
of railroad tax officers last week, but in some instances will be 
advanced. 


The date for the beginning of arbitration proceedings in Chi- 
cago on the demands of the western engineers and firemen for 
advances in wages and changes in working conditions, has been 
changed from November 9 to November 30, because although 
four members of the arbitration board representing the railroads 
and their employees have been selected no agreement has yet 
been reached on the two neutral members of the board. 


The New York State Civil Service Commission announces com- 
petitive examinations to be held November 14 for engineers 
under the Public Service Commission, First district. It is ex- 
pected that a number of, appointments will be made to positions 
in charge of the construction of the tunnels to be built under 
the East river between New York and Brooklyn. For the posi- 
tion of resident engineer, the salary will be from $3,000 to $4,200; 
junior engineer, grade 8, from $1,500 to $1,800, and grade 7 
from $1,200 to $1,500. Applicants are wanted also for the posi- 
tions of draftsman and of inspector of stecl. 


Officers of the National Tehuantepec Railroad say that 
the Mexican government has ordered the immediate rehabili- 
tation of that line. New ties will be laid the entire length of the 
road, Salina Cruz to Coatzacoalcos, and this will be followed 
later by relaying the track with heavy steel. More than 100,000 
cross-ties have arrived at Nonoalco station from the central 
part of Mexico. The traffic of the National Tehuantepec has 
fallen off considerably during the last few months, due partly 
to the opening of the Panama Canal, but chiefly to the unsettled 
condition of political and business affairs of the country. 


A. A. Robinson, for many years chief engineer of the At- 
chison, Topeka & Santa Fe, later president of the Mexican Cen- 
tral Railway and one of the most prominent of the pioneer rail- 
way builders of America, was the guest of honor at a dinner 
given on October 21 at Topeka, in honor of his seventieth birth- 
day, by a number of prominent officers of the Santa Fe and 
other men who had served with Mr. Robinson during his active 
career. Among those who responded to toasts were President 
E. P. Ripley of the Santa Fe; President H. U. Mudge of the 
Chicago, Rock Island & Pacific, and W. C. Nixon, receiver of 
the St. Louis & San Francisco; and the guests included about 
150 prominent railway officers, including the principal officers of 
the Santa Fe. 





Steel Corporation Reduces Quarterly Dividend 


The United States Steel Corporation on October 27 reduced 
its quarterly dividend from 1% per cent to one-half of one 
per cent, thereby placing the common stock on a two per cent 
basis. It has been on a five per cent basis since June, 1910. 





Protection for Innocents 


The Union Pacific Bulletin publishes the following letter 
received by D. E. Burley, general passenger agent of the Ore- 
gon Short Line—the “innocent” writer demanding protection 
from a railroad he had attempted to defraud. It shows, how- 
ever, that ticket manipulation is becoming a thing of the past: 

“Last week while I was in Salt Lake I had an extra rail- 
road ticket good from Salt Lake to Chicago which I did not 
have no use for. I tried to sell it to several people, including 
hotel runners, hack men, hotel clerks and porters who, I was 
told, made a business of handling railroad tickets. None of 
them wanted to pay me any cash for it except if they could 
Sell it to some one else. I finally gave it to one of the porters 
of the hotel, who promised me he could sell it for me 





next day. When I asked him for the money he denied that 
It is simply a case of robbing me of my 


he ever saw me. 
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ticket. Now, Mr. Burley, I think the railroad should protect 
innocent people against such crooks. This man told me his 
name was John Smith. He is about 5 ft. 5 in. tall and prob- 
ably weighs about 140 lb. He is dark complected. I expect 
to be in Salt Lake some time next January and hope you will 
have some good news for me.” 





Defects in Government Regulation 


E. P. Ripley, president of the Atchison, Topeka & Santa Fe, 
and Frank Trumbull, chairman of the board of the Missouri, 
Kansas & Texas and the Chesapeake & Ohio, were the prin- 
cipal speakers at the dinner of the Knife and Fork Club held 
at Kansas City on October 24. Mr. Ripley’s address is pub- 
lished elsewhere in this issue. Mr. Trumbull’s talk was im- 
promptu. He said in part: 

“For many years everybody seemed to be wanting to regu- 
late the railways. We told you that if you went ahead indis- 
criminately you would soon find your own business regulated. 
The trade commission bill has this significant provision: ‘Un- 
fair competition shall be unlawful.’ Business men may not 
know exactly what unfair competition means, but they know 
that this declaration means trouble. It also means a good 
deal of work for the lawyers. 

“In the railway business, you must not only not do any 
wrong, but you must not make any mistakes. Such is the 
nature of the regulation to which we are subjected. And do 
you suppose that any railway company would have dared to 
spend $375,000,000 upon ary such project as the Panama 
canal? That will cost you $500,000,000 before it makes re- 
turns and then it won’t pay a profit. You people will have 
to foot the bills. Can you imagine what would be done to a 
railway corhpany that had done as the government has in this 
instance? 

“The rising tide of democracy expresses itself in the criti- 
cism of the individual and of the conduct of business. It used 
to be a matter of pride when a bank was so well managed that 
it could return a profit of 50 per cent, but if a bank now re- 
turns a profit of 25 per cent, it is at once assumed that there 
is something wrong and that there must be an investigation. 
: “But the bank legislation is much more intelligently planned 
in the United States than the railway legislation. We are 
punished if we attempt to co-operate. The banks who do not 
co-operate are punished. They are made to act together for 
the common good; we are forbidden to do so. 

“The trouble with regulation of industries in the United 
States is a division of responsibility, which amounts to a lack 
of responsibility. The bank has but one master. The railway, 
far instance, has 50—the federal government, 48 states com- 
posing the nation, and that other great state—the state of 
mind. 

“There are many strong men in the country who are now 
at great personal sacrifice attempting to work out solutions of 
this problem. We need more of them. We need more of 
that high patriotism which attempts to handle these matters 
intelligently for the good of all.” 





New Haven Annual Meeting 


The annual meeting of the stockholders of the New York 
New Haven & Hartford was held at New Haven.on Wednesday 
of this week. The number of directors was reduced from 27 
to 17, and the board was authorized to establish an executive 
committee of nine (a majority of the board). The agreement 
which had been made with the federal authorities at Washing- 
ton for the relinquishment of the control of the Boston & Maine, 
in accordance with authority conferred by the stockholders, last 
April, was ratified by a vote of 899,877 shares'to 14,097. 

The new members of' the board are: Benjamin Campbell, vice- 
president of the road, in charge of traffic; Frank W. Mattison, 
of Providence; Joseph B. Russell, of Boston, who served on the 
Meyer minority stockholders’ committee of a year ago; Eli 
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Whitney, of New Haven, also a member of the Meyer commit- 
tee, and Harris Whittemore, of Naugatuck, Conn., whose father 
John H. Whittemore, was long a director. The old members 
re-elected and the dates of their first election are: F. F. Brewster 
and H. K. McHarg, 1907; T. DeWitt Cuyler, 1910; Francis T. 
Maxwell and Edward Milligan, 1911; John T. Pratt, 1913; 
W. Murray Crane, 1913; Howard Elliott, September 1, 1913; 
Arthur T. Hadley, September 18, 1913; James L. Richards, Oc- 
tober 22, 1913; A. S. May, August 11, 1914, and J. H. Hard- 
ing, September 29, 1914. The election of all directors was 
substantially unanimous. Among the members now retiring 
from the board are D. N. Barney, J. S. Hemingway, Robert W. 
Taft, A. H. Robertson and Samuel Rea. The Pennsylvania 
Railroad still has a representative on the board in the person of 
Mr. Cuyler. 

President Howard Elliott, in his review of the year said: 

“This board of directors for whom you have voted today, 
containing, as you know, some new names, will devote the best 
of their time and talents and ability to safeguarding this prop- 
erty. On this list of directors there are no men who partici- 
pated in those transactions—most of them seven or eight years 
ago—which have been the subject of much discussion during 
the last two or three years. So that this board comes to the 
care of your property fully unprejudiced. 

“IT feel that if there is a little uplift in the volume of business, 
a little increase af varicus rates which we are asking the com- 
missions to grant us, with more efficiency and economy, this 
road will weather the storm and start, perhaps, to rehabilitate 
itself and do better for its owners, whether they are bondholders 
or stockholders.” . 


Annual Meeting of Boston & Maine 


An adjourned annual meeting of the stockholders of the Bos- 
ton & Maine was held at Boston Wednesday of this week. The 
number of directors was reduced from eighteen to fourteen, and 
the personnel of the board considerably changed. Five di- 
rectors, Richard Olney, A. W. Sulloway, Lucius Tuttle, E. F. 
Greene and Alexander Cochrane, resigned and C. S. Cook, of 
Portland, Maine, and N. G. Eastman, of Exeter, N. H., were 
added to the board. 

The five trustees agreed on by the federal authorities to man- 
age the majority stock formerly held by the New York, New 
Haven & Hartford were also added to the directorate. One of 
the trustees, Frank P. Carpenter, belonged to the old board. 

The new board is made up as follows: James H. Hustis, 
Frederic C. Dumaine, Samuel Carr, James M. Prendergast, 
Charles W. Bosworth, James D. Upham, George H. Prouty, 
Frank P. Carpenter, Marcus P. Knowlton, James L. Doherty, 
Henry B. Day, Charles P. Hall, Charles S. Cook and E. G. 
Eastman. 

Former Chief Justice M P. Knowlton, one of the trustees, 
made a brief statement. He said 

“The corporation is fortunate in its president lately chosen, 
whose ability and experience give the trustees great hope that, 
taking advantage of the improved external conditions, if we are 
favored with them, we shali see the dawn of a brighter day in 
the financial life of the company. 

“With some hesitation, but in accordance with the expressed 
expectation of the parties to the suit in which they were ap- 
pointed, the trustees have decided to vote for themselves for 
directors.” 

The election was unanimous, 315,513 shares out of 416,543 out- 
standing being voted. 


Railway Electrical Engineers 


The seventh annual convention of the Association of Rail- 
way Electrical Engineers was held at the LaSalle Hotel, Chi- 
cago, October 27 to 30, C. R. Gilman, chief electrical engineer 
of the Chicago, Milwaukee & St. Paul, presiding. A report 
of the convention will be published in next week’s issue. The 
following is a list of the companies exhibiting at the convention : 


Adams & Westlake Company, Chicago, Ill.—Adlake electric car lighting 
fixtures, Adlake unity roundhouse and _ factory lighting fixtures. Rep- 
resented by G. L. Walters and C. B. Carson. 

enjamin Electric Manufacturing Company, Chicago, Ill.—‘Safety First” 

. ilececs for Type C Mazda lamps for yard, train shed and shop light- 
ing; Benjamin lamp grip socket; lighting specialties. Répresented by 
H. E. Watson, A. E. Thedh. G. B. Weber and R. C. Mons. 
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Central Electric Company, Chicago, Ill—Okonite wires, cables, tapes: 
D. & fuses and cut-outs, boxes, maxolite and alexalite lighting 

units; Abryl glassware; Ralco receptacles and plugs; Diehl fans. Re... 
resented by J. M. Lorenz, R. N. Baker, D. W. Woodhead and Allen 
McNeil. 

Crouse-Hinds Company, Syracuse, N. Y.—Conduit fittings for cars, station : 
roundhouse and shop requirements, panel boards, knife switches and 
battery charging outfits. Represented by A. F. Hills, F. F. Skeely. 
C. M. Crofoot, Walter Fagan, T. J. Fleischer, Charles Dembsky, Ed 
ward C, Otto, C. H. Bissell and E. G. Smith. 

Geo. Cutter Company, South Bend, Ind.—Sollux lighting units, Mazda a* 
and Cutter cut-outs. Represented by Otis Duncan, Fred Duncan, C. 
Howe and C. Fuller. 

Delta-Star Electric Company, Chicago, Ill.—Automatic and non-automatic 
train connectors for car lighting; axle generator; charging, welding and 
shop plugs and receptacles; high tension out-door sub-stations, discon 
necting switches, bus-bar supports, choke coils, carbon-tetrachloric 
fuses, roof and wall entrance tubes, portable high tension testing equip- 
—- cable fault finders. Represented by H. W. Young and A. S. 

earl, 

Economy Fuse & Manufacturing Company, Chicago, Ill.—Renewable car- 
tri a Represented by A. E. Tregenza, W. J. Guntz and J. B. 

rimth, 

Edison Storage Battery Company, Orange, N. J.—Battery plates in different 
stages of manufacture; three types of car-lighting cells; two types of 
signal batteries. Represe:.ted by H. G. Thompson, W. F. Bauer, F. V. 
McGinnis and C. A. Luckey. 

Electric Storage Battery Company, Philadelphia, Pa.—Axle-lighting system, 
new farm lighting, self contained, mounted on skids, for shipment as 
one unit, Exide and Iron-Clad batteries, standard chloride battery {for 
car lighting. Represented by J. L. Woodbridge, H. M. Beck, Godfrey 
H. Atkin, T. Milton, F. G. Beetene, O. R. Shortall, J. L. MacBurney 
and H. B. Marshall. 

Federal Sign Company, Chicago, Ill.—Electrigal signs, fixtures, lanterns, 
ood > igi flashlights. Represented by F. T. Baird and Leonard 

epard. 


Flexible Steel Lacing Company, Chicago, Ill_—Alligator bell fasteners and 
lacing machines. Represented by G. E. Purple. 

General Electric Company, Schenectady, N. Y.—New 6-volt turbo-generator 
equipment for headlight and cab light on steam lucomotives; complete 
conduit and wire arrangement for locomotive installation. Represented 
by C. C. Bailey, C. H. Jones, B. F. Bilsland, R. H. Parker and S. W. 
McCune, Jr. 


Gould Coupler Company, New York.—Gould simplex system for lighting 
cars, new stoneware jars for replacing lead-lined wooden tanks. Rep- 
resented by George G. Milne, G. R. Berger, John T. Dickinson, M. R. 
Shedd and W. F. Bouche. 


Harter Manufacturing Company, Chicago, Ill.—Interior and exterior electric 
lighting for railway stations and buildings. Represented by W. N. 
Soffe, C. G. Fries and G. A. Harter. 

Holophone Works of G. E. Company, Cleveland, Ohio.—New line of reflec- 
tors for series lamps, new prismatic refractor for high candle power 
wide angles, complete line of metal and glass reflectors, new nitrogen 
lamps for both out-door and in-door use. Represented by L. C. Doane. 

Kerite Insulated Wire & Cable Company, New York.—Samples of insulated 
wires and cables. Represented by Azel Ames, B. L. Winchell, Jr., 
P, W. Miller, J. W. Young and G, A. Graber. 

Main Belting Company, Philadelphia, Pa.—Reception booth for guests. 
Represented by W. E. Fawcett and F. A. Zimdars. 

National Lamp Works of G. E. Company, Cleveland, Ohio.—All train light- 
ing lamps, locomotive headlight lamps; regular 110-volt multiple lamps; 
nitrogen lamps, including multiple and street series; lighting units for 
1000 watt lamps. Represented by C. W. Bender and L. C. Kent. 

National Metal Molding Company, Pittsburgh, Pa.—Sherarduct conduit, 
completely wired metal molding board, flexible steel conduits, boxes, 
lock-nuts and bushings, conduit in different stages of manufacture, 
illustrations of buildings equipped with Sherarduct conduits. Repre- 
sented by H. C. Moran and I. A. Bennett. 

Oneida Steel Pulley Company, Oneida, N. Y.—Keystone axle pulley, cor- 
rugated steel bushing, special steel pulley with 2-in. flaring flange. Rep- 
resented by N. Stark. 

Okonite Company, New York.—See exhibit of Central Electric Company. 
Represented by L. G. Martin, Walter Candee and W. J. Kyle. 

Peerless V Belt Company, Chicago, Ill.—Peerless V belt drive in connection 
with axle lighting systems. Represented by J. R. Shays, Jr., and 
J. E. Cagney. 

Pyle-National Electric Headlight Company, Chicago, Ill.—Type E and S 
generators, improved headlight cases for road and switch engines. Rep- 
resented by J. Will Johnson, William Miller, J. E. Kilker and C. W. 
Dahl. 

Safety Car Heating & Lighting Company, New York.—Safety axle-lighting 
system, electric car lighting fixtures, distributing fan. Represented by 
A. C. Moore, J. H. Rodger, C. A. Pinyard and George E. Hulse. 

Sangamo Electric Company, Springfield, I1]l—Meters, watt hour and wupere: 
meters for electrically lighted passenger cars. Represented by M. B. 
Southwick. . 

Western Electric Company, New York City—Sunbeam lamps, Malin elec- 
tric interphones, ever-ready flashlights. Represented by George Porter. 
P. W. Green and G, F. Kelly. 

Westinghouse Lamp Company, New York.—Incandescent - electric head- 
lights; all forms of multiple Mazda lamps for railway, industrial and 
residential lighting; Type C Mazda lamps and fixtures for railway yard 
and station lighting for all forms of multiple and_ series lighting. 
Represented by A. J. Cole, W. H. Rollinson, A.M. Brown and J. G. 

arvey. 


June Mechanical Conventions 


At a meeting of the. executive committees of the American 
Railway Master Mechanics’ Association, the Master Car Build- 
ers’ Association and the Railway Supply Manufacturers’ Asso- 
ciation, held at the Hotel Biltmore, New York, October 22, 
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it was decided to hold the 1915 conventions at Atlantic City, N. J., 
June 9 to 16 inclusive. Everything went off very harmoniously, 


although the conventions missed going to the Pacific coast by a 


hair; the first test ballot was a tie between that place and At- 
lantic City as a first choice. Chicago came forward with a 
strong bid and had quite a number of supporters. It took sev- 


eral ballots to finally decide on Atlantic City. The convention 


hall will be enlarged about one-third and the entertainment fea- 
tures will probably be about the same as in 1914, the matter 
being left in the hands of the presidents of the three associations. 
Headquarters, as before, will be at the Marlborough Blenheim. 





MEETINGS AND CONVENTIONS 


The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 


Amr Brake Assocration.—F. M. Nellis, 53 State St., Boston, Mass. Next 
convention, May 4-7, 1915, Hotel Sherman, Chicago. 

AMERICAN ASSOCIATION OF DeMuRRAGE OFFicers.—A. G. ‘Thomason, Demur- 
rage Commissioner, Boston, Mass. Annual convention, 1915, Rich- 
mond, 

AMERICAN ASSOCIATION OF DiNING Car SUPERINTENDENTS.—H. C. Board- 
man, D, L. & W., Hoboken, N. J. 

-AMERICAN ASSOCIATION OF FreicHtT AcGEeNTS.—R. O. Wells, Illinois Central, 
East St. Louis, It. Annual meeting, May 21-24, 1915, Richmond, Va. 

a ~ paps 2 GENERAL PASSENGER AND TicKET AGENTS.—W. C. 

Hope, C. R. R. of N. J., 143 Liberty St., New York. 

AMERICAN ASSOCIATION OF RAILROAD SUPERINTENDENTS.—E. H. Harman, 
Room 101, Union Station, St. Louis, Mo. Next meeting, May 20-21, 
1915, San Francisco, Cal. 

AMERICAN Exectric RarLway AssociaTion.—E. B. Burritt, 29 W. 39th St., 
New York. 

AmeErRIcAN ELectric Rartway Manuracturers’ Assocration.—H. C. McCon- 
naughy, 165 Broadway, New York. Meetings with American Electric 
Railway Association. 

AMERICAN RaiLtway AssocraTIon.—W. F. Allen, 75 Church St., New York. 
Semi-annual meeting, November 18, Chicago. 

AMERICAN A gt BripGE AND Buitpine AssocraTion.—C. A. Lichty, C. & 
N. , Chicago. 

AMERICAN pda ENGINEERING AssocraTIion.—E. H. Fritch, 900 S. Mich- 
igan Ave., Chicago. Next convention, March 16-18, 1915, Chicago. 

American Raitway Master Mecuanics’ AssociaTtion.—J. W. Taylor, 1112 
Karpen Bldg., Chicago. Annual meeting, June 9-11, 1915, Atlantic 
City, N. J. 

AMeErIcAN Raitway Sarety AssocraTion.—L. F. Shedd, C. R. I. & P., 

hicago. Next meeting, November, Chicago. 

AMERICAN RatLway Toot ForeMEN’s Association.—A. R. Davis, Central of 
Georgia, Macon, Ga. Annual meeting, July, 1915. 

AMERICAN Society For TESTING MateriaLs.—Prof. E. Marburg, University 
of Pennsylvania, Philadelphia, Pa. 

AMERICAN Society oF Civit ENGINEERS.—Chas. W. Hunt, 220 W. 57th St., 
New York. Regular meetings, Ist and 3d Wednesday in month, ex- 
cept June, July and August, 220 W. 57th St., New York. 

AMERICAN Society OF ENGINEERING ContTrRAcTors.—J. R. Wemlinger, 11 
Broadway, New York. Regular orton 2d Thursday in month, at 
2 P. M., 11 Broadway, New York 

AMERICAN SOCIETY OF MECHANICAL Encingers.—Calvin W. Rice, 29 W. 
39th St., New York. Annual meeting, December 1-4, 1914, New 
York. 

AMeEricaAn Woop Preservers’ AssociaTion.—F. J. Angier, B. & O., Mt. 
Royal Sta., Baltimore, Md. Next convention, January 19-21, 1915, 
Chicago. 

ASSOCIATION OF AMERICAN RaiLway AccounTING OrFicers.—E. R. Wood- 
son, 1300 Pennsylvania Ave., N. W., Washington, D. C. Annual 
convention, April 28, 1915, Atlanta, Ga. 

ASSOCIATION OF MANUFACTURERS OF CHILLED Car WHEELS.—George W. 
Lyndon, 1214 McCormick Bldg., Chicago. 

ASSOCIATION OF RaiLway Cram. AcEnts.—C. W. Egan, B. & O., Baltimore, 
Md. Annual meeting, 3d week in May, 1915, Galveston, Tex. 
ASSOCIATION OF RAILWAY FELEcTRICAL ENGINEERS.—Jos. A. Andreucetti, C. & 

N. , Room 411, C. & N. W. Sta., Chicago. 

Anandspiie or RaiLway TELEGRAPH SUPERINTENDENTS.—P. W. Drew, Soo 
Line, 112 West Adams St., Chicago. Annual meeting, June 22-25, 
1915, Rochester, N. Y. 

ASSOCIATION OF TRANSPORTATION AND Car AccounTING Orricers.—G. P. 
Conard, 75 Church St., New York. Next meeting, December 8-9, 

BRIDGE AND BuILpING Suppty MeEn’s AssocraTion.—L. D.- Mitchell, Detroit 
Graphite Co., Chicago, Ill. Meetings with American Railway Bridge 
and Building Association. 

CANADIAN RariLway CLus.—James Powell, Grand Trunk, P. O. Box 7, St. 
Lambert (near Montreal), Que. Regular meetings, 2d Tuesday in 
month, except June, July and August, Windsor Hotel, Montreal, Que. 

CanapDIAN Society oF Civit ENGINEERS.—Clement H. McLeod, 176 Mans- 
field St., Montreal, Que. Regular meetings, 1st Thursday in October, 
November, December, February, March and April. Annual meeting, 
January, Montreal. 

Car ForEMEN’s ASSOCIATION OF CHICAGO. —Aaron Kline, 841 Lawler Ave., 
Chicago. Regular meetings, 2d Monday in month, except July and 
August, Lytton Bldg., Chicago. 

CENTRAL RAtLway CLus.—H. D. Vought, 95 Liberty St., New York. Regu- 
lar meetings, 2d Friday in January, May, September and November. 
Annual meetings, 2d Thursday in March, Hotel Statler, Buffalo, N. Y. 


ENGINEERS’ Society OF WESTERN PENNSyLvANIA.—Elmer K. Hiles, 2511 
Oliver Bldg., Pittsburgh, Pa. Regular meetings, Ist and 3d Tuesday, 
Pittsburgh. , 

FREIGHT CLAIM AssocratTion.—Warren P. Taylor, R. F. & P., Richmond, 
Va. Annual meeting, June 16, 1915, Chicago. 
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GENERAL SUPERINTENDENTS’ ASSOCIATION OF CHICAGO.—A., Hunter, 321 
Grand Central Station, Chicago. Regular meetings, Wednesien pre- 
oe 3d Thursday in month, Room 1856, Transportation Bldg., 

icago. 

INTERNATIONAL RariLway ConGress.—Executive Committee, 11, Rue de Lou- 
rol, Brussels, Belgium. Next convention, June 23 to July 6, 1915, 

erlin, 

I&TERNATIONAL RaiLway Fuet Association.—C. G. Hall, C. & E. I., 922 
McCormick Bldg., Chicago. Annual meeting, May 17-20, 1915, Chi- 
cago. 

INTERNATIONAL RAILWAY GENERAL ForEMEN’s AssoOcIATION.—Wm, Hall, 829 
W. Broadway, Winona, Minn. Next convention, July 14-17, 1915, 
Sherman House, Chicago. 

INTERNATIONAL Rari_roapD MASTER BLacKsMITHS’ AssocraTion.—A, L. Wood- 
worth, C. H. & D., Lima, Ohio. 

MAINTENANCE OF Way AND MASTER PAINTERS’ ASSOCIATION OF THE UNITED 
STATES AND Canapa.—T. I. Goodwin, C. & P., Eldon, Mo. 
Next convention, November 17-19, 1914, Detroit, Mich. 

Master BorLter MAKERS’ ASSOCIATION. —Harry D. Vought, 95 Liberty St., 
New York. Annual convention, May, 1915. 

Master Car AND Locomotive PAINTERS’ ASSOCIATION OF THE UNITED STATES 
AND Canapa.—A. P. Dane, B. & M., Reading, Mass. Next conven- 
tion, September 14-17, 1915, Detroit, Mich. 

Master Car Bui pers’ AssociaTion.—J. W. Taylor, 1112 oles te. 
Chicago. Annual meeting, June 14-16, 1915, Atlantic City, N 

NATIONAL RaiLway AppLIANces ASSOCIATION, —Bruce V. Crandall, 537 “So. 
Dearborn St., Chicago. Next convention, March 15-19, 1915, Chicago. 

New Encianp Rattroap Cius.—W. E. Cade, Tr 683 Atlantic Ave., Bos- 
ton, Mass. Regular meetings, 2d Tues ay in month, except June, 
July, August and September, Boston. 

New York Rarrroap CLius.—Harry D. Vought, 95 Liberty St., New York. 
Regular meetings, 3d Friday in month, except June, July’ and August, 
29 W. 39th St., New York. 

Nracara Frontier Car MeEn’s Assocration.—E. Frankenberger, 623 Bris- 
bane Bldg., Buffalo, N. Y. Meetings monthly. 

Peorta ASSOCIATION OF RAILROAD OFFICERS.—M. ow. Rotchford, Union Sta- 
tion, Peoria, Ill. Regular meetings, 2d Thursday in month, Jefferson 
Hotel, Peoria. 

Rartroap Cuz or Kansas Crty.—C. Manlove, 1008 Walnut St., Kansas 
City, Mo. Regular meetings, 3d Friday in month, Kansas City. 
RAILROAD “icone TINNERS, COPPERSMITHS AND Piperitrers’ AssoctaTIoN.— 

ae Thompson, cack I., Danville, Ill. Annual meeting, May, 

Raitway Business AssociaTion.—Frank W. Noxon, 30 Church St., New 
York. Annual meeting, December 10, 1914, Waldorf-Astoria Hotel, 
New York. 

RaiLway Cus oF PittspurcH.—J. B. Anderson, Room 207, P. R. R. Sta., 
Pittsburgh, Pa. Regular meetings, 4th Friday in month, except June, 
July and August, Monongahela House, Pittsburgh. 

Rattway ELectricaL Surety MANUFACTURERS’ ASSOCIATION. —J. Scribner, 
1021 Monadnock Block, Chicago. Meetings with Association of Rail- 
way Electrical Engineers. 

RatLway Fire Protection Association.—C. B. Edwards, Fire Ins. Agt., 
Mobile & Ohio, Mobile, Ala. 

ene Sicnat AssocraTion.—C. C. Rosenberg, Times Bldg., Bethlehem, 


hina “SToREKEEPERS’ ASSOCIATION. —J. P. Murphy, L. S. & M. S., Box C, 
Collinwood, Ohio. Annual meeting, May, 1915. 

RarLway Supply MANUFACTURERS’ ASSOCIAIION .—J. D. Conway, 2136 Oliver 
Bldg., Pittsburgh, Pa. Meetings with Master Car Builders and 
Master Mechanics Associations. 

RAILWAY TELEGRAPH AND TELEPHONE APPLIANCE AssociaTIon.—G. A. Nelson, 

; 50 Church St., New York. Meetings with Association of Railway 
Telegraph Superintendents. 

RicHMonp RaiLroap Crius.—F. O. Robinson, C. & O., Richmond, Va. 
poms meetings, 2d Monday in month, except June, July and 

ugust 

RoaDMastens’ AND MAINTENANCE OF Way AssocraTION.—L. C. Ryan, C. & 

Sterling, Ill. 

St Louis pet Cius.—B. W. _Frauenthal, Union Station, St. Louis, 
Mo. Regular meetings, 2d Friday in month, except June, July and 
August, St. Louis. 

Satt Lake TrRANSPoRTATION Crus.—R. E. Rowland, Hotel Utah Bldg., 
Salt Lake City, Utah. Regular meetings, Ist Saturday of each month, 
Salt Lake City. 


SIGNAL APPLIANCE AssociaTION.—F. W. Edmunds, 3868 Park Ave., New 


York. Meeting with annual convention Railway Signal Association. 
Society or Rartway Financrat Orricers.—Carl Nyquist, C. R. I. 
La Salle St. Sta., Chicago. 

SouTHERN AssocIATION OF Car Service Orricers.—E. W. Sandwich, A. & 
W. P. Ry., Atlanta, Ga. Next regular meeting, January 21, 1915, 
Atlanta, Ga. 

SOUTHERN AND SOUTHWESTERN Rattway Cius.—A. J. Merrill, Grant Bldg., 
Atlanta, Ga. Regular meetings, 3d Thursday, January, March, May, 
July, September, November, 10 A. M., Candler Bldg., Atlanta. 

TOLEDO TRANSPORTATION CLuB. —Harry Ss. Fox, Toledo, Ohio. Regular 
meetings, Ist Saturday in month, Boody "House, Toledo. 

Track Suppty AssociaTion.—W. C. Kidd, Ramapo Iron Works, Hillburn, 
N. Meetings with Roadmasters’ and Maintenance of Way Asso- 
ciation. 

TRAFFIc CLus oF Cuyrcaco.—W. H. Wharton, La Salle Hotel, Chicago. 

TraFFric.CLtus oF New York. ea A. Swope, 291 Broadway, New York. 
Regular meetings last Tuesday in month, except June, July and 
August, Waldorf-Astoria, New York. 

TraFric CLus or PittssurcH.—D. L. Wells, Erie R. R., Pittsburgh, Pa. 
Meetings bimonthly, Pittsburgh. Annual meeting, 2d Monday in June. 

TraFric Clus or St. Louis.—A. F. Versen, Mercantile Library Bldg., 
St. Louis, Mo. Annual meeting in November. Noonday meetings 
October to May. 

Train DESPATCHERS’ ASSOCIATION OF AMERICA.—J. F. Mackie, 7122 Stewart 
Ave., Chicago. Annual meeting June 15, 1915, Minneapolis, Minn. 

TRANSPORTATION CLUB OF DeEtROoIT.—W. R. Hurley, Superintendent’s ‘office, 
L. S. & M. S., Detroit, Mich. Meetings monthly, Normandie Hotel, 


Ps 


Detroit. 

TRAVELING ENGINEERS’ AssociaTION.—W. O. Thompson, N. Y. C. & H. R., 
East Buffalo, N. Y. 

Western Canapa Raitway Cirus.—W. H. Rosevear, P. O. Box 1707, Win- 
nipeg, Man. Regular meetings, 2d Monday, except June, July and 
August, Winnipeg. 

WESTERN RaiLway Crius.—J. W. Taylor, 1112 Karpen Bldg., Chicago. 
Regular meetings, 3d Tuesday in month, except June, July and 
August, Karpen Bldg., Chicago. 

Western Society or Encineers.—J. H. Warder, 1735 Monadnock Block, 

icago. Regular meetings, Ist Monday in month, except January, 
July and August, Chicago. Extra meetings, except in July and 
August, generally on other Monday evenings. 
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Traffic News 





The Chicago & North Western and the Chicago, Burlington 
& Quincy have announced a reduction of passenger fares in the 
state of Wyoming from 4 cents a mile to 3 cents a mile, applying 
between all stations in the state. A similar reduction was made 
several years ago by the Union Pacific. 


The advance of approximately five per cent in freight rates 
in Central Freight Association territory allowed by the Inter- 
state Commerce Commission went into effect on October 26. 
The increase applies to all interstate class rates and to most com- 
modity rates, with the exception of heavy, low grade articles, 
such as coal, coke, iron ore, cement, plaster, etc. 
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will be advanced. The result as a whole will be a much more 
scientific and logical set of rates and a slightly higher basis. 
The freight tariffs will be filed with the proper commissions be- 
tween now and January 1, and it is hoped that they will be 
approved.” 


Car Surpluses and Shortages 


Arthur Hale, chairman of the committee on relations between 
railroads of the American Railway Association, in presenting 
statistical bulletin No. 177-A, giving a summary of car surpluses 
and shortages by groups from June 14, 1913, to October 15, 
1914, says: The total surplus increased approximately 21,000 in 
the past two weeks, and stands at 154,342, the largest for the 
same period in any year since the publication of these bulletins. 

The total surplus on October 15, 1914, was 154,342 cars; on 
October 1, 1914, 133,382 cars, and on October 15, 1913, 37,198 
cars. The prior maximum record was on October 14, 1908, when 
the surplus was 115,036 cars. 








Car SURPLUSES AND SHORTAGES 

















= Surpluses + r Shortages ~, 
Coal, oal, 

Date No. of gondola Other : gondola Other 
roads. Box Flat. and hopper. kinds. Total. Box. Flat. and hopper. kinds. Total. 
Group *1.—October 15, 1914.............. 9 0 550 492 557 1,599 443 0 0 7 450: 
ed 2— * io) SSeS 33 3,288 472 5,249 2,869 11,878 10 0 20 0 30 
- 3— “ 1 Ct SS ers 30 5,649 1,977 20,826 4,070 32,522 130 4 0 268 402 
i 4— * ite 12 5,212 2,081 5,819 995 14,107 0 30 185 215 
na 5— * LAL eo 26 1,337 939 4,206 1,542 8,024 30 2 0 32 
xe 6.— * yg - | SS re 3 17,402 1,722 -% 4 bg 7,322 32,163 ~ 2 0 0 6 
- 7— * i =e 4 1,834 29 584 384 2,831 0 0 10 40 50 
+ 8— *“ Se) Seaes 16 2,574 420 1,703 2,752 7,449 155 0 273 33 461 
“6 9— (4). ae ee 14 1,000 159 167 98 2,313 16 0 8 0 24 
- 10.— * J) errr ys 22 8,067 1,187 2,454 8,879 20,587 0 562 88 40 690 
ee 1 ie | Sees 6 17,552 1,688 0 1,629 20,869 0 0 0 0 0 
DO Secon enbiuneneess busecbhoss se 202 63,915 11,224 47,217 31,986 154,342 788 600 584 388 2,360 
*Group 1 is composed of New England lines; Group 2—New York, New Jersey, Delaware, Maryland and Eastern Pennsylvania lines; Group 3—Ohio, 
Indiana, Michigan and Western Pennsylvania lines; Group 4—West Virginia, Virginia, North and South Carolina lines; Group 5—Kentucky, Tennessee, 


Mississippi, Alabama, Georgia and Florida lines; Group 6—Iowa, Illinois, Wisconsin and Minnesota lines; Group 7—Montana, 


yoming, Nebraska, North 


Dakota and South Dakota lines; Group 8—Kansas, Colorado, Missouri, Arkansas and Oklahoma lines; Group 9—Texas, Louisiana and New Mexico lines; 
Group 10—Washington, Oregon, Idaho, California, Nevada and Arizona lines; Group 11—Canadian lines, 


Surplus 


The Portland Commercial Club has issued a call for a meet- 
ing of the commercial bodies in the northwest to be held in 
Seattle on November 5, for the purpose of organizing a 
protest against the arbitrary of $17.50 which is to be charged 
by the Southern Pacific between San Francisco and North 
Pacific coast points. Transcontinental round trip fares to the 
Panama-Pacific Exposition next year for those who travel 
by the northern route will be $17.50 higher than the fare by 
the direct route. 


The New Yotk, New Haven & Hartford announce that a 
new tariff, adjusting the merchandise and class rates, is. being 
prepared, and one adjusting the commodity rates. “Every effort 
has been made to eliminate discrimination and remove inequal- 
ities. Some rates in the new tariffs will be reduced and some 
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This 


Almost. one-half of the surplus increase is in coal cars. 
class of equipment increased generally in all sections except 
group 1 (New England) and group 9 (southwest) where there 
is a slight decrease. 

Surplus box cars show a large increase in group 6 (north- 
west) and lesser increases in eastern states, central freight asso- 


ciation territory and on Canadian roads. There is also a con- 
siderable increase in surplus miscellaneous cars in the north- 
west. 

The total shortage on October 15, 1914, was 2,360 cars; on 
October 1, 1914, 2,355 cars, and on October 15, 1913, 43,246 cars. 

There is practically no change in the total shortage. 

The accompanying table gives car surplus and shortage fig- 
ures by groups for the last period covered in the report and 
the diagram shows total bi-weekly surpluses and shortages from 
1907 to 1914. 





Increased Illinois Intrastate Rates Opposed 


The Chicago Association of Commerce has announced its 
intention of opposing before the Illinois Public Utilities Com- 
mission the putting into effect of the five per cent increase in 
intrastate freight rates, tariffs for which were recently filed by 
the roads. This association did not oppose the five per cent 
increase in interstate rates before the Interstate Commerce 
Commission, except as applied to lake and rail rates, but will 
oppose the Illinois rates on the ground that the situation is 
different, in that the Illinois rates are already considerably 
higher than the prevailing level of rates in Central Freight 
Association territory. The Illinois Manufacturers’ Associa- 
tion has not yet announced its position. 





Waste in Personal Injury Claim Payments 


H. G. Askew, statistician for the Texas railways, reports that 
35 of the companies in the fiscal year ending June 30 last, paid out 
for personal injury claims $2,846,117, an increase of $80,118 over 
the amount paid for the preceding year. Mr. Askew says: 

“Those who have given the subject of personal injury pay- 
ments the closest study aver that not over one-half of the vast 
total paid by railroads in settlement of personal injury cases 
reaches those injured or the heirs of those who are victims of 
accidents incidental to transportation. If this statement is to be 
accepted, it is apparent that for the last fiscal year 35 railroads 
paid out $1,423,058, which amount under any system of economics 
having standing can be denominated only as waste. At 10 cents a 
pound this wasted sum would be sufficient to purchase over 56,- 
922 bales of cotton. At the average yield of cotton in Texas dur- 
ing the present year it would require almost 170,000 acres to pro- 
duce the cotton that could have been purchased by the waste in- 
cidental to methods that prevail under legislative sanction for the 
handling of personal injury cases. 

“This wastefulness is accounted for in many ways. It should 
be borne in mind that all expenses of railroads, except legal ex- 
penses, in handling personal injury cases, are by law charged to 
operating accounts. The prevailing contingent fees charged by 
attorneys for claimants will run from one-fourth to one-half of 
the sums recovered. The court and witness expenses of railroads 
and claimants will bring the total amount paid out by railroads 
to a figure that makes the estimate of 50 per cent reasonable— 
that is, those who have suffered the injuries, in the long run, re- 
ceive but half the sums paid out by the railroads. Payments for 
personal injuries are by law made a part of the operating ex- 
penses of railroads. The higher these operating expenses are, 
necessarily the higher must be the freight rates, for railroads have 
but one way of collecting money that must be charged by them 
in payment of damages, and that is from the producers and con- 
sumers who pay the rates of freight that are fixed by agents of 
the people selected by the people. As long as this wasteful 
method of handling personal injury cases is permitted to pre- 
vail in the end, the people must themselves bear the entire bur- 
den thereof, either in depreciated service or in other inconveni- 
ence that necessarily follows lack of sufficient funds.” 





Rattway ConstTRUCTION IN CuBA.—Papers were recently signed 
in Havana for the organization of the Ferrocarril del Norte Oc- 
cidental, with a capital of $60,000, which will build a railroad 
along the north coast of Cuba from;Havana to Mantua, touching 
ae important towns in the- provinces of: Havana and Pinar 
del Rio. : 
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Commission and Court News 


INTERSTATE COMMERCE COMMISSION 


The Interstate Commerce Commission has adopted a con- 
ference ruling providing that on all claims accruing on and 
after November 1, 1914, for overcharges on freight, interest shall 
be awarded in connection with reparation granted on the in- 
formal docket in the same manner as it is now awarded in con- 
tested cases. 


SUMMA 
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The Oklahoma Traffic Association has filed with the Interstate 
Commerce Commission a complaint charging discrimination in the 
rates on agricultural implements from St. Louis, Chicago, Moline 
and Rock Island, Ill, and other points to Oklahoma City, as 
compared with the rates to Kansas City, Joplin and Springfield, 
Mo., and other points. 





Divisions Determined by Commission Order 


In re rates on lumber and other forest products from points 
in Arkansas and other states to points in Iowa, Minnesota and 
other states. Opinion by Commissioner McChord: 

In original report in this*case given in 30 I. C. C.,, 371, and 
reported in the Railway Age Gazette of May 29, page 1210, 
the commission refused to sanction an increase of approximately 
one cent per 100 lb. on the rates of lumber and other forest 
products from points on the St. Louis Southwestern in Ar- 
kansas and other states to points in Iowa, Minnesota and other 
states proposed primarily as a result of a controversy concern- 
ing divisions. At the end of 60 days the carriers have been un- 
able to determine the divisions of the existing rates with the re- 
sult that the commission finds it necessary to prescribe divisions 
as follows: On lumber destined to points on the Chicago, Bur- 
lington & Quincy, the revenue is to be divided on the basis of 
18 cents to East St. Louis and the balance to the lines beyond; 
on lumber shipped to Des Moines, Iowa, via the Wabash division 
will be made on the basis of 65.4 per cent to East St. Louis 
and 35.4 per cent beyond, the result being a division to the St. 
Louis Southwestern of 16.5 cents per cent, and to the Wabash 
of 8.5 cents. (31 I. C. C, 673.) 





Sleeping Car Fares Upheld 


Commercial Club of the city of Sioux Falls v. Pullman Com- 
pany et al Opinion by Commissioner Daniels: 

The commission finds that the sleeping-car rates of $2 for a lower 
and $1.60 for an upper berth between Sioux Falls, S. Dak., and 
St. Paul and Minneapolis, Minn., are not unreasonable. This 
service is performed by the Pullman Company, operating over 
the Chicago, St. Paul, Minneapolis & Omaha, and the Great 
Northern operating its own sleeping cars. The commission 
finds that although the rates to some nearby points are lower, 
principally because of competition, the service to some of them 
is actually operated at a loss. It was alleged that the berth-mile 
rate of 8 mills is unreasonable, but the commission in its report 
gives the following expression of opinion: “The value to the 
passenger of sleeping-car occupancy can not be gaged by exactly 
the same standards as passenger transportation by day. To the 
latter, mileage, in the absence of unusual conditions, may be ap- 
plied as a fair rule of the value of the service. The bare service 
of transportation to the occupant of a sleeping car, however, 
has been covered in the first instance by the passenger fare paid. 
The value of the occupancy of a sleeping car over and above the 
value of being carried a certain distance is found primarily in 
obtaining a night’s rest under as comfortable conditions as com- 
patible with railroad travel, essentially a night’s lodgings; and 
secondly, in the keeping intact for the transaction of business 
the daylight hours which otherwise would be spent in covering 
distance. If the physical conditions under which transportation 
is conducted were invariably the same, if the speed of sleeping 
cars were uniformly the same, if the traffic density on all sleep-- 
ing-car lines were the same, and if detraining during the night 
imposed no discomfort, mileage might possibly be taken as a 
measure of the value of sleeping-car occupancy. But it then 
would be a fair test because it would roughly measure the ad- 
vantage of a night’s occupancy of the sleeper to the passengér: 
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and the cost of service to the carrier. ‘What the patron of a 
sleeper seeks first is a night’s rest, and for this he pays as he 
would for a hotel room, for a unit service, and this service is 
approximately the same whether the car-be hauled 200 or 300 
miles during the sleeping hours. Whether a berth has been in 
use 4 hours or 10 hours, as a rule it can not again during the 
same night be made a source of revenue to the carrier. Hence, 
berth-mile rates are of little comparative value, and are not con- 
trolling in fixing rates for the occupancy of sleeping cars.” (31 
I. C. C., 654.) 





Rates on Coal to Weatherford, Tex. 


Weatherford Chamber of Commerce et al. v. Missouri, Kan- 
sas & Texas et al. Opinion by Commissioner Daniels: 

The commission finds that the present carload rates of $2.50 
per ton on lump coal and $1.70 per ton on slack coal from mines 
in Oklahoma and western Arkansas to Weatherford, Tex., are 
unjust and discriminatory, and it is ordered that rates not ex- 
ceeding $2.25 per ton on lump and $1.65 on slack coal be estab- 
lished. (31 I. C. C, 665.) 





The Eastern Rate-Advance Case 


The application of the Easten railroads for further consider- 
ation of their request for authority to increase freight rates, 
with the testimony of Messrs. Willard, Conant, Strauss and 
others, before the commission at Washington, was reported in 
part last week, page 729. 

On Wednesday the commission heard Lawrence Chamberlain, 
of Kountze Brothers, the New York bankers. Mr. Chamberlain 
appeared as the representative of the Investment Bankers’ Asso- 
ciation of America. He gave reasons why the commission should 
grant a 5 per cent increase in freight rates, if only to keep up 
the credit of the carriers. The investment bankers believe it 
would be a wise thing for the commission to grant the increase 
even if it were solely for the purpose of renewing confidence 
in railroad securities. They wanted the increase for its psycho- 
logical effect. For some years there had been an increasing re- 
luctance to buy railroad bonds and this reluctance became so 
acute during the past year that American investors have refused 
to buy the highest grade of standard railroad bonds at better 
than panic prices. He mentioned a series of American railroads, 
with details, whose bonds were lower than at any time in 16 
years. He had been informed by the committee which regulates 
transactions since the close of the Stock Exchange that no rail- 
road securities have sold as high as on closing day. 

Samuel Rea, president of the Pennsylvania, testified at length. 
He said that he considered the situation caused by the European 
war a sufficient reason for the commission to grant what the 
railroads ask. The commission in its report of July 29 recog- 
nized the need for more revenues for the carriers and the 1914 
financial returns clearly indicate that this necessity has now be- 
come vital. The returns for July and August show a decline 
in gross earnings of about 6 per cent, as compared with a loss 
of less than 3% per cent for the entire year 1913. The com- 
panies have been compelled by reason of this to continue the 
forced retrenchment in operating expenses. But the retrench- 
ment policy and practice will not produce real. savings in ex- 
penses or real increase in net profits, for sooner or later the 
property and equipment must be brought up to standard. It may 
be that since June 30 as the result of drastic retrenchments some 
railroads will show slightly better net operating results. 

“Such apparent improvement is of little mutual benefit. It 
must also be remembered that the railroads are continually in- 
creasing their investment in road and equipment, on which in- 
crease they should earn an adequate reiurn. 

“Had the railroads before the war been in a sound, healthy 
condition it might have been claimed that in so far as their 
volume of business was temporarily affected thereby the burden 
was one which the railroads should have assumed. The 
railroads, however, are subject to regulation by public authority 
covering not merely the rates they shall charge but many of the 
conditions affecting their operating costs and methods; they are 
and have been placed in a category entirely distinct from that 
of industries not subject to such regulation. They should be in 
such a position of health that they could withstand their proper 
burden during a period of general adversity such as this, so 
that with an improvement in business they might be in a position 
to render a proper and adequate service and earn a fair return 
on their property investment. 

“The question here is not whether the commission shall ad- 
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vance rates merely in order to sustain security prices, or even 
to continue dividends; although important, that is but one phase 
of a big question. This petition is for an advance in rates, which 
it is hoped will result in enabling the carriers to provide the 
proper facilities, improvements and service needed by the public 
and earn an adequate return on property investment. 

_ “The existence of a crisis in the affairs of these roads can no 
longer be questioned. Having earned a return of only 3.99 per 
cent in 1914 on the property investment, with operating revenue 
progressively diminishing since the close of the fiscal year, with 
practically all improvement work suspended, with forces largely 
reduced, with passenger and freight train service curtailed and 
maintenance of roadway and equipment deferred, this is a time 
for very definite and certain relief. 

“In addition to whatever may be eventually realized from the 
methods for obtaining additional revenues suggested tentatively 
by the commission the situation is one that calls for positive 
and immediate treatment on the broadest scale within the powers 
of the commission.” 

Mr. Rea said that the Pennsylvania now had 35,000 freight 
cars in need of repairs and out of use on account of the inade- 
quacy of revenue and that 329 locomotives were likewise tied 
up for the same reason. 

Clifford Thorne made the final statement to the commission. 
“The railroads are asking for a sort of war tax,” said Mr. 
Thorne. “They are asking the government to lift the burden 
off a part of the community and shift it over on to the shoulders 
of others. They ask the wage earner who has lost his job, the 
cotton planter who cannot sell his cotton and the manufacturer 
who has been compelled to close his shop to carry the burden 
He said that the pres- 
ent emergency could be met either by the use of accumulated 
surplus or by a slight reduction in dividend rates. The very 
purpose of allowing the railways to accumulate the large sur- 
pluses shown in their reports had been to meet just such a 
situation as now confronts the country. 


STATE COMMISSIONS 


The Michigan Railroad Commission after a number of hear- 
ings has authorized the railroads of the state to increase class 
rates approximately 5 per cent. The commission some time ago 
allowed a number of commodity rate increases asked by the 
railroads to go into effect, but in its decision on class rates made 
some modifications in the request of the railroads. 


The Indiana Public Service Commission has suspended the 
freight tariffs of Indiana railroads on intrastate business, show- 
ing increased rates, which were to have gone into effect Oc- 
tober 26 and November 16. The suspension order was for 
thirty days, to November 20, and it is expected that a hearing 
on the entire rate question will be held before that time and the 
controversy settled by the commission. It is said that some 
members of the commission are extremely busy in a political 
way just now. 


The Illinois Public Utilities Commission has handed down a 
decision that the issue of transportation by railroads for adver- 
tising space is illegal. The commission declares that to au- 
thorize such an exchange would defeat the purpose of the law, 
which requires the filing of rates and schedules with the com- 
mission. The commission says that no information of real value 
would be obtainable where an effort was made to ascertain what 
rates and charges were being made for service rendered in the 
way of transportation. “If compensation for transportation may 
be paid by advertising in newspapers,” said the commission, 
“then on the same principle transportation may be paid for 
under any arrangement of barter, exchange or trade on the same 
basis that property is transferred from one to another. Values 
of property other than money rest solely within the judgment 
of men. There is no fixed standard by which a certain quantity 
of property of any kind can be said to equal at all times 4 
definite sum of money. Confusion, discrimination and inequal- 
ity would certainly attend such contracts if permitted under 
the law.” 





PERSONNEL OF COMMISSIONS 


W. B. Nantel, formerly minister of inland revenue in the 
Borden cabinet of the Canadian government, has been appointed 
a member of the Railway Commission of Canada, succeeding 
N. E. Bernier. 
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COURT NEWS 


The Arkansas Supreme Court has sustained the validity of 
the extra crew law passed by the last legislature. 


The state of Illinois on October 26, through the attorney- 
general, filed a petition in the circuit court for a writ of man- 
damus compelling the Board of Review to impose a tax on 
the Illinois Central on certain property which it is claimed 
the railroad has never filed for taxation, consisting of securi- 
ties of other corporations and real estate, of a value estimated 
in the petition at $80,000,000. 





Suit Against Atlantic Steamship Conference Dismissed 


The United States circuit court at New York has handed 
down a decision in the suit instituted by the government on 
January 4, 1911, against the lines comprising the Atlantic Steam- 
ship Conference, charging conspiracy in restraint of trade, under 
the Sherman anti-trust law. 

The decision dismissed all but one of the contentions made 
by the government. The court restrains the steamship lines in 
the conference from sending out “fighting ships” or steamers 
selected by the members of the conference to carry passengers 
at lower rates than competing lines. and thus drive the com- 
peting lines out of business. In all other respects the court 
gives a clean bill of health to the steamship conference which, 
according to the government, comprised steamship lines carry- 
ing upward of 90 per cent of all the steerage passenger traffic 
between Europe and North America at the time of the insti- 
tution of the suit. The fixing of rates charged against the con- 
ference only appertained to steerage rates. The decision was 
reached by Judges Lacombe, Coxe, Ward and Rogers, sitting 
as an expediting court in order to eliminate the intermediate 
step in the appeal which is to be taken. Special Assistant At- 
torney General Henry A. Guiler has announced his intention of 
carrying the case to the United States Supreme Court. 

Judge Lacombe was selected by his associates to write the 
decision. He applies the rules of reason established in the 
Standard Oil and Tobacco decisions by the Supreme Court. 
The Atlantic conference, he holds, is not an unreasonable 
monopoly. but has done much good in the way of insuring bet- 
ter service to the public. The defendants are not even required 
to defray the costs of court. The decision exempts the Cana- 
dian Pacific and the Allan Line from the “fighting ship” in- 
junction, because those two lines desisted from the practice of 
using these vessels before the government’s bill was filed. 

In reference to the “fighting ships,” Judge Lacombe says: 

“Upon occasion when some steamship owner or charterer, 
not a member of the conference, has put a vessel on a berth ad- 
joining the one from which vessels of the conference were about 
to sail and has offered to carry passengers at a lower rate than 
that asked by such member, an extra vessel has been put on, 
ostensibly by one of the lines of the conference, but really by 
the conference itself, at the same or a lower rate, and all have 
co-operated to furnish such a ‘fighting ship,’ and thereby keep 
out competition. This seems clearly to be within the prohibition 
of the act: the case is analogous to that presented in the United 
States versus the Eastern States Retail Lumber Dealers’ Asso- 
ciation.” 

The government claimed that the Russian volunteer fleet and 
the Uranium Steamship Company were driven out of business 
by the methods of the conference, and that the conference, after 
their annihilation, raised the steerage rates to artificial prices. 

Judge Lacombe further states: “The testimony fails to satisfy 
us that the defendants, or any of them, have charged excessive 
or exorbitant rates for the transportation of passengers of any 
class, especially when it is considered that vastly more in the 
way of safety, speed, sanitary conditions, physical comforts, etc., 
is now given to the passenger than was given to him before the 
agreements and conferences were entered into.” 

The defendant companies were: The Hamburg-American 
Line; Allan Steamship Company; Canadian Pacific Steamship 
Company; the International Mercantile Marine; the Inter- 
national Navigation Company; Cunard Steamship Company, 
Ltd.; British and North Atlantic Steam Navigation Company, 
Ltd. (Dominion Line); Holland-American Line; North Ger- 
man Lloyd; Red Star Line; Russian East Asiatic Steamship 
Company, Ltd. (Russian-American Line) ; Oceanic Steam Navi- 
gation Company, Ltd. (White Star Line). 
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Railway Officers 





Executive, Financial, Legal and Accounting 


Walter L. Ross, president of the Toledo, St. Louis & Western, 
with headquarters at Toledo, Ohio, has been appointed receiver 
for that road by Judge John M. Killits. 


W. H. Biggar, general counsel of the Grand Trunk and the 
Grand Trunk Pacific, with headquarters at Montreal, Que., has 
been elected vice-president and general counsel of the Grand 
Trunk Pacific. 


James Moore, who has been paymaster of the Atchison, Topeka 
& Santa Fe for 43 years, will retire on account of ill health on 
November 1. He will be succeeded by W. C. Reichenbach, with 
headquarters at Topeka, Kan. 


P. E. Clark, vice-president of the Tennessee, Kentucky & 
Northern, has been elected president, succeeding George A. 
Clark, deceased, and T. C. McCampbell, general auditor, suc- 
ceeds P. E. Clark as vice-president; both with headquarters at 
Nashville, Tenn. 


Operating 


H. Adkins, general superintendent and chief engineer of the 
Tennessee, Kentucky & Northern, has been appointed gen- 
eral manager, with headquarters at Nashville, Tenn. 


A. N. Williams, formerly trainmaster of the Missouri, Kan- 
sas & Texas at Denison, Tex., has been appointed trainmaster 
of the Chicago, Rock Island & Pacific at Estherville, Iowa. 


John Malcolm Rapelje, assistant general manager of the 
Northern Pacific, at St. Paul, Minn., has been appointed general 
manager of the lines east of Paradise, Mont., succeeding E. A. 
Goodell, deceased, and 
the position of assistant 
general manager has 


been abolished. Mr. 
Rapelje was born on 
January 22, 1857, at 


Chippewa, Ont., and was 
‘educated in the common 
schools. He began rail- 
way work in August, 
1879, as a brakeman on 
the Grand Trunk, and 
then became a fireman 
on the Atchison, Topeka 
& Santa Fe. From May, 
1882, to November, 1887,. 
he was conductor on the 
Canadian Pacific, and 
from January of the fol- 
lowing year to June, 
1898, was conductor on 
the Yellowstone division 
of the Northern Pacific. 
He was then appointed, 
trainmaster on the same 
division, and subsequently became conductor until June, 1902, 
when he again became trainmaster on the same division. From 
April, 1905, to July, 1908, he was superintendent of the same 
division at Glendive, Mont., and then to May, 1910, was super- 
intendent of the Rocky Mountain division at Missoula, Mont. 
He was then superintendent of the Idaho division at Spokane, 
Wash., until April, 1912, when he was appointed general super- 
intendent of the lines from Mandan, N. D., to Paradise, Mont., 
with headquarters at Livingston, Mont. In May, 1914, he was 
appointed assistant general manager at St. Paul, Minn., which 
position he held at the time of his recent appointment as gen- 
eral manager of the same road as above noted. 


Traffic 


H. L. Shepherd has been appointed foreign freight agent: 
of the Rock Island Lines at Galveston, Tex. 
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H. C. Hamilton, assistant general freight agent of the Lehigh 
Valley, at Buffalo, N. Y., has been appointed general freight 
agent, with headquarters at New York, and S. A. Story, through 
freight agent at Buffalo, has been appointed assistant general 
freight agent, with office at Buffalo. 


Engineering and Rolling Stock 


A. C. Bradley has been appointed division engineer of the 
Oklahoma division of the Chicago, Rock Island & Pacific at 
El Reno, Okla., in place of Garrett Davis, who has been promoted 
to a position in connection with the valuation work, with office 
in Chicago. 


W. P. Kimble, division engineer of the Erie at Marion, 
Ohio, with jurisdiction between Kent and Dayton, has been 
transferred to the Marion-Dayton division. R. H. Boykin, 
supervisor of the third division at Marion, with jurisdiction 
between Kent and West Salem, has been appointed division 
engineer with jurisdiction between Marion and Kent. K. W. 
Collister, supervisor of the fourth division at Marion, has 
resigned. 


T. McHattie, master mechanic of the Grand Trunk at Mont- 
real, Que., has been appointed master mechanic of the Eastern 
lines, with headquarters at Montreal; W. H. Sample, master 
mechanic at Ottawa, Ont., has been appointed master mechanic 
of the Western lines, with headquarters at Battle Creek, Mich., 
succeeding G. Vliet, deceased; J. Markey, master mechanic at 
Toronto, Ont., has been appointed master mechanic of the On- 
tario lines, with headquarters at Toronto; J. R. Donnelley, mas- 
ter mechanic of the Northern division at Allandale, has been 
appointed assistant master mechanic of the Ontario lines, with 
headquarters at Allandale, and the titles of master mechanic 
of the Ottawa division, and the Northern division, are abolished. 


OBITUARY 


J. Hull Browning, formerly president of the Northern of New 
Jersey, a subsidiary of the Erie, died on October 26, in New 
York, at the age of 72. 


Brayton Ives, formerly from October, 1893, to 1896, president 
of the Northern Pacific, died on October 22, at his summer home 
in Ossining, N. Y. He was born in 1840, at Farmington, Conn., 
and was graduated from Yale University in 1861. He served in 
the United States army during the civil war and rose to the po- 
sition of brigadier general of volunteers. Mr. Ives was presi- 
dent of the New York stock exchange from 1876 to 1880, and 
subsequently was president of the Western National bank of 
New York. He was then president of the Northern Pacific for 
about three years, and later served as president of the Metro- 
politan Trust Company. He also was a director and president 
of a number of industrial corporations. 


Edward Francis Winslow, formerly president of the St. 
Louis & San Francisco, died on October 22, at Canandaigua, 
N. Y. He was born om September 28, 1837, at Augusta, Me., 
and began railway work in 1860. He then served in the 
United States army during the civil war and rose to the posi- 
tion of brigadier general of volunteers. From 1867 to 1868 
he was the chief contractor engaged in the construction of the 
St. Louis, Vandalia & Terre Haute, now a part of the Van- 
dalia. He was then to 1873 president during the construc- 
tion of the St. Louis & Southeastern, now a part of the Louis- 
ville & Nashville, and during 1872 was also engaged as a con- 
tractor on the construction of the Cairo & Vincennes, now a 
part of the Cleveland, Cincinnati, Chicago & St. Louis. From 
1875 to 1876 he was receiver of the Burlington, Cedar Rapids 
& Minnesota and then to November, 1879, was vice-president 
and general manager of the same road, which was reorganized 
as the Burlington, Cedar Rapids & Northern and is now a 
part of the Chicago, Rock Island & Pacific. He was subse- 
quently vice-president of the Atlantic & Pacific, now a part 
of the Santa Fe System; vice-president and general manager 
of the Manhattan Elevated Railways of New York City, and 
in March, 1880, became president of the St. Louis & San Fran- 
cisco. The following year he became president also of the 
New York, Ontario & Western and in addition was president 
of the North River Construction Company, the chief contrac- 
tor engaged in the construction of the New York, West Shore 
& Buffalo, now the West Shore. 
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Equipment and Supplies 
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LOCOMOTIVE BUILDING 


Tue Russian GoveRNMENT Raitways are inquiring for prices 
on a number of locomotives. 


THE Georcia Rarroap has ordered three Mikado type loco- 
motives from Lima Locomotive Corporation. 


THE CaRDENAS-AMERICAN SuGaR Company, New York, has 


ordered one switching locomotive from the Baldwin Locomotive 
Works. 


THE CLEVELAND, CINCINNATI, CHicaco & St. Louis has or- 
dered 10 switching locomotives from the American Locomotive 
Company. 


CAR BUILDING 


Tue Russian GoveRNMENT Railways are reported in the 
market for 400 freight cars, to be used for carrying grain. 
This item has not been confirmed. 


THE NASHVILLE, CHATTANOOGA & St. Lours has ordered 500 
freight cars from the American Car & Foundry Company, and 
500 cars from the Mount Vernon Car Manufacturing Company. 


THe Great NortuHeErn is in the market for the following all- 
steel passenger equipment for the Spokane, Portland & Seattle: 
3 70-ft. mail and express, 2 70-ft. baggage, 3 73-ft. smoking, 10 
73-ft. first class coaches and 3 73-ft. parlor cars. 


Tue NortTHERN Paciric is in the market for 21 standard 
sleeping cars in addition to those reported in the Railway Age 
Gazette of October 23. The corrected list now stands: 21 stand- 
ard sleeping cars, 3 tourist sleeping cars, 6 dining cars, 47 
coaches, 7 baggage, 10 dynamo baggage, 4 dynamo mail and bag- 
gage and 18 mail and express cars, a total of 116 cars, all of 
which are to be of all-steel construction. 


SWEDISH STATE RaiLways.—According to a report handed to 
the government by the Board of the Swedish State Railways, the 
receipts for last year amounted to $24,443,864, in addition to 
which there were state grants for new railways, etc., amounting 
to $5,308,339. The expenditure was $18,528,645, leaving a sur- 
plus on the working of $5,901,219. The right of way, rolling 
stock, etc., were estimated at the end of the year to be worth 
$169,452,600. 


EQUIPMENT OrpEeRS PLACED IN GERMANY CANCELLED.—A large 
number of orders placed in Germany before the war by rail- 
roads in England and its colonies have now been cancelled and 
bids asked from firms in the United Kingdom and, in some 
cases, from firms in this country. Included are the following: 
Railways of the Union of South Africa, 10 heavy locomotives 
and 34 passenger cars; South Indian Railways, 16 superheater 
freight engines and 178 all-steel freight cars, and others for the 
Assam-Bengal and the Taff Vale railways. An order for 50 
freight cars for the Royal Siamese State Railways also has been 
transferred to an English firm. 


RaiLway CoNSTRUCTION IN SALVADOoR.—It is reported that work 
on the Salvador section of the International Railways of Central 
America is progressing satisfactorily. The surveys have now 
reached San Salvador and work has been taken up at Santa Ana 
on the same line. The Salvador Railway has continued its 
schedule train service between San Salvador, the capital, and the 
port of Acajutla and from the town of Sitio del Nino to the sec- 
ond city of the republic, a distance of 25 miles. The work of 
reconstructing the branch line from Ateos to Santa Tecla, 
which has not been in operation for several years is nearly com- 
pleted. Another new project is the construction of a line from 
the port of La Libertad to San Salvador and Santa Tecla. This 
concession has already been granted, and it is planned to begin 
work on the road this fall and to complete the construction with- 
in two years. 
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Supply Trade News 





The Warner-Reiss Sales Company, St. Louis, Mo., has re- 
cently been succeeded by the Warlic Heater Manufacturing Com- 
pany of the same city. 


Charles Hyland, for many years foreman boiler maker in 
the Jackson (Mich.) shops of the Michigan Central, has re- 
signed to accept the position of boiler expert with the Flan- 
nery Bolt Company, Pittsburgh, Pa., succeeding Tom R. 
Davis, deceased. 


Charles F. Pierce, formerly in charge of the railroad depart- 
ment of the Ross-Schofield Company, New York, has been ap- 
pointed special representative of the Q & C Company, New 
York, which has taken over the exclusive license and control 
of the Ross-Schofield system of water circulation for locomotive 
boilers for the United States and Canada, as was noted in the 
Railway Age Gazette of last week. 


The Buda Company, Chicago, IIl., has taken over the repair 
link for wrecking chains patented by John E. Buckley, former 
foreman blacksmith of the Illinois Central. This link is of special 
advantage in wrecking equipment where chains are often broken, 
and has been used on the Illinois Central for some time. Tensile 
tests have shown it to be stronger than the other links of the 
chain to which it is attached. This device is illustrated in the 
1912 edition of the M. C. B. Dictionary on page 881. 


The Roberts & Schaefer Company, Chicago, has been awarded 
a contract for the equipment for a 1,000-ton reinforced concrete 
Holmen type locomotive coaling plant at Nashville, Tenn., by 
the Louisville & Nashville. This company also received a con- 
tract from the Louisville, Henderson & St. Louis for the build- 
ing of a 200-ton Holmen type coaling plant with weighing 
facilities at Henderson, Ky. The Illinois Central awarded a 
contract to this firm for a large barge loading plant to be built 
immediately at Harahan Incline, New Orleans. 


The Smith Locomotive Adjustable Hub Plate Company, which 
was recently reorganized, still has its headquarters in suite 
207-8 Commerce building, Pittsburg, Kan., but the personnel 
has been changed and is now as follows: A. J. Sams, presi- 
dent; A. H. McCormick, vice-president, and W. G. Wolfe, sec- 
retary and treasurer. The directors are A. J. Sams, A. H. 
McCormick, W. G. Wolfe, W. O. Van Pelt and C. W. Moore. 
The company is just completing an order for hub plates for 
10 Mountain type locomotives for the Seaboard Air Line, and 
has an order for plates for 20 locomotives for an eastern line. 


The Electric Storage Battery Company, Philadelphia, Pa., 
has supplied 100 type MV-19 “TIronclad-Exide” cells for a 
storage battery locomotive recently put in service at the Water- 
town arsenal, Watertown, Mass. The locomotive was built by 
the Baldwin Locomotive Works. It weighs 50,000 lb., and is 
of standard gage. The one hour performance on level track 
with clean dry rails will be a draw bar pull of 5,950 lb. at a 
speed of approximately two miles an hour based on the average 
discharge voltage of the battery. When hauling a trailing load 
of 100 tons on clean dry rails, the speed will be approximately 
3.75 miles an hour on level track, and approximately 1.7 miles 
an hour on a 3 per cent grade. The maximum draw bar pull on 
level track with sand will be from 12,000 to 14,500 Ib. 


Tom R. Davis, mechanical expert of the Flannery Bolt Com- 
pany, Pittsburgh, Pa., died at his home in Dravosburg, Pa., on 
October 12, 1914, after a long illness. Mr. Davis was born in 
Allegheny City, Pa., on July 13, 1854. He was educated in the 
public schools and began work in 1872 as a machinist apprentice 
in the shops of the Allegheny Locomotive Works (now the 
Pittsburgh plant of the American Locomotive Company). In 
1875 he became a fireman on the Pittsburgh, Ft. Wayne & Chi- 
cago, and in the following year passed his examination for engi- 
neer. In 1877 he became a special salesman for the Crosby 
Steam Gage & Valve Company, Boston, Mass., but left in 
1880 to accept the managership of the Monongahela Manufac- 
‘uring Company at Monongahela City, Pa. In 1883, he re- 
turned to the Crosby Steam Gage & Valve Company and re- 
mained in its employ until 1893 when he became associated 
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with the Garlock Packing Company at Pittsburgh as special 
agent. In 1898 he entered the employ of the Homestead Valve 
Manufacturing Company, leaving that company in June, 1904, 
to become mechanical expert of the Flannery Bolt Company, 
which position he occupied at the time of his death. 


Charles Moulton Gould, vice-president and treasurer of the 
Gould Coupler Company and the Gould Storage Battery Com- 
pany, New York, died at his home at Bayside, Long Island, on 
October 20. Mr. Gould 
had been associated with 
the Gould Coupler Com- 
pany for many years. 
He was born in Buffalo, 
N. Y., on September 7, 
1873, and received his 
education in the public 
schools of that city and 
in De Veaux College at 
Niagara Falls. In 1895, 
shortly after graduation, 
he entered the plant of 
the Gould Coupler Com- 
pany at Depew, N. Y., 
founded by his father, 
Charles A. Gould, now 
the company’s president. 
He served in the works 
for several years and 
had a large share in 
their development and 
the town of Depew 
which grew up around 
them, finally going to the 
New York office as vice-president and treasurer as noted above. 
Mr. Gould was very much interested in yachting, and was a 
prominent member of the New York Yacht Club and the Man- 
hasset Bay Yacht Club. 





a: 


C. M. Gould 





TRADE PUBLICATIONS 


Mine JAcks.—The Buda Company, Chicago, IIl., has recently 
issued bulletin No. 177, illustrating and describing the Buda No. 
502-B and the Buda No. 504-B Ratchet Jacks. 


INSULATING Brick.—The Armstrong Cork & Insulation Com- 
pany, Pittsburgh, Pa., has recently issued a booklet descriptive of 
nonpareil insulating brick for boiler settings. The booklet de- 
scribes the brick, treats of its various merits, illustrates the 
method of application in connection with common brick and fire 
brick, and contains a number of views of actual installations. 


Etectric RAmwLwAy EQuIPMENT.—The Westinghouse Electric 
& Manufacturing Company in connection with the convention 
of the American Electric Railway Association, held at Atlantic 
City on October 12 to 16, has recently issued a half dozen 
interesting pamphlets dealing with electrically operated railway 
lines. Railway Data Exchange No. 10 contains much infor- 
mation pertaining to the operation of street railways, dealing 
more particularly with such subjects as improvements of volt- 
age on interurban lines, effect of voltage on performance of 
motors, cost of stops and trailer operation, etc. Circular 
1549 entitled “Heavy Traffic Centers,” contains several illustra- 
tions of the heavy traffic centers in various large cities through- 
out the country where surface lines are equipped with Westing- 
house apparatus. Circular No. 1550 deals with the company’s 
1,500-volt Direct Current Sub-station Equipment, and gives de- 
scription of a number of different roads throughout the coun- 
try which are using this apparatus. Circular No. 1546, “Train 
Operation for City, Suburban and Interurban Service,” con- 
tains a number of illustrations with brief notes showing the 
advantages to be derived from the use of multiple unit trains. 
Following its usual custom, the company has this year issued 
Progress Leaflet No. 1552, in which is outlined the progress 
made by the company in electric railway apparatus. Among 
the items included this year are the Philadelphia Terminal elec- 
trification of the Pennsylvania Railroad; the electrification of 
the Bluefield Division of the Norfolk & Western; the recent 
addition to the New York, New Haven & Hartford and a num- 
ber of other steam railroad electrifications and surface, ele- 
vated and subway lines in cities both at home and abroad. 
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ALABAMA Roaps (Electric).—We are told that the Allentown 
Power Company, Decatur, Ala., has under consideration the 
question of building a line from a point on the projected Flor- 
ence & Huntsville south to Decatur, about 15 miles. C. F. 
Thompson, president, Birmingham. 


CANADIAN Roaps Etectric.—At a recent election, a by-law was 
carried in eleven municipalities, authorizing their respective 
councils to enter into contracts with the Hydro-Electric Power 
Commission of Ontario for the construction of a proposed line 
from Toronto, Ont., north to Newmarket, thence east to Port 
Perry, to be known as the Hydro-Electric Municipal Railway. 
F. A. Gaby, Toronto, chief engineer of the Hydro-Electric Com- 
mission. 

The Hydro-Electric Power Commission of Ontario has been 
asked to make a report on a proposed electric line to be built 
in Ontario from a point on Georgian bay, through Guelph to 
Hamilton and to the Niagara peninsula. Mayor Carter of 
Guelph is quoted as saying that the line would be built. 


Carotina, ATLANTIC & WesTERN.—Track laying on the Charles- 
ton Northern, which is building from Andrews, S. C., south to 
Charleston, 57 miles, is nearing completion, it is said, and the 
bridges over the Santee and the Cooper rivers are expected to be 
finished so that the line can be opened for operation about No- 
vember 1. A brick and stone passenger station has been completed 
at North Charleston, and work is nearing completion on brick 
freight terminals at the foot of Society street in Charleston. 
W. R. Bonsal, president, Hamlet, N. C. (May 8, p. 1055.) 


CHARLESTON NorTHERN.—See Carolina, Atlantic & Western. 


Cuerry River SouTHERN—This company, which was incor- 
-porated last year to build a line in West Virginia, has completed 
the permanent survey, it is said, from Curtin in Nicholas county, 
W. Va., to Bay’s Ferry, about 30 miles. It is expected that con- 
tracts will be let in the near future for carrying out the work. 
The proposed route is along the Gauley river and Hominy 
creek, also Angling creek to Meadow river, thence along that 
stream. The line is to be built to develop coal and timber lands. 
The incorporators include S. W. Richey, Cincinnati, Ohio; 
H. L. Kirtley; G. McClintic and W. G. Mathews, Charleston, 
W. Va. (December 5, p. 1099.) 


HIAWASSEE VALLEY.—This company, which was organized last 
year, to build a 35-mile line, has given the general contract to 
R. L. Herbert, it is said, and a sub-contract for work on four 
miles near Andrews has been given to T. McFarland, Knoxville, 
Tenn. The plans call for building from Andrews, .N. C., on the 
Southern Railway, southwest via Marble to Peach Tree, thence 
southeast via Hayesville to Hiawassee, Ga., 35 miles. R. E. 
Mason is superintendent of construction, and C. N. Matone, 
Asheville, is said to be interested. 


NiacaraA River & Eastern.—Incorporated, in New York, to 
build a 20-mile line from Lockport, N. Y., west to the Niagara 
river. The company plans to use both steam and electricity as 
the motive power. The incorporators include F. A. Dudley, 
Niagara Falls; F. C. Conant, Buffalo, and C. Hickey, Lockport. 


Norrnern Paciric—This company has awarded a contract to 
W. J. Hoy Co., St. Paul, Minn., for grade separation work in 
Spokane, Wash. The work extends from Hilliard street west to 
Sixth avenue, a distance of two miles through the central portion 
of the city. For a large portion of the distance six tracks will be 
maintained. There are 19 separate street crossings where bridges 
will be required. Most of these will be of reinforced concrete. 
For a distance of about 15 blocks the fill for tracks between 
streets will be enclosed on all sides by concrete retaining walls 
of the gravity type. The average height will be 17 ft. from 
ground level to base of rail. The work will include new con- 
crete concourses, stairways, etc., at the depot. The approximate 
quantities of material used are 80,000 cu. yd., plain concrete, 
17,000 cu. yd., reinforced concrete and 120 tons reinforcing steel. 
Steel work and grading is not covered by the present contract. 


Parker & Covorapo River (Electric)—A franchise has been 
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given to this company by the Department of the Interior, it is 
said, to build an electric line through the Colorado River Indian 
Reservation. The projected route is from Parker, Ariz., south 
to a point near Ehrenberg, where a ferry is to be established to 
receive freight from Palo Verde Valley, Cal. Grading for the 
railway is to be started at once. W. H. Tharpe, Parker, Ariz., 
is interested. 


Quincy & Hamitton.—Incorporated in Illinois with $500,000 
capital and headquarters at Hamilton, Ill. The plans call for 
building from Quincy, Ill, north to Hamilton, about 35 miles. 
The incorporators include C. S. Carscalion, New York; C. D. 
Warren, Toronto, Ont.; C. H. Petsche, St. Paul, Minn.; E. D. 
Parmelee, Chicago, and E. W. Wood, W. H. Orr and R. Wal- 
lace, Hamilton, Ill. 


Texas Roaps.—Plans are being made to build a railway from 
Austin, Tex., northwest to Big Springs, about 275 miles. The 
construction work will probably be started early next year. 
John D. Kinney, Austin, is back of the project. 


RAILWAY STRUCTURES 


Ga.iup, N. M.—The Atchison, Topeka & Santa Fe is preparing 
preliminary sketches for a combination station and hotel to be 
built at Gallup, N. M. This building will be of reinforced con- 
crete with a brick facing construction. It will be 220 ft. by 140 
ft. and two stories high. 


Granp Canyon, Ariz.—The Atchison, Topeka & Santa Fe is 
preparing plans for a new hotel to be built at Grand Canyon, 
Ariz. The building will be of wood and will have a log house 
appearance. It is 180 ft. by 162 ft. in area and two stories high. 
Bids will soon be received by G. W. Harris, chief engineer of 
the Atchison, Topeka & Santa Fe Coast Lines, Los Angeles, 
Cal. It is planned to have this hotel completed in time to accom- 
modate the tourists to the Panama-Pacific Exposition in 1915. 
The approximate cost will be $65,000. 


New Lonpon, Conn.—An officer of the New York, New 
Haven & Hartford writes that a contract for improvements in 
the vicinity of the Thames river bridge, west of Hallam street, 
New London, and across Winthrop cove, has been let to Ryan 
& Keon, Boston, Mass. The work consists of a concrete culvert 
and fill across the cove in place of the existing timber trestle, 
together with certain street changes. Plans for the Thames 
river bridge have not yet been completed.. 


NortH Toronto, Ont.—The Railway Commission of Canada 
has issued an order for the removal of the grade crossing at 
Yonge street, in North Toronto. This is to be accomplished 
by the construction of a subway for highway traffic under the 
railway tracks of the Canadian Pacific. 


PHILADELPHIA, Pa.—Mayor Blankenburg has signed an or- 
dinance, authorizing the city officers of Philadelphia to enter 
into an agreement with the Pennsylvania Railroad for the elimi- 
nation of the grade crossing and elevation of the company’s 
tracks on Lehigh avenue, Philadelphia. The estimated cost of 
the work is $300,000 for construction and $160,000 for right of 
way. It is expected that this work will be placed under contract 
in the near future. 


Sr. Paut, Minn.—Plans have been made, it is said, for build- 
ing a new single track bridge over the Mississippi river at St. 
Paul, to be used by the Chicago, St. Paul, Minneapolis & Omaha 
and the Chicago, Milwaukee & St. Paul. It is understood that 
work on the new structure will be started during the coming 
winter. 


Sout Ampoy, N. J.—An officer of the Raritan River Railroad 
writes that this company will build a steel and concrete bridge 
io have three spans each 30 ft. long, and a height of 30 ft. over 
Washington avenue at South Amboy. The railroad company will 
carry out the work with its own forces. The estimated cost is 
$9,000. 


WILKESBARRE, Pa.—The Public Service Commission of Penn- 
sylvania has approved plans for a viaduct at Kidder street in 
Wilkesbarre. The city officers are directed to enter into a con- 
tract with the various railroads. The city is to pay 40 per cent 
of the cost, the Lehigh Valley 25 per cent, and the Central of 
New Jersey and the Delaware & Hudson each 17.5 per cent- 
The improvements will cost about $87,000. 
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CENTRAL VERMONT.—This 


company, the Grand Trunk’s New 
England Line, operates a inain line from New London, Conn., 
to Montreal, Que., with branches to Rouses Point, Vt., Water- 
loo, Que., etc., which bring the total mileage to 536 miles. In 
the fiscal year ended June 30, 1914, the road had gross oper- 
ating revenue of $4,500,111 as compared with $4,577,590 in 
1913. There was an increase in the freight revenue of $72,591 
to $3,030,773, but the passenger revenue, on the other hand, 
decreased $112,616 and was $1,150,247. Operating expenses 
increased from $3,658,247 to $3,946,074, largely because of in- 
creased maintenance of way expenses due to the severe witter 
and because of increased charges for maintenance of equip- 
ment. The net operating revenues, accordingly, decreased from 
$919,343 to $554,038. In 1913 there was a net deficit of $9,796. 
in the fiscal year 1914, however, the company earned but $492,- 
994 with which to pay fixed charges of $752,252, and had to 
draw upon the Grand Trunk under the latter’s guarantee for 
the difference, $259,258. In 1914 the Central Vermont car- 
ried 4,187,550 tons of freight as compared with 4,323,512 tons 
in 1913—the total ton mileage being 331,141,087, as against 
318,758,408 ton miles. The earnings per ton per mile fell from 
9.3 mills to 9.2 mills. It was figured that the expenses per ton 
per mile were 7.9 mills and 7.7 mills respectively, the net earn- 
ings thus being 1.3 mills per ton mile in 1914 and 1.6 in 1913. 
The number of passengers carried on the other hand was 
1,840,922, as compared with 2,115,889 in 1913. The earnings 
per passenger mile decreased from 2.32 cents in 1913 to 2.30 
cents in 1914. The expenses per passenger mile, figured at 
2.63 and 2.20 cents respectively, thus left a net loss per pas- 
senger mile of 3.3 mills in 1914, as against net earnings of+1.2 
mills in the previous year. At the end of the year there was 
cash on hand of $246,331, and loans and bills payable of 
$5,881,978. 


Cuicaco, Rock IsLanp & Paciric.—Judge Mayer, in the United 


States district court, has granted a temporary stay in the sale 
of the Railway company stock pending an appeal from his 
decision refusing to grant a postponement of the sale. This 
was at the request of the protesting minority bondholders, who 
are headed by N. L. Amster. 


DututH, SoutH SHoreE & ATLANTIC.—This company, operating 


628 miles, in the fiscal year ended June 30, 1914, had a net 
loss, after the payment of expenses, rentals, taxes and interest 
of $550,989, as compared with a similar net loss of $537,520 
in 1913. The Duluth, South Shore & Atlantic is controlled by 
the Canadian Pacific. [ts main line, 409 miles in length, runs 
from Sault Ste. Marie, Mich., where it makes connection with 
the Canadian road, west along the southern shore of Lake 
Superior to Superior. There are also important branches to 
St. Ignace (43 miles) and to Houghton (48 miles). In 1914 
the road earned freight revenue per mile of road of $3,335 
and passenger revenue per mile of road of $1,948, as compared 
with $3,597 and $1,738 respectively in 1913. The total freight 
revenue in 1914 was $2,091,597, of which $204,403 was from the 
carriage of iron ore. As compared with 1913, there was a de- 
crease in earnings from ore traffic of $65,432, but this was 
partly offset by increased traffic in forest products and other 
commodities. The ton mile rate in 1914 was 8.04 mills, as 
against 8.65 mills in 1913, the total ton mileage carried being 
260,289,207, as against 260,406,913. The average receipts per 
passenger mile in 1914 amounted to 2,449 cents, and in 1913 
to 2.460 cents. The average haul per ton of freight increased 
from 75.37 miles to 80.93 miles; and the average trainload of 
revenue freight was increased from 245 to 269 tons. The 
company has paid no dividends for several years, and its net 
loss this year is the greatest for some time. On June 30, 1914, 
the company had on hand cash to the amount of $32,204. At 
the same time it had working assets of $1,232,888 and working 
liabilities of $12,704,731; $950,000 of the latter representing 
loans and bills payable, $8,033,635 matured interest unpaid and 
$3,000,000 matured income certificates unpaid. 


Hocking VALLEY.—The Public Utilities Commission of Ohio has 





approved of an issue of $4,000,000 6 per cent one-year notes 
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dated November 2, 1914, to be sold at not less than 9734, the 
proceeds te be used to refund $4,000,000 5 per cent notes ma- 
turing November 1, 1914. 


NATIONAL Raitways or MeExico.—J. J. Hanauer and H. H. 


Wehrhane have been elected members of the New York board 
of directors, succeeding Felix M. Marburg and James H. 
Perkins, resigned. The executive committee of the company 
is now as follows: Carlos Bassave, Luis Cabrera, Modesto 
Rolland, Elia S. de Lima and Rafael Nieto. 


SEABOARD AiR Line.—The regular quarterly dividend of 1 per 


cent on the preferred stock has been passed because of gen- 
eral industrial conditions. The company has outstanding $23,- 
894,100 preferred stock, and has been paying dividends at the 
regular rate of 4 per cent on this stock for a year. 


Totepo, St. Louis & Western.—W. L. Ross, president, has been 


appointed receiver on the application of creditors of the road. 
In regard to the receivership The Wall Street Journal says: 

“Not long after the Rock Island people tired of holding it 
and in 1907 D. G. Reid, with characteristic facility, sold the 
Alton to the Clover Leaf, then under control of Edwin Hawley 
and his associates. In this transaction the Clover Leaf ac- 
quired $14,420,000 Alton common and $6,380,000 preferred, 
giving in exchange $6,480,000 series A 4 per cent bonds and 
$5,047,000 series B bonds to bear 2 per cent interest to July 31, 
1912, and 4 per cent thereafter. 

“In the year of this sale Alton paid 4 per cent on its pre- 
ferred stock and 4 per cent on the prior lien participating pre- 
ferred stock. In the tollowing year an initial dividend of 1 
per cent was paid on the common, 4 per cent orf the preferred 
and 5 per cent on the prior lien stock, and subsequently divi- 
dends went up and down as follows: 1909, common, 4; pre- 
ferred, 4; prior lien, 8; 1910, common, 2; preferred, 4; prior 
lien, 6; 1911, common, 0; preferred, 2; prior lien, 4, 1912, 2 on 
the prior iien and none on the others; none on any of them 
since. 

“Inability of the Alton to maintain its dividends obliged 
the Clover Leaf in 1911 to pass the 4 per cent dividend on its 
preferred stock which had been paid regularly from 1907 to 
October, 1911. No dividend has been paid on the preferred 
since that time. The burden of carrying the Alton bag was too 
onerous. 

“Clover Leaf has outstanding $9,995,000 common and $9,- 
952,000 preferred. In addition to the bonds secured by the 
Alton stock the company has outstanding $9,550,000 prior lien 
mortgage 314 per cent bonds due in 1925, $6,500, first mort- 
gage 4 per cent bonds due in 1950 and redeemable after 1925 
and about $1,000,000 equipment notes. 

“The company defaulted interest on its series A and B gold 
bonds, secured by Alton stock, August 1, and a bondholders’ 
protective committee was formed to protect their interest. 
This committee has been working on various plans to meet the 
situation, but to date has not arrived at any final conclusion. 
One suggestion was to make the bonds income bonds, and an- 
other contemplated the bondholders exchanging their holdings 
for Alton stock and a proportion of Clover Leaf stock. This 
last, it is said, was not seriously considered. 

“By the terms of the bond issue, ninety days must elapse 
after the date of the interest default before any legal action 
can be taken by bondholders. The committee, including for- 


. eign holdings promised, but not delivered, has had deposited 


with it about 80 per cent of the outstanding bonds. 

“For the fiscal year ended June 30, last, Clover Leaf showed 
a total income of $1,213,545 to apply to charges as compared 
with $1,150,561 the year preceding, when the surplus after 
charges was $63,762. In the year ended June 30, 1914, a de- 
ficit was shown, because of heavier charges due to the sale 
direct to car manufacturers during the year of about $1,000,000 
equipment notes. 

“Clover Leaf paid par for the $6,480,000 Alton preferred stock 
owned and $35 a share for the $14,420,000 par value common 
stock, paying in bonds. Alton preferred was quoted at 12, 
when the market closed last July and the common at 9. Thus, 
the investment in the preferred, which cost $6,480,000, is now 
worth only $777,600 at market prices, and the common, which 
cost $5,047,000, would be worth $1,297,800 on the same basis. 

“Tt is not believed that the Clover Leaf interests would be 
at all loath to part with the Alton investment.” 





/ 








[ ADVERTISEMENT. ] 


OFFICE OF 
CHAIRMAN OF THE Boarp oF DrReEcrors. 





New York, September 15, 1914. 
To the Stockholders of the 
St. Louis Southwestern Railway Company: 

The Twenty-third Annual Report of your Company, for the fiscal year 
ended June 30, 1914, is herewith presented. 

Detailed exhibits showing the traffic and operating results for the year, 
and the financial and physical condition of the property at the close of the 
year, will be found in the accompanying report of the President. 

The physical condition of the property has been well maintained and sub- 
stantially improved by additions and betterments to the roadway and track 
(the treasury having been only partially reimbursed for such expenditures 
by the issuance of First Terminal and Unifying Mortgage Bonds), and 
also by the acquisition of additional rolling stock, mainly under equipment 
trust agreements, the deferred payments thereunder extending over a 
period of ten years from the dates of the agreements. Expenditures for 
additions and betterments to roadway and track and for terminal facilities, 
aggregating the sum of $522,721.06, have been advanced from the treasury, 
for which it has not yet been reimbursed, and which expenditures remained 
unfunded at the close of the year. 

It is appropriate to state that, under existing Government regulations, 
carriers are unable to obtain reimbursement in full for expenditures made 
for additions and betterments to property. Bonds for additions and better- 
ments can only be issued for the actual expenditures, excluding discount on 
the bonds as a charge against the property, and your company has not 
been able to dispose of its bonds and equipment trust obligations at par, 
thus making it necessary for it to assume and pay the discount on such 
securities. During the past five years the discount on funded debt charged 
off against ‘Profit and Loss” amounted to $2,276,249.76. In addition to 
this, it may be stated, as a matter of information, that equipment trust notes 
issued to acquire equipment represent only partial payment for the equip- 
ment, as the trust agreements, by their terms, require initial cash payments 
of about 15% of the value of the equipment; initial cash payments of this 
character during the past five years aggregated the sum of $921,027.40, 
which was paid out of current funds. There has also been paid out of the 
treasury, from current funds, on account of equipment trust notes matured 
during the past five years, the sum of $1,046,892.78—these payments having 
served to reduce the book liability on account of such notes. Thus, it 
will be noted, a large portion of the expenditures for additions and better- 
ments to roadway and track and for additional equipment has not been 
capitalized. : 

ear company has no floating debt. At the close of the fiscal year its 
current assets were largely in excess of its current liabilities, as fully set 
forth in Exhibit “N” to be found on pages 38, 39 and 40. : 

Exhibit ‘‘(O” on page 41 furnishes, in a condensed form, an analysis of 
all resources; showing, also, how the same were applied during the fiscal 


year. 
CAPITAL STOCK. 


No change has been made in the capital stock of your company during 


the current fiscal year. 
. FUNDED DEBT. 
As shown by the condensed balance sheet, the funded debt has been in- 
creased $4,345,000.00 explained as follows: 
First Terminal and Unifying Mortgage Bonds issued: 
For reimbursement of treasury on account of expenditures 
for additions and betterments made by the St. Louis 
Southwestern Ry. Co., and advances made to Propri- 


etary, Affiliated and Controlled Companies, covering 
similar expenditures made by them to December 31, 
1913, viz.: 
St. Louis Southwestern Ry. Co.......... $605,603.80 
St. Louis S-W. Ry. Co. of Texas........ 718,396.20 
Dallas Terminal Ry. & U. D. Co......... 158,000.00 $1,482,000.00 


To acquire a like amount of First Refunding and Exten- 
sion Mortgage Bonds of the Gray’s Point Terminal Ry. 
Co 





i ee SE RES EDEN SE SADLER ROSE DRERS Da SSS bESESA SS E05 < 125,000.00 
To acquire a like amount of First Mortgage Bonds of the 
Stephenville North and South Texas Ry. Co.......... 184,000.00 
Equipment Trust Obligations issued: : 
Series—Special Equip. Trust with The Phila. 
Trust, Safe Deposit and Ins. Co., dated 
June 1, 1913, covering: 
3 Steel underframe dining cars.... ] 
2 Steel underframe parlor cars.... 
200 Corea cares steel underframe $660,000.00 
10 Consolidation locomotives ....... 
10 Ten-wheeled locomotives ... 
Series “D” with U. S. Trust Co. of i Ms 
dated February 1, 1914, covering: 
205 Gen’l service steel frame coal cars ) 340,000.00 
8 Gas-electric motor cars ........ f waded 
Series “E” with Guaranty Trust Co. of 
N. Y., dated April 1, 1914, covering: 
1500 Steel arene - SS | 
400 Steel underframe flat cars... = 
100 Steel underframe and steel frame [ 1,700,000.00 
COal CATS 2. cvccscvesccrccccccs 
oS een eer iii So Pare ee eet | $2,700,000.00 
Deduct: 
Equipment Trust Obligations matured and 
paid during year: * 
Series—-Penn. Co. for Insurances 
on Lives and Granting Annui- 
Bik. in onacemasespanesesesese $34,000.00 
Series “A” with U. S. Mort. and 
Trust Co. of N. Y........- _.+ 46,000.00 
Series—Special Equip. Trust with 
The Phila. Trust, Safe Deposit 
me ae o ere 66,000.00 146,000.00 2,554,000.00 
Wet increase, this year. ...-...cccoccscscsseseces $4,345,000.00 
The issuance of the securities. as above shown, was authorized, after full 


hearing, by the Public Service Commission of the State of Missouri. 


ANNUAL REPORTS 


ST. LOUIS SOUTHWESTERN RAILWAY CO. 







BONDS IN COMPANY’S TREASURY—UNPLEDGED. 
Your company holds in its treasury, unpledged, the followi ‘tgage 
bonds, subject to future sale or other Geekaitinn: eae 
St. Louis Southwestern Railway Company: 





First Term. & Unifying Mtg. Bonds—5% ar value..... 2,756,000.00 
Southern Ill. and Mo. Bridge Company: we 9 $ eg 
First Mortgage Bonds—4%—par value............ee000- 600,000./ 4 

Paragould Southeastern Ry. Co.: ° 
First and Ref’g Mtg. Bonds—5%—par value............ 511,000.00 
RT TS ee RON FAC ene a $3,867,000.00 





PARAGOULD. SOUTHEASTERN RAILWAY COMPANY—LEASE. 


Effective January 1, 1914, the railroad and property of the Paragouli 
Southeastern Railway Company, a line beginning at a point in Paragould, 
Greene County, Arkansas, where it connects with the track of the St. Loui- 
Southwestern Ry. Co., and thence extending in an Easterly direction 
distance of 8.84 miles in Greene County, Arkansas, 20.46 miles in Dunkli: 
County, Missouri, and 7.96 miles in Mississippi County, Arkansas, to the 
City of Blytheville, Arkansas, having a total main track mileage of 37.26 
miles, was leased by the St. Louis Southwestern Ry. Co., for a period 
of thirty years, and on and after that date was merged with, and operated 
as a_part of your company’s lines. This lease was duly authorized by 
the Boards of Directors of both companies and approved by the Public 
Service Commission of the State of Missouri, in its order dated Decembe: 
15, 1913. Your company has acquired all of the stock ($100,000 par value) 
and all of the bonds ($511,000 par value) issued by the Paragould South: 
eastern Ry. Co., which securities are now held in the treasury, unpledged. 


DIVIDENDS ON PREFERRED STOCK. 


Three quarterly dividends, aggregating 214%, were declared by the 
Board during the fiscal year, payable as follows: 1% on October 15, 1913, 
1% on January 15, 1914, and % of 1% on April 15, 1914. No dividend 
was declared for the last quarter of the fiscal year, as the Board did not 
feel justified in approving a dividend for that period in view of the results 
from operations and prevailing financial conditions. 





William Hickok Taylor, Senior Vice-President and Director, died sud 
denly on February 7, 1914. The great loss sustained by your compar\ 
and his associates was expressed by the Board of Directors in a resolutio. 
unanimously adopted at a special meeting, held on February 13, 1914, a 
copy of which will be found on page 6 of this report. 





The Board acknowledges its appreciation of the faithful and efficient 
services of its officers and employes during the fiscal year under review. 
For the Directors, 
EDWIN GOULD, 


an Chairman. 
“COTTON BELT ROUTE” 
ST. LOUIS SOUTHWESTERN RAILWAY CO. 


OFFICE OF THE PRESIDENT. 


St. Louis, Mo., September 1, 1914. 
Mr. Epwin Gou_p, salle loan 
Chairman of the Board of Directors: 
Dear Sir:— 

I submit herewith the Annual Report of the Company for the fisc:! 
year ended June 30, 1914, showing the results from operation during the 
year and the financial and physical condition of the property at the close 
of the year. 

During the year the average main track mileage operated was 1,734.9 
miles, an increase of 125.6 miles over the preceding year. The main track 
mileage operated at the close of the fiscal year, June 30, 1914, was 1,753.8 
miles, an increase of 145.3 miles over the main track mileage as of June 30. 
1913, which is due to_acquisition, through leases, of the Stephenville North: 
& South Texas Ry. Co., 106.9 miles, and the Paragould Southeastern Ry. 
ce od miles, and adjustment of mileage figures heretofore used, of 
-1 miles. 

A detailed exhibit of the mileage operated on June 30, 1914, showing 
main line and branches separately, as well as mileage in each of the states 
through which the company operates, will be found in table No. 1 of the 
appendix to this report. 

In the condensed comparative statement, immediately following, will be 
found the financial results from operation for the year ended June 30, 1914. 


FINANCIAL RESULTS FROM OPERATION—ENTIRE SYSTEM. 
INCOME STATEMENT FOR FISCAL YEAR. 

















+ Increase. 
Year ended Year ended —Decrease. 
ITEM. June 30, 1914. June 30, 1913. This Year. 
AVERAGE MILES OPERATED...... 1,734.9 1,609.3 + 125.6 
RAILWAY OPERATING IN- 
COME: 
Ratt OPverATIONS: 
BPP NNER? cis saw w sna senes $12,744,555.24 $13,296,949.59 —$ 552,394.35 
ee ee ee 9,767,717.12  9,215,796.90 + 551,920.22 
Net Revenue ..........00. $ 2,976,838.12 $ 4,081,152.69 —$1,104,314.37 
OvuTsIpE OPERATIONS: : 
REVENUES Gauge cnkioensnwns $ 47,349.20 $ 43,971.15 +$ 3,378.05 
MEEPS abel esswhaw cu 66,083.49 56,610.21 + 9,473.28 
ee $ 18,734.29 $ 12,639.06 +$ 6,095.23 
Net Railway Operating Rev- a 
EE Daca sxsks cane nus ax $ 2,958,103.83 $ 4,068,513.63 —$1,110,409.80 
Rattway Tax ACCRUALS....... 601,886.34 468,697.19 + 133,189.15 





Railway Opérating Income...$ 2,356,217.49 $ 3,599,816.44 —$1,243,598.95 








OTHER INCOME .osccssesce 998,668.36  1,044,324.53 — 45,656.17 
GROSS TNGOME, .nisecccnscce $ 3,354,885.85 $ 4,644,140.97 —$1,289,255.12 
DEDUCTIONS FROM GROSS 

RUIRMORENG: oiresncveuy coun buns 3,019,114.93  2,757,949.93 + 261,165.00 
IncoME BALANCE TRANSFERRED j 

To CREDIT OF PROFIT AND 

DOME oo ash cache cctasnkaee $ 335,770.92 $ 1,886,191.04 —$1,550,420.12 








OctoserR 30, 1914 











PROFIT AND LOSS STATEMENT. 
-+Increase. 
Year ended Year ended —Decrease. 
_IteM. June 30, 1914. June 30, 1913. This Year. 
CREDITS: 
Credit Balance (at beginning of 
fiscal DRKOG) Ss0%6-60.0 0:00 00 63-0 $ 4,873,538.91 $ 4,402,584.80 +$ 470,954.11 
Credit Balance transferred from 
Seu rahe cue baa esn ee ves 335,770.92  1,886,191.04 — 1,550,420.12 
Miscellaneous Credits ......... 57,809.40 15,350.93 + 42,458.47 
MANE Secnaw ae pis eiceate $ 5,267,119.23 $ 6,304,126.77 —$1,037,007.54 
DEBITs: 
Dividend Appropriations of Sur- 
lus: 
On Preferred Capital Stock, 
not held by Co., $19,893,- 
650.00, Current year 244% 
—Preceding year 5%...... $ 497,341.25 $ 994,682.48 —$ 497,341.23 
Appropriations of Surplus for 
Additions and Betterments... 163,110.61 — 163,110.61 
Funded Debt Discount Extin- 
guished through Surplus..... 72,040.76 220,110.00 — 148,069.24 
Loss on Retired Road and 
Equipment—Road .......... 11,315.40 9,926.23 + 1,389.17 
Loss on Retired Road and 
Equipment—Equip’t ........ 210,495.92 33,659.34 + 176,836.58 
Miscellaneous Debits: 
S. N. & S. T. Ry. Co., Gen’l a 
Acc’t written off.....5.+++ 550,620.47 saseccenee + $50,620.47 
P. S-E. Ry. Co., Gen’l Acc’t 
MUMMMN DONE Guscanceesnes cx 43,977.94 ‘a tiee ate 43,977.94 
tere, TENS 55 05:5. 0:0'6 6:0 ieee 41,418.35 9,099.20 + 32,319.15 
Balance, Credit, Carried to Gen- 
eral Balance Sheet.......... 3,839,909.14  4,873,538.91 — 1,033,629.77 
MN eons signa arate eee neces $ 5,267,119.23 $ 6,304,126.77 —$1,037,007.54 


OPERATING REVENUES. 

The total operating revenues for the current fiscal year amounted to 
$12,744,555.24, a decrease of $552,394.35, or 4.15% compared with the pre- 
ceding year. On page 26, Exhibit ‘‘A,” will be found a statement giving the 
detail of total operating revenues by the several revenue accounts. 

Freight revenues decreased $569,346.42 or 5.77%. The general depres- 
sion in business which prevailed throughout the entire country, in con- 
nection with unfavorable weather conditions in the southwest territory, 
adversely affected the freight traffic movement on these lines. Droughts, 
floods and early frosts occurred at intervals during the year, resulting 
in an almost complete failure of the fruit and — crops in Eastern 
Texas and a decreased yield of other products of agriculture. The _ton- 
nage of lumber, and other forest products, which constitutes a_ large 
percentage of the company’s traffic, decreased 11.47% as compared with 
the preceding year. ; 

Passenger revenue increased $43,374.50 or 1.66%, which is attributable 
principally to an improved local passenger movement in Texas. The re- 
duction in passenger rates in Missouri and Arkansas, following the decisions 
of the United States Supreme Court on June 16, 1913, resulted in a sub- 
stantial decrease in the company’s revenue. The volume of travel in those 
States shows its usual normal increase, due to the natural growth and 
development of the country, and had the rates inhibited by the Supreme 
Court decisions prevailed during the year, the company would have enjoyed 
a very material increase in its passenger revenue. ‘The estimated loss to 
the company during the year by reason of the reduced passenger rates 
resulting from these decisions, is $340,000.00. 

A decrease in express revenue of $18,470.65 or 6.18% resulted from an 
enforced reduction in express rates effective February 1, 1914, and to the 
inroads made on the express business by the Parcels Post. 

Non-transportation miscellaneous revenue decreased $45,527.42 or 75.06%, 
which is explained by the abnormally large receipts in the preceding fiscal 
year, for detouring trains of other carriers over this line during the high 
water troubles in the spring of 1913. 

OPERATING EXPENSES. 

During the fiscal year ended June 30, 1914, the total operating expenses 
show an increase of $551,920.22, or 5.99%, as compared with the preceding 
year, The per cent of expenses to revenues was 76.64 as against 69.31% 
for the preceding year, or an increase of 7.33%. 

Notwithstanding the loss of revenues and the further burdens imposed 
by the steady increases, from year to year, in the railroad’s “cost of living,” 
on account of the increased cost of supplies, increased wages, and the flood 
of anti-railroad legislation, the management has felt in duty bound to main- 
tain the property to the high standard demanded for safe and efficient 
operation. 

The principal increase in operating expenses was due to the large outlay 
for heavy repairs and renewals of Recighe-trein cars, made necessary, in a 
large measure, by the age of such cars, as indicated by the general account 
“Maintenance of Equipment.” 

In accordance with the rules prescribed by the Interstate Commerce Com- 
mission effective July 1, 1907, there has been included in ‘‘Maintenance of 
Equipment,” during the current fiscal year, and also during the preceding 
six years, adequate charges for depreciation and obsolescence, based on the 
average life of the equipment. 


e general operating expense accounts show increases and decreases, 

as compared with the preceding year, as follows: 
Maintenance of Way and Structures........ Increase $ 20,551.35 or 1.08% 
aintenance of Equipment.............+e0- Increase 416,310.59 or 18.76% 
MOST MORNE Goa, 20550 4d sins MRR Oe ew TE Decrease 3,092.39 or 0.61% 
Transportation Expenses .........sseeeeees Increase 77,315.46 or 1.91% 
General Expenses ..........0+-eeeee+eeeeceImerease 40,835.21 or 7.44% 


In Exhibit “B,” on pages 28 and 29, will be found a comparison of 
operating expenses in detail, by primary, as well as by general accounts. 
TRAIN AND CAR LOADING. 
The following tables show the average load per freight train and per 
loaded freight car for the past ten years. 
Average load, in tons, per loaded car (including company material). 


Year ended St. L. S-W. Ry. Co. 

June 30. St. L. S-W. Ry. Co of Tex. Entire System. 
1905 18.19 15.54 17.43 
1906 18.79 16.63 18.13 
1907 19.01 17.06 18.40 
1908 19.25 17.34 18.69 
1909 17.84 16.67 17.49 
1910 18.58 16.89 18.14 
1911 18.78 17.30 18.32 
1912 18.02 16.44 17.54 
1913 18.36 16.44 17.78 
1914 18.22 16.19 17.62 
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Average load, in tons, per train (including company material). 
Year ended St. L. S-W. Ry. Co. 


June 30. St. L. S-W. Ry. Co. of Tex. Entire System. 
1905 385.02 177.33 295.50 
1906 415.15 194.49 315.06 
1907 425.92 202.81 323.35 
1908 407.61 189.99 311.19 
1909 394.23 190.34 301.61 
1910 434.16 196,27 326.11 
1911 423.70 200.04 320.16 
1912 447.25 211.19 340.58 
1913 461.11 214.50 349.49 
1914 455.14 199.32 337.65 


RATE LITIGATION, 

In the annual report for the preceding year reference was made to the 
decision of the Supreme Court of the United States, on June 16, 1913, 
adversely affecting the passenger and freight tariffs of this company and 
other carriers operating in Missouri and Arkansas. In pursuance of this 
decision both the Missouri and Arkansas rate cases were remanded to the 
respective district courts, with instructions to dismiss the bills therein 
without prejudice. r 

In the Missouri rate case, the United States District Court for the 
Western District of Missouri dismissed the complaint and refused to appoint 
a Master in Chancery to hear the claims for alleged overcharges on intra- 
state traffic. The Attorney General of Missouri, in the name of the State, 
thereupon instituted suits against all carriers involved, seeking to recover 
the alleged overcharges both on freight rates and passenger fares, covering 
intra-state business, during the pendency of the injunction. 

In the Arkansas rate case, the United States District Court for the 
Eastern District of Arkansas appointed a Special Master in Chancery to 
hear and report upon all claims for alleged overcharges on intra-state traffic, 
during the time the rates were enjoined, and fixed a time within which the 
claims should be presented. A large number of claims have been presented 
to the Master, who is now engaged in investigating the same, but he has 
not yet made a report to the Court. 

The reduction in the intra-state tariffs has forced a reduction in inter- 
state tariffs, but the carriers will avail themselves of all proper means to 
secure a restoration of the tariffs previously in effect, or an increase in the 
present tariffs. In view of the expressions of the Interstate Commerce 
Commission relating to passenger fares, in its recent decision in the matter 
of the application of the Eastern lines for a 5% increase in freight rates, 
a petition has been presented to the Interstate Commerce Commission, 
which, if granted, will enable the carriers to increase inter-state fares in 
Missouri and Arkansas, and favorable action on this petition is anticipated. 
Negotiations are also pending with the Missouri Public Service Commission 
looking to an increase in Missouri intra-state passenger fares, and altogether 
the outlook for increased passenger fares is now more favorable than at 
any time since the United States Supreme Court’s decision referred to 


was rendered. 
AGRICULTURAL AND INDUSTRIAL. 

During the current fiscal year, the agricultural development work has 
been continued along educational lines, including the improvement of home 
and living conditions, the methods of saving the waste products of the 
farms, the improvement of breeds of live stock and better cultural methods 
in growing of farm crops. In certain well adapted sections the dairy 
industry has been encouraged and special attention given to the matter of 
saving feeds for feeding live stock during the Winter months. As a 
result of this company’s efforts, and those of the agricultural experiment 
stations, the Government Farm Demonstration Service, and the agricultural 
press, the farmers of the southwest have begun to adopt the silo as a means 
of preserving rough foods for Winter feeding. During the past year a 
great many silos have been built along this company’s lines, and, in most 
cases, the results have been highly satisfactory. 

An agricultural special train was operated over the entire system during 
the Winter months, i195 stations located on this company’s lines were visited 
and approximately 90,000 people visited the train. The agricultural special 
train has proven a splendid means of reaching a large number of people 
for the purpose of disseminating agricultural information and instruction. 

Considering the general business depression, the industrial conditions 
along this company’s lines are fairly satisfactory. The lumber industry 
has suffered greatly during the past year, but it is hoped that general con- 
ditions may soon admit of a revival in that business. 


EQUIPMENT. 


The following equipment, contracted for under trust agreement with The 
Philadelphia Trust, Safe Deposit and Insurance Co., during the preceding 
year, was received during the current year: 10 consolidation locomotives, 
10 ten-wheel locomotives, 200 general service steel underframe coal cars, 
and 2 steel underframe parlor cars. 

During the fiscal year there was acquired from the Stephenville North 
and South Texas Ry. Co., 1 coach, 1 combination baggage and express car, 
1 caboose car, 20 box cars, 3 flat cars and 2 wrecking cars; and from the 
Paragould Southeastern Ry. Co., 2 locomotives and 1 box car. 

The following cars were rebuilt to replace cars destroyed or worn out 
from old age, and paid for from current funds: rebuilt at Company Shops, 
4 furniture cars, 281 box cars, 28 flat cars, 7 coal cars and 1 boarding car: 
rebuilt by the American Car and Foundry Co., 500 box cars. 

New equipment built at Company Shops, 4 combination caboose and 
coach cars. 

The following equipment was contracted for during the fiscal year under 
Trust Agreements: 

Agreement with the United States Trust Company, of N. Y., executed 
February 1, 1914, covering: 

205 General service steel frame coal cars. 
8 Gas-electric motor cars. 
Of the foregoing equipment the 205 general service steel frame coal cars 
were received during the current fiscal year; none of the 8 gas-electric 
motor cars was received during the current fiscal year; however, 5 of them 
have been received since June 30, 1914, and the remaining 3 will be 
received soon. 

Agreement with the Guaranty Trust Co. of New York, executed April 1, 
1914, covering: 

1500 Steel underframe box cars. 

400 Steel underframe flat cars. 

100 Steel underframe and steel frame coal cars. 
None of the foregoing equipment was received during the current fiscal 
year; however, at date of this report the following has been received: 400 
steel underframe flat cars; 100 steel urderframe and steel frame coal cars; 
716 steel underframe box cars; and delivery of the full complement will 
be completed at an early date. 

Arrangements have been concluded for the rebuilding of all freight cars, 
acquired under equipment trust agreements, which were destroyed up to 
June 30, 1914. These replacement cars will all be delivered prior to No- 
vember 30, 1914, and at that date, there will be no vacant numbers in any 
series of freight cars, covered by the company’s outstanding equipment 
trust obligations, on account of cars destroyed prior to the close of the 
fiscal year under review. 
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ADDITIONS AND BETTERMENTS. 


Expenditures for Additions and Betterments—Road, during the current 
year amounted to $896,079.16 and for Equipment, after allowing for value 
of equipment retired, $715,755.58, making the total amount expended for 
additions and betterments during the year $1,611,834.74. 

The exhibit styled “Property Investment—Road and Equipment” on 
page 33, shows, in detail, the expenditures for additions and betterments 
during the current fiscal year. 

NEW BRIDGE OVER THE MISSISSIPPI RIVER AT MEMPHIS, 

TENN. 

In the last annual report announcement was made of the organization 
of the Arkansas & Memphis Railway, Bridge and Terminal Company for 
the purpose of constructing, maintaining and operating a double track 
railway and highway bridge over the Mississippi river at Memphis, Tenn. 
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Vor. 57, No. 18 


The capital stock of this company is owned equally ‘by the Chicago, Rock 
Island & Pacific Ry. Co., St. Louis, Iron Mountain & Southern Ry. Co. 
and this company. Work has af agree on this bridge during the current 
fiscal year, and at the date of this report the ‘substructure work is prac- 
tically completed. The prevailing stringency in the financial market due 
to the disastrous European war, may result in temporarily suspending work 
on the bridge, but it is hoped that matters will be so adjusted that it can 
be completed without extended delay. 


NEW PASSENGER TERMINALS AT DALLAS, TEXAS. 


The work of constructing the new union passenger station and facilities 
of The Union Terminal Company at Dallas, Texas, is now under way. 

As stated in the preceding annual report, the. St. Louis Southwester: 
Railway Company of Texas owns a one-eighth proprietary interest in these 
new terminals and will make use of the facilities when completed. 








FORTY-THIRD YEAR—GENERAL STATEMENT OF THE AFFAIRS OF THE NEW YORK, NEW HAVEN AND HARTFORD 
RAILROAD COMPANY 
FOR THE YEAR ENDING JUNE 30, 1914. 


INCOME ACCOUNT OF THE NEW YORK, NEW HAVEN AND 
HARTFORD RAILROAD COMPANY. 
ending June 30, 1914, in Comparison with Year 1913. 
1914. Comparison with 1913. 
2046.29 Increase. Decrease. 
miles operated. 46.20 miles. 


$1,595,601.49 
495,627.40 


4,655.76 


For the Year 


OPERATING REVENUE: 
Freight Revenue 
Passenger Revenue 
All other Revenue 
Transportation 
Revenue from Operations 
other than Transportation. 


$32,476,373.26 
27,400,672.89 


4,772,208.85 


1,968,437.82 100,074.39 





TotaL OperatinG REVENUE... .$66,617,692.82 $1,995,810.26 


OPERATING EXPENSES: 
Maintenance of Way and 
Structures $8,831,064.18 
Maintenance of Equipment. 10,389,458.10 
Traffic Expenses 502,019.87 
Transportation Expenses .. 26,868,687.50 
General Expenses 1,924,120.16 


TotaL OperaTING Expenses. .$48,515,349.81 


Ner Operatinc REvENvE ....$18,102,343.01 
Net REVENUE FROM OUTSIDE 
OPERATIONS 


$937,974.14 
788,789.54 
80,290.35 
334,583.45 
23,879.04 





$1,288,010.84 , 
$3,283,821.10 


85,480.03 


$18,187,823.04 
3,568,219.04 


$14,619,604.00 


559,967.17 


$3,843,788.27 
146,536.94 


$3,697,251.33 


Tota Net REVENUE 
Raitway Tax AccrRUALS 


INCOME FROM OTHER SOURCES: 
Dividends on Stocks 
Interest on Bonds 
Income from Unfunded Se- 
curities 

Rents Received 

Hire of Equipment 

Sinking and Other Reserve 
Funds 

Income from Physical Prop- 
erty 

Miscellaneous Income 


$3,521,760.93 $2,965,755.73 


273,243.58 

2,049,876.77 
708,878.81 206,561.76 
244,181.37 13,550.55 
202,229.33 


163,609.60 
84,209.51 


31,899.46 
172,219.42 


13,988.55 


90,185.98 
6,028.93 





Totat INCOME FROM . OTHER 


Sources. $7,247,989.90 


$21,867,593.90 


$2,815,794.88 


Totat IncoME $6,513,046.21 


DEDUCTIONS rROM INCOME: 
Interest on Bonds, Deben- 
tures and Other Liabilities.$11,839,722.50 
Rentals of Leased Lines.... 4,658,542.27 
Rentals other than above.. 2,684,177.22 


$810,593.41 
112,748.69 
293,034.17 


Separately Operated Prop- 
erties: Loss Boston R. R. 
Holding Co. Guarantee... 

N. Y., W. & B. Ry. Co. Guar- 
antee (Bond Interest).... 

B. & A. R. R. Operating 
Guarantee 


$1,118,756.00 615,487.51 


864,000.00 86,250.00 
95,324.68 
$2,078,080.68 
92,690.95 
245,717.41 


137,905.55 


10,307.47 
73,911.84 


21,598,931.03 


Miscellaneous Tax Accruals 


Miscellaneous 


yey " 2,140,528.64 


Tota DEpUCTIONS FROM INCOME 





Net IncoME TRANSFERRED TO PROFIT AND 
Loss AccouNT $ 268,662.87 
Note. Dividend No. 136 for 14%%, paid Sept. 30, 

1913, was charged to Profit and Loss Account.... 


$8,653,574.85 


The Operating Expenses were 72.83% of the Total Operating Revenue. 
Increase over 1913, 4.00%. i 
The Operating Expenses and Taxes were 78.18% of the Total Operating 


Increase over 1913, 3.94% 
OPERATING RESULTS. 


Revenue. 


Mies OPERATED. 

There was a decrease in average miles of road operated of 46.20 miles. 
The average miles of track maintained was 4,397.75 compared with 4,452.55 
the previous year, a decrease of 54.80 miles. 
due to giving up certain trackage rights on the Boston & Albany and Boston 
& Maine and to the Central New England assuming the operation of the 
line between Danbury, Connecticut, and Hopewell Junction, New York. 
Details of changes in mileage as of June 30, 1914, compared with June 30, 
1913, will be found on page 60 
REVENUES AND EXPENSES. 

The general business depression during the greater part of the fiscal year 
caused a decrease in the overating revenue of $1,995,810.26, while operating 
expenses increased $1,288,010.84, resulting in a decrease in net operating 
revenue of $3,283,821.10. 


These decreases were mainly. 


Freight revenue decreased $1,595,601.49, 4.7%, and passenger revenue 
$495,627.40, 1.8%. Express revenue fell off $307,378.75, 9.7%, due partly 
to reduced express rates ordered by the Interstate Commerce Commission, 
effective February Ist, 1914, and to the increase in shipments by Parcels 
Post, for which no adequate compensation has as yet been received. There 
was an increase of $198,177.34 in other passenger train revenue, mainly due 
to the inclusion of a full year’s receipts from the Pullman Company and 
extra fares cn Limited trains, the previous year’s accounts having been 
credited with only six months’ proportion, as the Pullman contract became 
effective January Ist, 1913. Net revenue from outside operations decreased 
$559,967.17, largely because the Fullman Company operated equipment for- 
merly operated by the railroad. Revenues from operations other than trans- 
portation, after deducting decrease of about $100,000.00 account of falling 
off in revenue from discharging, wharfage, hoisting and car service; shows 
a net increase of $100,074.39, largely on account of additional rentals at 
Grand Central Terminal. In this connection, however, it should be noted 
that the net payment for entrance to and use of the passenger terminal 
at New York for the year ending June 30th, 1914, amounted to $3,150,947, 
as compared with $2,983,969 for 1913. The net charge against the Com- 
pany during 1914 was equivalent to about 31 cents for each passenger into 
and out of the terminal. 

MAINTENANCE OF WaAy AND STRUCTURES. 

This account increased $937,974.14, caused in part by higher wages and 
in part by the larger amount of renewals required because of work that was 
deferred in previous years. 

There were 2,060,485 ties laid in renewals as compared with 1,814,190 in 
the previous year, an increase of 14%. This includes 157,907 creosoted ties 
with screw spikes and tie plates put in between New Haven and Woodlawn 
and on the Harlem River Branch, compared with 123,672 last year, an 
increase of 28%. There were 25,783 tons of new rail laid, an increase over 
the previous year of 3,173 tons, or 14%. 

Removal of snow and ice cost $108,378.90 more than in the previous year, 
and the maintenance of the electric power transmission system cost $154,- 
969.00 more. Much work was done on signals and interlocking plants. 

The track, bridges and structures of the company are in safe and service- 
able condition, but expenses for maintenance of way must be liberal hecause 
of the heavy equipment and the great number and speed of trains. 
MAINTENANCE OF EQUIPMENT. 

This account increased $788,789.54, due to some increase in wages, work 
on electric locomotives deferred in 1912, increase in repairs to freight cars 
of $351,985.82, and an increase in the charges for depreciation of $476,738.67. 

Since July Ist, 1913, charges to depreciation have been made as required 
by the Interstate Commerce Commission, based on the original cost of 
equipment, as follows: 

on Steam Locomotives 
on Electric Locomotives 
on Passenger Train Cars 
4% on Steel Freight Train Cars } 
on Wood Freight Train Cars 
on Floating Equipment 
on Work Equipment, 
Yo on Work Equipment, 


Total charge for year..$ 298,633.94 
és a ee: are 76,923.03 
* 4. 302,927.62 


985,777.81 
88,526.11 


20,577.28 
“$1,773,365.79 


The equipment of the Company, other than the freight cars, is in good 
condition. In 1906-07-08 a large number of new freight cars were purchased, 
about 20,000, and heavy repairs are now needed on these cars and charges 
for this class of work will be heavy for several years to come, Because 
of the decreased volume of business this class of work was deferred and 
there are about 2,500 more bad order freight cars on the road than should 
be the case under normal conditions. Repairs are now being made more 
rapidly and the number of bad order cars is decreasing. 


TRAFFIC EXPENSES. 
This account decreased $80,290.35. 


TRANSPORTATION EXPENSES. . 
This accourt decreased $334,583.45. The miles run by trains of all 
classes were 25,254,718, a decrease of 1,559,166. The cost per, revenu 
train mile for transportation expenses was $1.12, compared with $1.07 fo: 
last year, an increase of 5 cents, or 4.7%. The average number, of pas 
sengers per train was 96, an increase of 1, and the average number of tons 
of revenue freight per revenue train mile was 303.96, an incredse of 13.01 
tons, or 4.5%. There was an increase in wages, the greater part of which 
was the result of awards under Federal Arbitration Acts, and increases 1 
forces at engine terminals so as to take better care of power and insure 
greater regularity of service. 
The cost of fuel decreased $356,045.96. 4 
Injuries to persons required the large sum of $1,181,735.59, an increas 
of $37,966.92, due to the settlements for the sad and disastrous accidents 1 
1912-1913. Of the $1,181,735.59, $318,324.93 was charged to the Accid nt 
and Casualty Operating Reserve, and the balance, $863,410.66 to Operatins 
Expenses. There remains in the Accident and Casualty Operating Reserve 
$1,042,597.17, which will be used to take care of the unadjusted personal in 
jury claims prior to the current fiscal year, so that the charges to ng ar 
ating Expenses account personal injuries for the current fiscal year wi!’ 
probably be materially less than for the past fisc?l vear. aa 
Loss and Damage accounts of all kinds amounted to $1,966,492.64, oF : 
cents per train mile. Pa 
Very earnest efforts have been made during the year to reduce accidents 
and damage and to improve the practice in the consumption of fuel. 
GENERAL EXPENSES. , 
This account decreased $23,879.04 although the Company had to sustai 
unusual burdens, the result of negotiations with the Federal Government 3 dd 
investigations by the Public Service Commission of Massachusetts, the oe. 
partment of Justice of the United States and the Interstate Commerc 
Commission. 


Steel 
Wood 
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The Federal Act requiring valuation of railways increased expenses $24,- 
176.77, and this expense will be more during the coming year. The Com- 
missioners advise that they will begin to value the property of the pene area 
April 1st, 1915, and by that date the Company expects to have comp eted 
the resurvey of 1,000 miles of road. 

FINANCIAL, 
CapITAL STock. 

Of the total authorized outstanding capital stock of 1,800,170 shares, 
228,991 shares are in the treasury and 1,479 shares are owned by The 
Rhode Island Company. During the past fiscal year there has been no in- 
crease in the capital stock. A dividend of 14% was paid Sept. 30, 1913, 
and charged to Profit and Loss Account. 

TEMPORARY FINANCING. 

In 1913 the Company had a large floating debt, because of the Massa- 
chusetts law prohibiting any funded debt exceeding in amount the paid in 
capital of the Company. This law was changed in July, 1913, so as io 
permit the issue of bonds to an amount equal to twice the amount of the 
capital stock. . 

In order to fund the floating debt under this new law and to provide for 
the purchase of steel passenger cars and for other improvements the Di- 
rectors in July, 1913, arranged for an issue of six per cent. convertible 
debentures to the amount of $67,552,000, to be offered to the holders of the 
stock and the outstanding convertible debentures of the Company. General 
financial conditions at that time were not favorable, and to make certain 
that the Company would have its money when needed the Directors caused 
this proposed issue of debentures to be underwritten. The stockholders 
approved this arrangement at a meeting August 22, i913. 

The issue of these debentures though opposed before the Public Service 
Commission of Massachusetts, was on October 14, 1913, finally approved by 
that Commission. An appeal was taken from this decision to the Supreme 
Court of Massachusetts, which on January 9th, 1914, decided that the pro- 
posed issue was not lawful. 

There were $40,000,000 of notes maturing on December Ist, 1913 and 
$5,000,000 of bonds maturing February Ist, 1914. Therefore, it became 
necessary pending the decision on the application for the issue of the pro- 
posed six per cent. convertible debentures to borrow on November 18th, 
1913, $45,000,000. to retire the notes maturing on December Ist, 1913 and 
the bonds maturing on February lst, 1914. Later other amounts were 
borrowed to pay for new equipment and for improvements which could not 
be stopped or postponed, the whole amount to be provided aggregating 
nearly $54,000,000., all payable prior to July 26th, 1914. The decision of 
the Massachusetts Supreme Court made necessary an alternative plan of 
immediate financing, to take care of the maturing short term notes and to 
meet capital requirements until 1915. - . 

With the assistance of Messrs. J. P. Morgan & Co., the First National 
Bank and the National City Bank of New York, and Messrs. Kidder, Pea- 
body & Co., Lee, Higginson Co., of Boston, there were sold $50,000,000. of 
Notes dated May Ist, 1914, as follows: 
$20,000,000. The New York, New Haven and Hartford Railroad Com- 

pany One Year 5% Collateral Gold Notes, callable at 100-4% 
$10,000,000. The Harlem River and Port Chester Railroad Company One 
Year 5% Gold Notes, Series “A,” guaranteed by The New 
York, New Haven and Hartford Railroad Company as to 
principal and interest, callable at 100-%%. 
$20,000,000. The New England Navigation Company Three Year 6% Col- 

lateral Gold Notes, callable at 101-%2%, all dated May Ist, 1914. 

The Bankers further agreeing to take within six months’ time, at_their 
option, $10,000,000. of One Year 6% Notes of The New York, New Haven 
and Hartford Railroad Company without collateral. The collateral pledged 
under the New Haven and Navigaticn Company notes, mentioned above, con- 
sisted of some of the securities in the treasuries of the companies. 

It was expected to market some of the collateral and to retire the notes 
in part. From the proceeds of collateral sold, notes to the amount of 
$435,000 have been cancelled; but the war and general financial conditions 
made further sales of securities impossible. : 

Your directors have had in mind the =e necessity for a broad plan for 
permanent financing, but the laws are conflicting and circumstances and con- 
ditions have not been favorable. 

INCREASE IN DEBT. : 

The outstanding indebtedness of the Company and its leased lines in the 
hands of the public (not including that held in the treasuries of subsidiary 
companies) has been increased during the year by the amount of $4,522,- 
250.00, as follows: 

INCREASES. 
Five per cent, Collateral Gold Notes. .....0:000006000eeceses $19,927,000.00 
Providence Securities Company 4% gold debentures assumed 
as_a direct instead of an indirect liability (heretofore an 


obligation of The New England Navigation Co.).......... 19,180,000.00 
Six per cent. six months notes dated Nov. 18, 1913 (balance 

matured but notes not presented by holders)............. 40,000.00 
Six per cent. three months note dated April 13, 1914...... 400,000.00 
Five per cent. six months notes dated January 14, 1914 2,000,000.00 
Five per cent. six months notes dated January 26, 1914..... 250,000.00 
Four and one-half per cent. five year promissory notes dated 

Ae MOU ia oh tare ac nara ew ois se sarees te We Ina Seen reee ose 222,000.00 
Five per cent. six months notes dated June 26, 1914....... 550,000.00 


live per cent. four months note dated June 26, 1914....... 375,000.00 
The Harlem River & Port Chester R. R. Co. one year 5% 


gold notes, guaranteed by The New York, New Haven & 


Hartrora Rauraad “Companys s.isss <a5.ci00 68.0006 eww 0a aes 10,000,000.00 
$52,944,000.00 
DECREASES. 
New Haven St. Ry. 5% first mortgage bonds, paid in August, 

UU [Ae eae PS ei a ee ee rire ere $599,000.00 
Four per cent. non-convertible debentures, paid Feb. 1, 1914. 5,000,000.00 
New Haven St. Ry. 5% convertible mortgage bonds, paid in 
PAM EIA hor we etista a ades Se pre atta wraova a acai oaMa tare arerale.e'a nie 229,000.00 


2,575,000.00 


Four and one-half per cent. notes, paid in July, 1913....... 
39,995,000.00 


live per cent. notes, paid in November and December, 1913. 








Note in favor of City of New Haven, paid September 16, 1913. 23,750.00 
$48,421,750.00 
TOA RCE aia ook c ob wise sisiete oo 9 Gis wes $4,522,250.00 


MaturING Dest. 
There will mature between October Ist, 1914, and June 30th, 1915, the 
following obligations for which your Company is responsible: 


October 26, 1914, five per cent. four months note............ $375,000.00 
December Ist, 1914, Middletown Horse R. R. 5% 1st Mortgage 
SROUMG) coats aisiaces’e sos ok Bia aca aie case NG cand APE AES aan Suntaa ares Sase 150,000.00 
December 26th, 1914, five per cent. six months notes......... 550,000.00 
January 14th, 1915, five per cent. six months notes........... 1,000,000.00 
January 27th, 1915, five per cent. six months notes........... 200,000.00 
May 1st, 1915, five per cent. one year Collateral Gold notes.. 
NOUR ANSWER: c5 5 650 00.50% a Ue eseawes -$20,000,000.00 
LSS; “DOIG Of. i 65 sce 0 Ore Are Sire are 35,000.00 
19,565,000.00 
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May list, 1915, The Harlem River & Port eee Co. 


Five per cent, one year Gold Notes, Series ‘“‘A’’...... «+++ 10,000,000.00 
MGtad waddecusaceeedaksacicucods FAME CCE oes 0ceee see 2$Ggo40,000.00 


A statement of your Company’s Contingent Liabilities in the hands of 
the public is shown in this report. All of the companies therein mentioned 
were able to meet their obligations for interest and dividends without re- 
course to your Company’s guaranty except the Boston Railroad Holding 
Company and the New York, Westchester and Boston Railway Company. 


INSURANCE FuNDs, 


As no appropriations have been made by the New Haven Company to the 
Fire Insurance and Coal Insurance Funds since June 30, 1911, the current 
losses being charged to Operating Expenses, it was thought unnecessary to 
continue these Funds, and they were cancelled and contracts for insurance 
placed; the securities and assets of the various Funds turned into the treas- 
ury of the New Haven Company, and the reserve in those funds credited 
to the Profit and Loss Account of the New Haven Company. 

No appropriation has been made to the Accident and Casualty Fund since 
June 30, 1911, and it was cancelled. For the 1913 fiscal year there was 
charged to the Accident and Casualty Reserve $337,744.21, for the 1914 
fiscal year $318,324.93, leaving $1,042,597.17, which has been set up as a 
—- to take care of unadjusted personal injury claims prior to July 1, 

4. 

The New England Steamship Company Marine Insurance Fund was can- 
celled and contracts for insurance placed, the securities and assets turned 
into the treasury of the Steamship Company and the reserve in the Fund 
credited to the Profit and Loss Account of the Steamship Company. The 
securities were subsequently sold to the New Haven Company. 


MERCHANTS AND MINERS TRANSPORTATION COMPANY. 


Because of the attitude of the Federal authorities and the very serious 
financial condition of this Company, the securities of the Merchants and 
Miners Transportation Company were sold in April, 1914. Additional 
Capital was needed to finance the Merchants and Miners Transportation 
Company which the New Haven Company was unable to furnish. On ac- 
count of unfavorable conditions the sale resulted in a loss of $3,594,500.00. 

These securities were held by The New England Navigation Company 
and their cost was reflected in the capital stock of that company. The 
capital stock of The New England Navigation Company was reduced by 
35,945 shares, the New Haven Company’s investment in the Navigation 
Company was reduced a like amount, and the amount of the reduction in 
value of the New Haven Company’s investment in the Navigation Company 
was charged to the Profit and Loss Account of the New Haven Company. 
PROFIT AND Loss, 

The Profit and Loss Surplus of $7,916,557.24 as of June 30th, 1913, has 
been reduced by transactions shown on page 39, to $1,822,246.14 as of June 
30th, 1914. 

EQUIPMENT TRUST. 

Under date of Sy Ist, 1914, an arrangement was made with the Farm- 
ers’ Loan & Trust Company for an Equipment Trust, under which the Com- 
pany is to make semi-annual payments for fifteen years, when the title to 
the equipment will be vested in the Company. 


NEGOTIATIONS WITH THE DEPARTMENT OF JUSTICE OF THE 
UNITED STATES. 


On April 11th, 1914, a pamphlet was mailed to each stockholder giving 
some account of the negotiations with the Department of Justice for a 
peaceful solution of the so-called ‘““New England Railroad Situation.” 

At a meeting of the stockholders on April 21st, 1914, the Directors were 
authorized to complete negotiations and to arrange for the segregation of 
the various properties that were under dispute. Since then there have been 
prolonged conferences with the Department of Justice. 

The Department filed its petition in the District Court of the United 
States, Southern District of New York, on July 23, 1914, and the Company 
filed its answer on September 17, 1914. 

An agreed decree is to be entered which produces the following results: 

First. The New Haven Company transfers to Frank P. Carpenter, of 
Manchester, New Hampshire, Henry B. Day, of Newton, James L. Doherty, 
of Springfield, Charles P. Hall, of Newton, and Marcus P. Knowlton, of 
Springfield, all in Massachusetts, as trustees, 31,065 shares of the common 
stock and 244,939 shares of the preferred stock (being all of the common 
and all but 28,000 shares of the preferred stock) of the Boston Railroad 
Holding Company, the latter being’ the holder of 6,543 shares of the pre- 
ferred and 219,189 shares of the common stock (a majority of all outstand- 
ing stock) of the Boston & Maine Railroad, in trust to sell the Boston and 
Maine shares under the order of the Court. 

The trustees shall hold the shares and exercise all the powers the owners 
of the shares of the Holding Company are entitled to exercise, excepting 
the right to sell or dispose of them until otherwise ordered. 

No order directing the sale of any of the shares of the Holding Company 
shall be made by the Court until after July 1st, 1915, unless the New Haven 
Company shall in writing consent thereto. If no sale is made before July 
Ist, 1915, the Court, on application of any party, and after a hearing at 
which the Commonwealth of Massachusetts shall be invited to appear, shall 
determine when a sale shall be made and fix the terms and conditions 
thereof. 

The trustees shall also use their best efforts to complete the sale of the 
shares of the Boston & Maine Railroad before January Ist, 1917 

Second. The New Haven Company transfers to the same trustees, the 
following shares of corporations, the railroad lines of which are leased to 
the Boston & Maine or Maine Central Railroad Company: 

922 shares of capital stock of the Northern Railroad (of New Hamp- 
shire), 

1,015 shares of capital stock of the Connecticut River Railroad Company, 

63 shares of capital stock of the Manchester & Lawrence Railroad, 
246 shares of capital stock of the Hereford Railway Company, 

2,469 shares of capital stock of the Concord & Montreal Railroad, 

184 shares of capital stock of the Vermont & Massachusetts Railroad. 

193 shares of capital stock of the Lowell & Andover Railroad Company, 

412 shares of capital stock of the Boston & Lowell Railroad. 
710 shares of capital stock of the Pemigewasset Valley Railroad, 
1,464 shares of capital stock of the Connecticut & Passumpsic Rivers Rail- 
road Company, 
73 shares of capital stock of the Upper Coos Railroad. 
18 shares of capital stock of the Concord & Portsmouth Railroad. 
98 shares of capital stock of the Wilton Railroad Company. 
86 shares of capital stock of the Peterborough Railroad, 
84 shares of capital stock of the Nashua & Lowell Railroad and 
354 shares of capital stock of the Massawippi Valley Railway Company. 

The trustees shall hold these shares and exercise all the powers in the 
management of the corporations which the owners of the shares are en- 
titled to exercise. They shall sell the shares, whenever in their judgment 
such sale or sales can be made to the best advantage, so long as they re- 
main subject to sale and upon such terms as the New Haven Company shall 
request in writing signed by its President or Chairman of the Board of 
Directors and approved at a gray | by said Board. 

The trustees shall exercise their best efforts to complete the sale of.said 
shares before January 1st, 1917. 
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Yhird. The New England Navigation Company transfers to Lyman B. 
Brainerd, of Harttord, Charles Cheney, of South Manchester, George E. 
fil, of Bridgeport, William W. Hyde, of Hartford, and Walter C. Noyes, 
ot New London, all in Connecticut, as trustees, 400,000 shares being all ot 
the capital stock of The Connecticut Company. 

fhe trustees shall hold these shares and exercise all the powers in the 
management of The Connecticut Company which the owners of the shares 
therein are entitled to exercise. 

The trustees shall sell said shares for such prices and upon such terms 
as shall be named by the New Haven Company and the Navigation Com- 
pany in a writing signed by their respective President or Chairman of their 
oards of Directors and approved at a meeting by their Boards. 

Lhe trustees shall exercise their best efforts-to complete the sale of said 
shares before July Ist, 1919. 

_ Fourth. ‘lhe New Haven Company transfers to John O. Ames, John P. 
Farnsworth, kathbone Gardner, Theodore Francis Green, and Charles C. 
Mumford, all of Frovidence, Rhode Island, as trustees, 96,855 shares, being 
all of the capital stock of The Rhode Island Company, and The New 
England Navigation Company transfers to the same trustees 9,132 shares 
in the capital stock of the Providence & Danielson Railway Company, bonds 
of said company to the par value of $600,000., 7,000 shares in the capital 
stock of the Sea View Railroad Company, and bonds of said company to 
the par value of $600,000. 

_ The trustees shall hold said shares and bonds and exercise all the powers 
in the management ot these troliey compames which tae owners of shares 
therein are entitled to exercise. 

The trustees shall sell said shares and bonds at such time or times 
as shall be named by the New Haven Company in a writing signed by 
its President or the Chairman of its Board ot Directors and approved 
at a meeting by said Board. 

The trustees shall exercise their best efforts to complete the sale of the 
said shares and bonds before July Ist, 1919. 

Fifth. The 53,981 shares of the capital stock of the Berkshire Street 
Railway Company and the 6,500 shares of capital stock of The Vermont 
Company owned by the New Haven Company, shall be sold before July 
lst, 1919; provided, however, such sale shall not be proceeded with until 
action shall have been taken by the Commonwealth of Massachusetts author- 
izing a sale of the shares of the Berkshire Street Railway Company or 
until the Court, on the application of any party, and after a hearing at 
which the Commonweaith of Massachusetts shall be invited to appear, 
shall by further order so direct. 

Sixth. The New England Navigation Company shall sell on or before 
July ist, 1917, the 15,000 shares of preferred and 20,000 shares of common 
stock in the Eastern Steamship Corporation and bonds of said corporation 
to the par value of $2,500,000., held by it, and pending such sale the New 
tlaven Company and the Navigation Company are enjoined from voting 
upon the capital stock of said Eastern Steamship Corporation. 

Seventh. The New Haven Company shall sell on or before July Ist, 
1919, 5,000 shares of the capital stock of the New York & Stamford Rail- 
way Company and bonds of the said company to the par value of $678,000., 
also the rights to the capital stock and other securities of the Westchester 
Street Railroad Company now owned by it, and the Navigation Company 
shall sell on or before July Ist, 1919, the rights to the capital stock and 
other securities of the Shore Line Electric Railroad, a corporation of New 
York, when the same may be issued, and the gold’ notes of the New Eng- 
land Investment & Security Company, a voluntary association, to the par 
value of $13,709,000. now owned by it. 

Eighth. The times within which the sales heretofore ordered shall be 
made may be extended in each case by the Court for good cause shown 
upon the application of any party or any body of liquidators or trustees, 
and if they are not sold by the Trustees 60 days before the last date 
fixed for the sale they shall be sold at public auction. 

Ninth. None of the shares or other securities hereinbefore ordered sold 
shall be offered to the stockholders of the New Haven Company as a class 
either in proportion to their stockholdings or otherwise, or be sold to the 
New Haven Company or to any person or persons, corporation or cor- 
porations, to be held in its interests, directly or indirectly, or so as to 
re-establish in any manner the combination and control which it is the 
purpose of the decree to terminate. : 

There is now pending before the Interstate Commerce Commission an 
application of the New Haven Company, under Act of Congress approved 
August 24th, 1912, known as the Panama Canal Act, for authority to retain 
stocks and other securities and continue control of its steamship lines in- 
cluding The New England Steamship Company and The Hartford & New 
York Transportation Company. Similar applications are required by law 
from all railroad companies having an ownership in steamship lines. _ 

The contract between the New York Central & Hudson River Railroad 
Company and the New Haven Company for sharing in the financial results 
of the operation of the Boston & Albany Railroad, has already been can- 
celed, and the Company has also disposed of its interest in the Merchants 
& Miners Transportation Company. : 

The final papers giving effect to the agreement with the United States 
Government are now being drawn up by the Counsel of the Company and 
the Attorney General of the United States, and it is expected that the 
agreed decree will become effective in the near future. 

In view of the present conditions and the policy of the Federal Govern- 
ment and its various departments, the Directors have felt that it was wise 
to agree with the Department of Justice and to divest itself of ownership 
in these various properties, and therefore, with the authority of the stock- 
holders it made every reasonable concession towards a peaceful adjustment, 
but with the hope that the arrangement will not ruthlessly and unneces- 
sarily sacrifice values and impair the service that the various properties 
can give to the public. : é 

It is believed that in the time allowed the Company, if there is a return 
of prosperity to the country, with a more reasonable attitude on the part 
of the public toward railroad corporations, many of these properties will 
show a value much in excess of the estimates today, and that losses in 
carrying these lee" will be reduced if patience is exercised and fair 
treatment accorded. ie 

The report of the Interstate Commerce Commission of June 20th, 1913, 
said about these properties: é ; : 

“They are for the most part of substantial value and in many instances 
are a kind of property the value of which should improve.” | coe 

This is true, and within the past year each of the properties within the 
control of the New Haven Company has been improved physically, and 
in its organization and ability to serve the public. 

A summary of the properties covered by the decree, and the book value 
thereof, including stock, bonds, notes and advances, as shown on the books 
of the New Haven Company and the Navigation Company is as follows: 

As carried on books of 
ew England 
Navigation 
Company. 


New Haven 
Company. 
$29,371,165.97 

1,417,216.95 
2,125,000.00 
27,852,336.41 


Boston Railroad Holding Co. . 

Boston & Maine R. R. subsidiary lines...... 
The Connecticut Company 

The Rhode Island Company 


$40,000,000.00 
1,266,379.37 
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Berkshire Street Railway Company 

ake > Vermont Company... «oisoccsdescscccee 
Eastern Steamship Company ...... 

New York & Stamford Railway.... 

The Westchester Street Railroad.... 

Shore Line Electric Railroad....... 

New England Investment and Security Com- 


9,809,395.58 
1,477,164.31 


1,395,523.40 
1,152,150.84 


4,200,000.00 


117,000.00 
13,631,750.00 


$74,599,953.46 $59,215,129,37 
_ From time to time it has been intimated that the present financial condi- 
tion of the New Haven Company is due to these and similar investments. 
It is fair, however, to point out certain conditions which are national in 
their emect on railroad net income, conditions over which neither the New 
Haven Company, nor any other company, has any effective control. 
Some of these conditions are: 


Increase in rates of interest. 

Increases in rates of pay. 

—— costs due to changes of working hours and working con- 
itions. 

The so-called Full Crew Law, which makes necessary the employ- 
ment of extra and unnecessary men. 7 

The federal valuation of railroads. 

The great increase in accounting and special reports to numerous 
public authorities, 

The increase in taxes, 

The increased demands for luxurious passenger facilities, both train 
and station. 

9. Stationary or falling rates. 

10. Inadequate pay for mail and parcels post. 

Increase in rates of pay and rates of interest as compared with 1903 
shows an increased annual charge of more than $8,000,000. The various 
governmental requirements mean a charge of at least $300,000 a year. 
The taxes in 1914 were $1,182,829.52 more than in 1903. The underpay 
for carriage of mail matter represents more than $700,000. a year in gross 
earnings. Much passenger train service is furnished far below any fair 
estimate of the cost for the particular service rendered. Without allowing 
for this loss on non-remunerative passenger trains, the foregoing additional 
burdens compared with 1903, represent a net loss of at least $10,000,000. a 
year; a loss greater than the annual interest on the cost of all outside 
properties acquired. . 

The same general causes reduce the income received by your Company 
from the transportation companies in which it is interested. 

The attention of stockholders is called to what Mr. Commissioner Daniels, 
of the Interstate Commerce Commission, said in his dissenting opinion 
ro esd 29th, 1914, in the “Eastern Railroads Advance Rate Case,” as 
ollows: 

“The world-wide phenomenon of rising prices is by this time no novelty. 
Since 1906 the average rise in the world’s price level is estimated by com- 
petent statisticians at from 30 to 50 per cent. It has mirrored itself in 
the rising cost of living; it has evoked, and most properly, advances in 
wages and salaries; it has coincided with an increase in the nominal rate 
of interest where part of the interest so-called is but compensation for 
the anticipated depreciation of the capital sum later to be paid. This 
rise in the price level must eventually be reckoned with in railroading. 
For a time its effects may be masked by adventitious increases in the 
volume of traffic, but this temporary relief in its very nature is uncertain, 
and sooner or later the difficulty is sure to reappear. For a time it may 
be circumvented by extraordinary economies, but in its nature it is inex- 
orable. It must be faced, not trifled with. It is hardly an adequate 
remedy to accord to carriers relief only when their returns have reached 
the well-nigh desperate level now shown in Central Freight Association 
territory. Even before this inadequate return is evidenced, higher rates 
are warranted. Such a solution of the present case would have done 
no less than justice to the carriers and would have promoted the welfare 
of the community they serve. 

“‘A living wage is as necessary for a railroad as for an individual. A 
carrier without a sufficient return to cover costs and obtain in addition a 
margin of profit large enough to attract new capital for extensions and 
improvemens cannot permanently render service commensurate with the 
needs of the public.” 


SPECIAL INVESTIGATIONS. 








By THE CoMPANY. 

During the year, for the purpose of checking the methods and operations 
of the Company, special investigations of some of its affairs were made 
by order of the Chairman of the Board as follows: 

(1) An expert in the purchase and handling of supplies made a critical 
examination of the methods of the Company in purchasing, storing an 
issuing of material. His report is being used by the officers of the Com- 
pany as a basis for introducing such improvements and economies as are 
reasonable and practicable in this part of the Company’s affairs. 

(2) A committee of signal experts, one from the Pennsylvania Railroad, 
two from the New York Central and one from the Delaware, Lackawanna 
& Western Railroad, made a critical examination and report on the signals 
and signal practice of the Company. Their investigation, report and sug- 
gestions are being used as a basis for improving the New Haven’s signal 
system and practice as rapidly as the financial conditions permit. ; 

(3) The Stone & Webster Corporation, of Boston, made a critical exami- 
nation of the financial condition, organization and methods of management 
of the various trolley properties, and an elaborate report which has been 
of considerable use to the Company in perfecting the details of its organi- 
zation and in adopting the most advanced methods of trolley management. 

(4) The firm of Price, Waterhouse & Company, Accountants, assigned 
one of its principals, who has been engaged since January Ist in a critical 
examination of the past history of the financial transactions of the Com- 
pany. His work is not completed, but soon will be and his reports will be 
used during the current fiscal year as a basis for further simplification 
and improvement of the Company’s corporate organization. All of his 
reports were transmitted promptly to the Interstate Commerce Commission. 

(5) In order to obtain a complete and thorough history of the charters, 
mortgages, leases and the character of each security, of the Company, 4 
thorough investigation was made of all these papers by a competent lawyer 
detailed from the Company’s law department for that purpose. He has 
made the most complete history of this part of the New Haven system that 
has ever been prepared, which will be used during the coming year as @ 
basis for drawing up a financial plan that will permit the refunding of 
the Company’s floating debt if the necessary legislation can be obtained. 


By THE Pusiic Service COMMISSION OF MASSACHUSETTS. 

On Dec. 17, 1913, the Public Service Commission of Massachusetts be- 
gan an investigation of the expenditures of the New Haven Company 
classified under the head of “Other Expenses.” Certain sums of money 
have been spent in former years for advertising, legislative and miscel- 
laneous expenses which it was thought should not have been spent. Prior 
to this investigation all expenditures of the character complained of had 
been stopped. 
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ity THE INTERSTATE COMMERCE COMMISSION. 

In response to a resolution of the United States Senate of February 3rd, 
1914, a prolonged investigation was made by the Interstate Commerce 
Commission of the financial transactions of the New Haven Company since 
1603. Their report was published on July 11th, 1914. While statements 
to the contrary have beeu circulated, it is proper to point out that the 
(cmpany co-operated to the fullest extent in furnishing information to 
the Commission, and no books, papers or documents in the possession of 
or within the control or jurisdiction of the Company were burned or 
destroyed, either before, during or since the investigation. The records of 
the Company have been preserved carefully and the general orders of the 
(ommission applicable to the preservation of all records have been com- 
pied with. Explicit instructions were given and obeyed that the files of 
the Company should remain open at all times to the most complete in- 
vestigation and inspection by the representatives of the Commission. The 
custodians of the records of the Company assisted the Commission’s ex: 
aminers, and the latter were granted every facility within the power 
and control of the Company to aid them in their investigations. 

For nearly two years prior to this investigation in Washington, exam- 
iners and representatives of the Commission have been almost continuously 
at the offices of the Company,—at one time as many as sixteen. They 
have examined the books, documents and files of the Company, and no 
information has been kept from them and all information obtainable having 
a bearing on the subjects under investigation was furnished promptly and 
tully by the ofhcers and employees of the Company. 

The following is an illustration of the action taken to respond to requests 
for information: 

Within a period of forty-eight hours, from Friday afternoon until Sun- 
day afternoon, 504 clerks were taken from their regular duties and worked 
6,220 hours, equivalent to 777 clerks for one day, at a cost of $1,400., 
in order to segregate certain records, which were then sent in a special 
car to Washington so as to be there Monday morning. 

All of the suggestions made in the report of the Commission which are 
of a helpful nature and which will in any way aid the Company in sus- 
taining itself under the present conditions, which are so adverse to all 
railroads, and particularly to those in New England, are now being made 
use of and steps are being taken to give effect to the various suggestions 
and recommendations. 

Special counsel were assigned last Spring to an investigation of the affairs 
of the Billard Company as far as they affect the New Haven Company. 
Requests for information having proved ineffectual, orders have been given 
to institute judicial proceedings to compel an accounting. 

Counsel are also carefully considering whether, in the testimoney obtained 
by the Commission or elsewhere, evidence can be found that will enable the 
Company to bring an effective suit against any other parties to recover funds 
alleged to have been improperly diverted from the Company’s treasury. 

ADDITIONS AND BETTERMENTS. 

As shown in table on page 51, $3,290,549.97 was spent for additions and 
betterments and charged to Capital Account. 

New EourpMent: Under the new Equipment Trust (Farmers Loan & 
Trust Co., Trustee) there have been added during the year: 

72 Steel Coaches. 


28 ‘* Smokers. 

15 ‘“* Postal Cars. 

12 ‘* Multiple Unit Motors. 
oa = “Trailers. 


and in addition: 

New EguipMenT: (Not under the 

3 Electric locomotives, 

34 Steel coaches, 

Steel smoker, 

Milk cars, 

Steel postal cars, 

Steam crane, 

Rail unloader, 

Transformer, 

Steel car floats. 

For this equipment, the conversion of certain cars from one class to 
another, providing safety appliances, also superheaters, pumps, flash boilers, 
etc., on locomotives, the Company paid $1,054,659.07, the entire amount of 
which was charged to the equipment account. There are also due on 1913 
orders, ten steel smoking cars and four multiple unit cars and on 1914 
orders, fifty steel baggage cars, thirty steel passenger coaches and twenty 
steel combination cars. au, 

At the present time, with the exception of baggage cars and four dining 
cars, all of the regular express passenger train service is handled with all- 
steel or steel underframe cars between New York and Boston via the three 
routes, Shore Line, Springfield and Hartford-Willimantic. The same is also 
true of the New York-Springfield, New York-Winsted, New York-Pittsfield, 
New York-New Haven, and, with the exception of two trains, New Haven- 
Boston & Maine service. : Reece 

As stated above, equipment is under order, the early receipt of which is 
expected; these cars and reinforcement of four dining cars now under way 
will complete the above trains with all-steel or steel underframe equipment. 

ABANDONMENT OF NEw Work: All construction and betterment work 
has been stopped except that which is so far advanced that its completion 
is required and that which the Company is compelled under legal orders to 
complete. This policy must of necessity continue until the Company can 
obtain money from increased earnings and through some plan that will per- 
mit financing its floating debt at lower rates of interest than are now current. 

Therefore many improvements cannot now be undertaken, that would add 
to the comfort and convenience of the public and eventually produce 
economies in the operation of the railroad. ° 

ELECTRICAL DEPARTMENT. 

Between New York and New Haven, including all yards and sidings, and 
the Cedar Hill yard at the latter point, your Company has 518 miles of 
track equipped for electrical operation, excluding that_part of the New York 
Central Company between Woodlawn and Grand Central Terminal used 
ander lease but maintained by that Company. The volume of passenger 
and freight business moving between New Haven and New York is very 
heavy and the necessity for the most effective organization is very_essential. 
_ The investment in the electrification between New York and Cedar Hill 
in power, locomotive, transmission lines, distributing system electrical 
shops, when all the business is handled electrically, will be about $20,000,000. 

For the purpose of supervising closely and making the most effective use 
of these large investments and because the operation and _ maintenance of 
this extensive electrical installation is very technical, an Electrical Depart- 
ment was organized on March 18th, 1914, consisting of a Consulting Elec- 
trical Engineer, with necessary assistants, having advisory jurisdiction over 
Matters pertaining to the engineering, construction and operation of the 
electrical system and equipment. Better results are being gradually ob- 
tained by having this new department acting in co-operation with the 
divisional operating officers. 

THE TROLLEY COMPANIES. ; 
_ During the past year a change has been made _in the method by which 
the electric traction properties are operated. Heretofore the details of 
management have been largely centralized in the general offices of The 
New York, New Haven & Hartford Railroad Company in New Haven; but 
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.Pier Railroad Company, all in the State of Rhode Island. 








now the principal units have been given independent organizations sep- 
arated from the New Haven, thus giving to the electric properties a com- 
plete stati of officials, all of whom give their entire time and attention 
thereto. It is expected that greater efficiency will be obtained by this 
change. 

During the year the same high standard of maintenance of these prop- 
erties has been continued and they are in better physical condition now 
than at any time since their purchase. In common with all transportation 
companies throughout the eastern part of the United States, the electric 
properties have not maintained the customaiy growth in gross revenue, 
and, coupled with very extensive requirements by the municipalities served 
by the various lines for improved street conditions and new pavement, the 
expense for operation has increased in much greater ratio than the gross 
revenue. 

Large undertakings for improvements and betterments of the properties 
which were well under way at the beginning of the year have been carried 
to compietion, so that these lines are now in very much better position to 
take care of any increase in business which may come to the transportation 
companies with a revival in general business and industrial conditions in 
the territory served. 

BERKSHIRE STREET RAiLway CoMPANy. 

This Company o erates through ownership or lease 144.86 miles of track 
in western Massachusetts and southwestern Vermont. 

The New York, New Haven & Hartford Railroad Company holds all the 
capital stock of the Company at a cost of $6,371,395.58, and all the stock 
of The Vermont Company at a cost of $571,164.31, a total of $6,942,559.89. 
It also holds bonds of the Berkshire and Vermont Companies and notes 
ot the Berkshire Company amounting to $4,344,000.00. 

During the year there was spent $681,823.89 for additions to the prop- 
erty, the principal item being for completion of an extension from Lee 
through East Lee to Huntington to a connection with the street railroad 
lines running westward from the city of Springfield, this line not as yet 
being in operation. In addition to this there were expenditures for track 
improvements necessitated by state highway construction and city road 
betterments. . ' 

During the year the net revenue of the Company was sufficient to pro- 
vide interest on all underlying bonds and rentals of leased lines; but not 


sufficient to pay the total amount of interest due the New Haven Road, 
the deficit being $72,507.17. 
Tue Connecticut CoMPANny. 

This Company operates through ownership, lease and trackage agree- 


ment 705 miles of track, all in the western half of Connecticut; in addition 
to which it owns 88.1 miles of track under lease to The Shore Line Elec- 
tric Railway Company in New London, Norwich, Willimantic, Danielson 
and Putnam. 

The New England Navigation Company owns all of the capital stock of 
the Company, at a cost of $40,000,000.00. The New Haven Company also 
holds the 6% demand notes of this company amounting to $2,125,000.00, all 
of which have been issued to provide Tame for additions and betterments. 

During the past year there was spent for additions to the property the 
sum of $1,214,535.70, by far the greater part of which was for track bet- 
terment and paving to meet the requirements of the various municipalities 
served by the company, other large expenditures having been made to 
improve power conditions at a number of points. 

During the past year the Company earned sufficent to pay all operating 
expenses, taxes and interest and returned to the Navigation Company 
$1,500,000.00 as dividend and showed a surplus of $1,072.42. The follow- 
ing table shows the results of the operations of the company for the past 
four years: 











1911 1912 1913 1914 
Operating Revenue ...$7,565,512.49 $8,030,620.94 $8,454,624.90 $8,085,398.70 
Operating Expenses 
atid Tamesic sess: 5,656,400.74 5,561,547.31 5,868,526.09 5,767,388.57 
Total Operating In- 
COMME ccs tcwa entre 1,909,111.75 2,469,073.63 2,586,098.81 © 2,318,010.13 
Non-Operating Income 148,415.12 62,541.28 62,077.64 260,522.82 
Gross Corporate In- 
Oey waiecaatcvaio 2,057,526.87 2,531,614.91 2,648,176.45 2,578,532.95 
Deductions for Inter- 
est and Rentals.... 939,464.25 1,012,539.29 1,039,154.86 1,077,460.53 
Net Corporate in- 
Cine er eee 1,118,062.62 1,519,075.62 1,609,021.59 1,501,072.42 
DEVidOnds: <c0cccexees 1,000,000.00 1,500,000.00 1,500,000.00 1,500,000.00 
Corporate Surplus... 118,062.62 19,075.62 109,021.59 1,072.42 


New York & StamMForp RatLway ComPANy. 

This Company operates through ownership or lease 37.51 miles of track in 
Westchester. 

The New York, New Haven & Hartford Railroad Company owns all the 
capital stock of the Company at a cost of $610,643.40. It also owns 
property between the Mianus River and the State line between New York 
and Connecticut, which is leased to the New York & Stamford Railway 
Company at an annual rental of $20,000.00. The New Haven Company 
also owns first mortgage bonds of the New York & Stamford Railway Com- 
pany carried at a cost of $599,880.00, and also holds 6% demand notes of 
the New York & Stamford Railway Company in the amount of $185,000.00, 
the notes all having been issued for additions and betterments, chiefly for 
double tracking a large portion of this line to care for the large distribution 
of commuting travel between New York and the various suburban points, 

The amount spent for additions and betterments during the current year 
was $58,184.89, for new double tracking. 

During the year the Company did not earn an amount sufficient to pay 
operating expenses, taxes and interest on the outstanding bonds, the deficit 
being $5,824.17. . 


Tue Ruope Istanp CompPaANy. 


This Company operates through ownership or lease 345.3 miles of electric 

railroad track, and 8.43 miles of steam operated trackage of the Narragansett 

This includes 

all of the electric railroad in the cities of Providence, Pawtucket and Woon- 
socket and the large industrial communities adjacent. 

The New York, New Haven & Hartford. Railroad Company owns the 
entire capital stock of the Company at a cost of $24,352,336.41, in addition 
to which it now holds 6% demand notes of the Company in the sum of 
$3,500,000.00, all issued to provide funds for expenditures for betterments 
and improvements of the property. The Rhode Island Company has also 
outstanding $1,000,000.00 in notes for monies borrowed from outside sources. 

During the current year the Company has spent $1,568,914.21 for better- 
ments and improvements, consisting of the following: 

A tunnel under the hill to connect the business and residential portions 
of the city of Providence has been comoleted and put in operation, elim- 
inating an expensive and cumbersome operation by gravity plane. A very 
large amount has also been spent for additions to the power house to meet 
the requirements of the Company for a number of years. An extension of 
10 miles from Centerdale to Chepachet was built to provide transportation 
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facilities for territory heretofore without direct connection with the city of 
Providence. 

The earnings 
tions and pay all 
$347 ,642.94. 

The Company leases the property of the Sea View Railroad Company and 
the Providence & Danielson Railway Company, owned by The New England 
Navigation Company and representing a total investment for stock and 
bonds of $1,266,379.37, on which The Rhode Island Company pays rental 
of $83,132.00 annually. 

The following table shows the operating results for the past four years: 

1911 1912 1913 1914 
Operating Revenue ..$4,675,942.97 $5,045,006.29 $5,322,646.93 $5,379,148.55 
Operating Expenses 
and Taxes 3,094,124.53 3,577,337.58 561, 613.37 3,896,798.53 


care of the opera- 
surolus of 


were sufficient to take 
rentals and taxes, and leave a 


of the Company 
interest, 


Total Operating In- 
come 
Non-operating Income. 


1,581,818.44 
100,281.96 


1 1,761,033.56 
5 134,336.15 


1,482,350.02 


1,467 ,668.7 
5 144,658.84 


94,933.5 





Gross Corporate 
con 
Deductions for Inter- 
est and Rentals.... 


1,682,100.40 62,602.26 1,895,369.71 1,627,008.86 


1,080,543.86 ,175,003.38 1,225, 319.00 


1,279,365.92 

Net Corporate 
come 
Dividends 


601,556.54 
581,130.00 


387,598.88 
290,565.00 


670,050.71 
581,130. 00 
Corporate Surplus... 20,426.54 97,033.88 347,642.04 
Tue WESTCHESTER STREET RAILROAD CoMPANY. 

This Company operates thraugh ownership or lease 30.67 miles of track 
in Westchester County, New York. 

During this year the Public Service Commission for the 2d District of 
New York authorized the Company to issue 7.000 shares of stock to repre- 
sent the cost of the property to the New Haven Road. This is carried at a 
cost of $896,379.63, in addition to which the New Haven holds notes of the 
Westchester Company to the amount of $255,771.21 issued for capital im- 
provements of the Company’s proverty since acquisition. 

The amount spent for additions and betterments during the current year 
was $56,625.54, fer improvements of and additions to the track and linc 
construction. . 

During the year the Company 
terest on outstanding notes; but paid no dividends, 
tions amounting to $4,883.99. 

WATER LINES. 
affected the results on the steam and trolley 
owned and 


earned an amount sufficient to pay the in- 
the surplus from opera 


The causes that adversely 
lines had a somewhat similar affect on the various water lines 
controlled by your Company. 

Tue Hartrorp anp New YorK TRANSPORTATION COMPANY. 

The gross earnings of The Hartford & New York Transportation Com- 
pany were $1,096,499.16 as compared with $1,157,337.82 for the previous 
year; but by careful operation the expenses were reduced so that the net 
imcome of this Company for the fiscal year just past was $85,965.42 as com- 
pared with $64,255.70 for the previous year. 

This Company reduced its ‘equipment by one barge which had become obso- 
lete, but on account of the depression in business did not replace it. 

The property of this Company is in good condition. 

New Beprorp, Marrua’s Vineyarp & NANTUCKET STEAMBOAT COMPANY, 

On account of considerable activity in Martha’s Vineyard and Nantucket 
the earnings of the New Bedford, Martha’s Vineyard and Nantucket Steam- 
boat Company increased from $209,469.82 to $232,704.45; by careful opera 
tion the expenses were reduced somewhat, so that the net income of this 
Company for the year just past was $62,708.25 as compared with $25,630.17 
for the previous year. 

Just as soon as financial conditions permit this Company should add to its 
equipment a modern steamer to care for the growing business between the 
main land and the two islands. 

Tue New Enctanp STEAMSHIP CoMPANy. 

The gross earnings of The New England Steamshio Company were 
$4,697,211.94, a decrease of $219,512.25. In spite of this decrease in gross 
earnings, by careful operation and rearrangement of work on some of the 
piers in New York, the deficit in meeting the fixed charges of this company 
of $355,070.50 for ithe year ending June 30th, 1913, was reduced to a 
deficit for this year of $77,802.62. 

One steamer, the “City of Bridgeport,’? which was not needed, was sold 
for $100,000 in cash, and one transfer tug was dismantled and put out of 
service. 

During the investigation of the Company’s affairs by the Interstate Com- 
merce Commission, some criticism was made upon the character of the 
stemships and the operation thereof. As a result, the Secretary of Com- 
merce caused a very thorough investigation to be made by the Supervising 
Inspectors of New York and Boston. The United States Steamboat In- 
spection Service has prepared a very complete report on this steamship 
property and it is now a matter of record with the United States Govern- 
ment, open to the inspection of all interested parties. Space does not 
pores the publishing of this report, but the following extract summing up 
the Government’s report will be of interest: 

“This office is therefore of the opinion in view of the nature 
of the safeguards placed upon these vessels and the excellent 
discipline that prevails, that danger from fire is a minimum, 
and that a menace to the lives of the patrons of this line does 


not exist.’ 
REAL ESTATE. 


GRAND CENTRAL TERMINAL, 

To utilize the real estate and ‘“‘aerial rights’”’ adjacent to the Grand Central 
Terminal in New York, the following buildings have been constructed: 
Biltmore Hotel, Merchants and Manufacturers Exchange, Adams Express 
Company and United Cigar Stores. The New Haven Company being a 
joint user of the Terminal and its approaching tracks joined with the New 
York Central in advancing money for the development of the property not 
required for railroad use. 

The total amount advanced by your Company during the past fiscal year 
was $1,628,190.35, and its aggregate advances to June 30th, 1914, for these 
purposes, $4,153,161.75. 

All of the advances made yield a satisfactory interest rate and the 
lessees of the buildings pay ground rents and taxes, which reduce the ex- 
penses of the Grand Central Terminal, and in addition the lessees pay an- 
nual sinking fund payments, which, together with accretions to the fund, 
will in about twenty-seven years return to the owning Companies the sums 
advanced. 

he following buildings are now under construction: 
Todd Building, for which the Company must advance.. .$3 
Yale Club, for which the Company must advance.. 2 


,100.00* 
0 


25 
50,(.00.00 


*$40,000 of this amount has been paid since June 30, 1914. 
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Other buildings are projected, 
future, as follows: 

Postoffice Building, between East 45th and East 46th Streets. 
Apartment House, 50th Street and Park Avenue. 
Apartment House, 5lst Street and Park Avenue. 

As to these the Company is under no present obligation to advance money 
but retains an option to participate at any time within two years. 

The New Haven Company has also advanced $1,310,000.00, one-half oi 
the cost of the office building located at the Grand Central Terminal, which 
amount is to be repaid with interest in annual instalments extending ove 
a period of twenty-five years, and of which amount $104,800.00 has bee: 
repaid, leaving $1,205,200.00 to be repaid. 


INCREASED EFFICIENCY ‘AND SAFETY. 


Last year’s report referred to the effort of officers and employees to rais: 
the railroad and service to a higher standard of efficiency, safety, disciplin: 
and economy. The North Haven accident of September 2d, 1913, following 
as it did other serious accidents, made it imperative that the rules and 
regulations of the Company be of such a character as to safeguard to thi 
greatest extent possible the lives of the public and the employees. 

For some time previous to this accident negotiations had been conducted 
with committees representing the engineers “and firemen to revise rules 
which were not in accordance with modern railroad practice. The ney 
management felt that it owed a duty to the public as well as to the em 
ployees to put the new rules into effect at once. The engineers and firemen 
felt aggrieved at this position of the Company and vot ed to strike. On Ox 
tober 18th, 1913, however, the matter was adjusted amicably with the en 
ployees, and rules containing the principles for which the management con 
tended remained in effect. 

These negotiations, in the judgment of your officers, tended to establish : 
better understanding and improved relations between the employees and th: 
management, and have assisted materially in restoring confidence throughout 
the service. Every effort is being made by officers and men to promote 
spirit of helpful co-operation, so necessary to maintain and operate the 
properties efficiently, safely and economically, and to give good service 
to the public. 

SAFETY AND EFFICIENCY BUREAU. 

At the present time the Company 
bureaus as follows: 

1 Central Comunittee, 
7 Divisional Committees, 
13 Shop, Engine House and Terminal Committees, 
1 Telegraph Department Committee, 
1 Electrical Department Committee. 

Regular meetings are held and considerable has been accomplished in 
the way of removing obstructions, securing better clearances, eliminating un- 
safe practices, improving view at grade crossings, etc. 

New Haven RaAILroap CLus. 

The New Haven Railroad Club was organized on February 26th, 1914, 
and is composed of officers, assistants, chief clerks, bureau foremen, or 
other employees of The New York, New Haven & Hartford Railroad Com 
pany, or affiliated companies, holding co-ordinate positions. 

The object of the Club is to promote knowledge on all matters relative 
to the maintenance, operation and general administration of railroads, and 
to encourage social relations and a common understanding between de- 
partments. 

Monthly meetings are help (except in June, 
Railroad Y. M. A. building at New Haven, 
nominal cost. 

The average atiendance at these meetings has been about one hundred and 
sixteen. There is much interest taken in the Club and its object, and good 
results are already being accomplished. 

RATES. 

During the year the passenger rate between Boston and New York, 
229.15 miles, was increased from $4.75 to $5.00 with corresponding increases 
at intermediate points. 

Tariffs have been filed increasing the rates for mileage books from 2c 
to 2%4c. a mile. Tariffs are now being prepared adjusting local passenge: 
rates, outside of the commutation zones, to 2%c. a mile. A new tariff ad- 
justing the merchandise and class rates is being prepared, and one adjusting 
the commodity rates. These tariffs are very ‘complicated and in preparing 
the new schedules every effort has been to eliminate discrimination and 
remove uncqualities. Some rates in the new tariffs will be reduced and 
some will be advanced. The result as a whole will be a much morc 
scientific and logical set of rates and a slightly higher basis. The freight 
tariffs will be filed with the proper Commissions between now and January 
Ist, and it is hoped that they will be approved. 

SERVICE. 

Every effort has been made to give regular and safe service, both freight 
and passenger, and to economize, some of the non-remunerative passenger 
trains have been discontinued with the result that 284,897 miles less were 
run by passenger trains this fiscal year than last. 

Approximately 32% of all passenger trains operated by the Company earn 
less than 50c. and approximately 30% earn 50c. and less than $1.00 a mile, 
vA 62% earn less than $1.00 per mile. The average cost of running all trains 
(passenger and freight) on the New Haven road for the last fiscal year fot 
transportation expenses, maintenance of equipment and taxes, and not in- 
cluding anything for maintenance of way or administration expenses, or in 
terest on the investment, was $1.69 per mile. 

These figures emphasize the fact that the road is performing a large 
amount of service for the public at a loss and justify some increases 1! 
the passenger rates and some decreases in service. 


STOCKHOLDERS. 
The following statement of stockholders of the New Haven Company. 
and their location and holdings is of interest: 


work upon which will begin in the near 


has fully organized safety and efficiency 


July and August) in the 
preceded by a dinner at a 


CLASSIFICATION 

-—oF CAPITAL STOCK ” ala 30.— 

1914 1913 191 
570,166— 36% 35% 35% 
Connecticut 264,491— 19% 
New York 529,167— 3 
Rhode Island 40,463— 
Miscellaneous 166,892— 11% 


100% 


“4 ) 
SHares Hetp In: 


Massachusetts 


1,571,179 
228,991 


1,800,170 


Treasury 


NuMBER OF STOCKHOLDERS 
Massachusetts 
Connecticut ; 

‘ew Yor 
Rhode Island 
Miscellaneous 


339 
WZ 


26,386 100% 
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ASSETS. LIABILITIES. 
Comparison with June 30, 1913. Comparison with June 30, 1913. 
1914. Increase, Decrease. 1914. Increase. Decrease. 
Properiy Investment: Stock: 

Road and Equipment: . Capital Stitches «5sccvens<+0 $180,017,000.00 
Investment to June 30th, 1907: : i paee . 
Premium realized on Capital 
Road SDR NG aaa oie Wilee alee aie $78,378,611.83 Stock Sold (Since July 1, 

EGUHIMENE: <5 occ os sa (80is-9 sie-e 35,126,455.57 TOOGIL oS ee wee. 19,282,887.50 

$113,5 505,067. 40 ae oe 

5 ae ; iy aaa Total Stock and Premium 

oc ia, Realized since July 1, 1909..$199,299,887.50 

a es cc, ok Sera las $55,339,106.23 $3,025,057.88 — 
EGUUDINERE 5546.50. 6:05:5/40 26, 696, 890.13 261,539.47 M ortgag. : oC 
- General Expenditures ..... 362,461.93 3,952.62 nes ee iene eee 
$82,398,458.29 "tire Mortgage Bonds, including 
in sicinbeacts Seats, 3onds of Merged Roads as- 
$195,903,525.69 $3,290,549.97 sumed (Exhibit X)..... ++ $58,929,000.00 $850,000.00 
Less, Keserve for Accrued De- by Collateral Gold Notes (Ex- - O P 
preciation of Equipment... 2,145,733.97 _ 1,761,948.21 hibit XD) ....e cesses eens 19,927,000.00 $19,927,000.00 
ue MES ANIENE ii eee Plain Bonds, Debentures and 
$193,757,791 79 528.601.76 ge anclading ee 
EDs Pin fe) erged Roads assume 

Securities: CBxhibie ED) cc cceccases 157,964,450.00 14,899,000.00 

Securities of Proprietary, Af- aa ae 
filiated and Controlled Com- §236,820,450.00 
panies—Pledged: Obligations for Advances re- 

Stock CE xtibit. 1). sc60s:3-6 $18,595,340.92 18,595,340.92 ceived for Construction, 
Funded Debt (Exhibit ITI). 88,502.50 88,502.50 Equipment and Betterments 474,803. 98 
Notes (Exhibit IT])...... 4,169,781.71 4,169,781.71 - - 
Securities Issued or Assumed 
—Pledged: ica Total Mortgage, Bonded 
Funded Debt (Exhibit VIT) 2,430,000.00  2,430.000.00 and Secured Debt.......$237,295,253.98 $33,976,000.00 

Securities of Proprietary, Af- sib 
filiated 6 i ae me pe Com- Liability under Contract with 
panies—Unpledgec Pe RA i New York Central, for this 
Stock (Exiibit TV),....<. 21,084,064. 42 $18,594,536.92 Company’s half interest in 

Equipment of B. & A, Equip- 
'$46,367,689.55 ment Trust of 1912......... $2,436,000.00 $174,000.00 
Other Investments: —————-= : 

Advances to Proprietary, Af- Vitorking Liabilities: 
filiated and Controlled Com- i pti os iN ee eer a 
panies for Construction, me pant Bills ie gg $4,251,957.98 $28,346,792.02 
Equipment and Betterments $1,625,991.83 521,261.16 rafhic hege Car * ee 

Miscellaneous Investments: ee es uae 918.70 $441.025.05 
Physical Property ........ 8,331,679.34 12,000.42 OE ICO AE ARE ers y ens 
Securities — Pledged (Ex- Audited Vouchers and Wages - ri - 

HEI We os oars haba. s:< 5-30: 33,954,797.45  33,954,797.45 MEAIOMARGS Srirevsiciopald 0s arever ofuarels 4,813,961.08 1.588,238.54 
Securities—Unpledged (Ex- aac aid Dividends 
hibit VI) ......-..-455- 95,736.311.66 27,966,131.38 ge ig Pg er a nN. 1,263,084.37 2,679,091.41 
ie EOE aia ——— Matured Mortgage, Bonded 
$139,648,780.28 gas a 
ts vata and Secured Debt Unpaid. 28,512.68 22,000.00 

Total Prope rty Investment. $37 9 TVA; 261. 55 $14,;715,616.78 Other Working Liabilities. oe 435, 919, 15 228,187.73 _ 

see jena im Buildings, Grand in Ce RE OCR RE TEE fo aS SS eee 

Central Terminal. New York. 5,358.361.75 1,575,7 790. 35 Total Werking Liabilities.. $14, 071,353.96 $41,922;909.19 

W pane Assets P re ‘ 
Cash ... Leeeeses $6,066,957.80 $6,208,472.47 Accrued Liabilities Not Due: 

Securities ‘Issued or Assumed Unmatured Interest, Divi- - g 
—Held in Treasury (Ex- dends and Rents Payable.. $2,812,266.17 ae $45,700.58 
iste WIE): 2 vistors cee-oes 22,961,450.00 231,000.00 Pereet AGCrGee) oso s.c056:<.06:0% 187,796.11 7,796.11 

Marketable Securities (Ex- = —-s = ——— 
AGREE SOON es ooo wig aw vate nied’ 1,863,205.12 2,665,107.65 : ca 6 

Loans and Bills Receivable...  34,420,522.36 17,498,821.97 Total Accrued Liabilities 

Trafne and Car Service Bal- GET DINE a rane ince si aceie $3,000, 062.28 $37,904.47 
ances due from other Com- wha 
oo ee ae ere 319,259.11 85,194.46 

Net ance due from Agents 7 Deferred Credit Items: 
and Gonductors .... 33... 2,826,408.45 208,440.22 SERRE Se " > som ae $2 301.679 

Miscellaneous Accounts Re- PRN SERED 5 55> +>» wei sinenesainae eesti 
ORTATIG  fara ste realeieiciss ord 5 8) a/5 5,276,068.38 427,256.93 — cng ete 

Materials and Supplies. ..... 5642.340.20 338,150.95 ee ee 

* Working Acanta 552.2 cS Bg 2 — ‘ 2g ssi1bl 
Other Working Assets....... 552,202.15 : 88,572.23 Credies 40 Taree oe Peale : 
oan 5 aon bp aie pas ue wale > 

Total Ws king Assets... $79,868, “41. 3. 57 $26,726,114.10 GAGE PEO Ns. 34 os 852 ee s0'0' $6,860,651.26 
———$___——_—. Other Deferred Credit Items hae 

lecruecd Income not Due: —Miscellaneous .......... 908,515.29 

Unmatured Interest, Divi- . RRR TS aS aa, a 7 
dends and Rents Receivable $1,298,728.86 $361, 517.80 $7,769,166.55 $2.804,438.65 

Deferred Debit Items: Total Deferred Credit Items $8,81 1 763.72 $502,759.05 

Temporary Advances to Pro- : a 
prietary, Affiliated and ; 

Controlled Companies .... $1,175,571.80 Appropriated Surplus: 

Betterments on Leased Lines, Reserves from Income or Sur- 
Distributed as rental over plus: 
teri Gf. MLOaSOS 2's 6.65. '6:<5-0's $3,5 26,506.04 $466,787.01 Invested in Sinking and Re 

Working Bands) <...40.000 840,637.22 719.93 demption Funds: 

Other Advances ... 3,031,387.97 —1,836,878.00 Connecticut Railway and 

Rents and Insurance ’ Paid i in Lighting Co. Sinking Fund 623,188.03 $94,745.77 
PNIIO S whereas ake 24,018.42 5,825.98 : 

Unextinguished Discount on ; . Equipment and Personal Prop- 

Securities ............000 386,666.66 _ 1,003,628.96 rr or rae 9,474,943.16 85,260.03 
special Deposits .........5. 486,293.96 341,118.96 Puella end Lew Account 
. ee Page SEEN 822,246.14 6,094,311.10 

Cash and Securities in Sink- (F WEE 39) . Eh Re. , se _ ‘ 
ing and Redemption Funds: For Contingent Liabilities See 
Connecticut Railway and Pages 40 and 41. 

Lighting Company Sinking 
REE is | SpE nee RSI RAR Se re neo $742,151.60 94,745.77 
Worcester_and Connecticut 
Eastern Railway Sinking 
PTE cats eine eas epee As 122,000.00 23,000.00 

: $864,151.60 

Cash and Securities in Insur- 

ance and Other Reserve Funds: , 

Insurance Fund ......... 1.953,883.93 
Accident and Casualty Fund 1,698,666.31 
Coal Insurance Fund.. 29,470.74 

Other Deferred Debit Ttems. 1,375;272:17 _319, 450.81 

Total Deferred Debit Items. $10,534,933.04 $2,774,135.14 





$476,834,698.77 $13, 570, 359.91 $476,834,698.77 $13,570,359.91 
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DISTRIBUTION OF HOLDINGs: 
1 to 


10 shares inc 
11 “s ra 


50 
100 
500 

1,000 
1,001 and ove1 
22,106 
IND: VIDUAL CORPORATE STOCK- 
HOLDERS: 
8,079 

l-emales 9,710 

Trustees and Guardianships........ 3,584 

Insurance Co's’ and other corporations 302 733 

22,716 22,106 
AVERAGE SHARES PER STOCKHOLDER: 69.06 71.32 

The Company is pre-eminently one that is owned and controlled by stock- 
holders living along the line of the road. There are only 77 stockholders 
living in Europe. There are 147 stockholders owning more than 1,000 
shares with total holdings of 507,916 shares, and there are 26,239 stock- 
holders owning 1,063,263 shares. 

Stockholders are urged most earnestly to inform themselves about the 
situation of the Company, to explain the difficulties in their respective com- 
munities, and to use their active influence to help the management in its 
efforts to reduce expenses and to increase rates slightly, and to obtain 
favorable consideration for the Company at this time, when the help of 
everyone interested in the welfare of New England is needed in order to 
maintain efficiently the transportation system that is so closely interwoven 
with the industrial, financial and social life of this part of the country. 


ORGANIZATION. 


The past year has been a most trying one for the Company, the owners 
of ils securities, employees, officers and directors. That the Company has 
been able to sustain itself under the very disturbed conditions is evidence of 
its inherent strength. It has had to meet great loss in revenues, large 
increases in expenses; it has been the subject of exhaustive investigations 
and of much hostile criticism, of which no complaint is now made, but 
instead an appeal for fair treatment and constructive aid. 

Among the conditions necessary for the success of the Company are: 

_— Freedom from disturbance and the opportunity for constructive 
work. 

“There is much truth,” said the Interstate Commerce Com- 
mission in its report of June 20, 1913, on the New England 
situation, “in the claim of the carriers that they have been so 
occupied with investigations and so criticized by the public 
that no fair opportunity has been given for the operation of 
their railroad properties.” 

Second: The removal of restrictions and conflicts in the laws and policies 
of the various New England States which prevent the Company from — 
ing a comprehensive financial plan enabling it to meet its obligations by 
mortgage bonds. 

Third: A readiness on the part of Commissions, both State and National, 
to permit a readjustment and increase in freight and passenger rates; and 
an increase in the pay ‘received for the carriage of mail and parcels post. 

Fourth: Adequate time for the Company to dispose of its investments in 
other companies. The Directors, as trustees for the stockholders, as well 
as in a large measure for the community served by the lines, should, for 
the protection of the property, its owners and the business of the New 
England States, not be forced to sacrifice these investments and at a time 
when values have been depressed by adverse criticism, controversy and gen- 
erally poor business conditions. 

The Directors znd Officers are endeavoring most earnestly to conduct the 
affairs of the Company in a lawful, prudent and efficient manner, and are 
continuing to compact, improve, maintain and preserve the property in 
order to meet adequately the public demands and to benefit the stock- 
ho'ders. They will continue to strengthen its working organization, fully 
realizing that only with public confidence and support, and especially the 
co-operation of ‘he various Commissions and governmental authorities, can 
the success of the Company be assured. 

Your attention is directed to the tables hereto attached giving additional 
information about each of the properties in which your Company is in- 
terested. 

The year opened with the staff of officers and the employees seriously 
disturbed and somewhat demoralized and discouraged because of the condi- 
tions and obstacles to be met and overcome. The efforts of the officers 
and employees have been directed to bringing about a better feeling towards 
the Company from the communities served, as well as to improving the 
operation of the various properties. The thanks of the owners of the prop- 
erty are due to the many loyal officers and employees who have rendered 
faithful service during the year under the most serious and most unusual 
conditions and obstacles. 

Respectfully submitted by order of the Board of Directors. 

HOWARD ELLIOTT, 
Chairman of the Board and President of the Company. 





PROFIT AND LOSS ACCOUNT. 
CrepIrT. 
Balance brought forward from June 30th, 1913 
Credit balance of net income for the year 
Balance in Insurance Funds transferred to this Account.... 
Adjustment of securities to par value 
Miscellaneous Items 


$7,916,557.24 
68,662.87 
1,983,354.67 
123,720.53 
25,863.55 


$10,318,158.86 


Dividend paid September 30th, 1913........... $2,356,768.50 
Loss resulting from the sale of securities of the 
Merchants & Miners Transportation Co... 3,594,500.00 
Unamortized loss on the New York, Westchester 
& Boston Ry. Co. bonds, which bonds were 
received in payment for advances to the New 
York, Westchester & Boston Ry. Co. and the 
bonds sold to the public by the New Haven 
Company prior to the past fiscal year 1,265,295.62 
Loss on Treasury securities sold or reduced to 
Par 426,361.37 
Depreciation on equipment assigned to the Bos- 
ton & Albany R. R. prior to July Ist, 1913, 
under “Boston & Albany Equipment Trust of 
1912” 
Depreciation prior to July Ist, 1913, 
ment put out of service 


237,108.36 
130,070.61 
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I'ranchise and other taxes at Grand Central Ter- 
minal prior to July Ist, 1913 

Rental, Grand Central Palace, N. Y., for station 
facilities during construction of permanent sta- 
tion buildings, charges accruing prior to July 
Ist, 1913, the amount not determined until re- 
cently 

50% of net charges to Profit and Loss made by 
the Boston & Albany R. R., assumed by the 
New Haven Company under agreement to 
share equally in the net results of the opera- 
tion of the Boston & Albany, which agreement 
was cancelled as of January 3lst, 1914....... 

Miscellaneous charges 


111,592.57 


83,686.43 


71,749.81 
218,779.45 
ee «=. 495,919.72 


Jalance June 30.h, 1914, as per balance sheet.. $1,822,246.14 
STATEMENT OF CONTINGENT LIABILITIES. 
June 30ruH, 1914. 


Under the provisions of Section 4, Chapter 519, of the Acts of the Gen- 
eral Court of the Commonwealth of Massachusetts, passed at its 1909 Ses- 
sion, The New York, New Haven and Hartford Railroad Company promises 
when they shall be sold, to guarantee the principal of, and the dividends 
and interest upon the capital stock, bonds, notes and other evidences of 
indebtedness of Boston Railroad Holding Company acquired by it. On 
June 15th, 1910, the General Court of the Commonwealth of Massachusetts 
passed an act authorizing the issue of preferred stock (without voting 
power) of Boston Railroad Holding Company, in exchange for its four per 
cent. fifty-year Debentures dated November Ist, 1909; and on January 10th, 
1911, the $20,012,000 Debentures owned by The New York, New Haven 
and Hartford Railroad Company were exchanged for preferred stock. On 
June 30th, 1914, there were heid by the public 28,000 shares of preferred 
stock of Boston Railroad Holding Company, on which the guaranty had 
peen executed; and on the same date ‘The New York, New Haven and 
Hartford Railroad Company held the following stock: 

31,065 shares of Common Stock of Par Value. ..$3,106,500.00 
244,939 shares of Preferred Stock of Par Value. .24,493,900.00 
THE New York New Haven anp Hartrorp RAILroAD COMPANY 

Is liable jointly with other roads for any deficiency on foreclosu:e of 
bonds of the Boston Terminal Company. 

Is liable by endorsement on $200,000 six per cent. demand notes dated 
May Ist, 1914, of the Central New England Railway Company deposited as 
Collateral under Indenture dated May Ist, 1914, securing $20,000,000 one 
year 5% Collateral Gold Notes of The New York, New Haven and Hartford 
Railroad Company. 

Guarantees the payment of principal and interest of the four per cent. 
l‘irst Mortgage Gold Bonds of the Central New England Railway Company 
of the issue of January Ist, 1911, to the amount of $12,012,000. 

Is liable by endorsement on $1,325,000 six per cent. demand notes dated 

May Ist, 1914, of The Connecticut Company deposited as Collateral under 
Indenture dated May Ist, 1914, securing $20,000,000 one year 5% Collateral 
Gold Notes of The New York, New Haven and Hartford Railroad Com- 
pany. 
Is jiable by endorsement on $3,000,000 six per cent. demand notes, Series 
“KE,” dated May 1, 1914, of The Harlem River and Port Chester Railroad 
Company deposited as Collateral under Indenture dated May Ist, 1914, se- 
curing $20,000,000 one year 5% Collateral Gold Notes of The New York, 
New Haven and Hartford Railroad Company. 

Guarantees the payment of principal and interest of The Harlem River 
and Port Chester Railroad Company one year 5% Gold Notes, Series ‘A,’ 
dated May Ist, 1914, to the amount of $10,000,000. 

Is liable by endorsement on $819,781.71 five per cent. demand note dated 
September 22nd, 1911, of the Hartford and Connecticut Western Railroad 
Company (previously endorsed by the Central New England Railway Co.) 
deposited as Collateral under Indenture dated May Ist, 1914, securing 
$20,000,000 one year 5% Collateral Gold Notes of The New York, New 
Haven and Hartford Railroad Company. 

Is liable by endorsement on $1,150,000 six per cent. demand notes dated 
May Ist, 1914, of Housatonic Power Company deposited as Collateral 
under Indenture dated May Ist, 1914, securing $20,000,000 one year 5% 
Collateral Gold Notes of The New York, New Haven and Hartford Rail- 
road Company. 

Guarantees the payment of principal of $300,000 and interest on the 6% 
one year Notes of the Housatonic Power Company dated March 3lst, 1914. 

Guarantees four per cent. dividends on preferred stock of the New Eng- 
land Investment and Security Company, $4,000,000, and payment of prin- 
cipal at one hundred five per cent. on liquidation; also guarzntees the 
payment of principal, $5,900,000 and interest of the New England Invest- 
ment yl Security Company fifteen-year Funding Gold Notes dated April 
Ist, 1909. 

Guarantees the payment of principal and interest of the Gold Debenture 
of The New Engiand Navigation Company in case of termination of 
lease of the Old Colony Railroad Company, $3,600,000. 

The New York, New Haven and Hartford Railroad Company and the 
Pennsylvania Railroad Company, jointly and severally, guarantee the per. 
ment of the principal and interest of the outstanding $16,000,000.00 First 
Mortgage four and one-half per cent. Gold Bends dated August Ist, 1913, 
due August Ist, 1953, of the New York Connecting Railroad Company. 

Guarantees the payment of principal and interest of the four per cent. 
fifty-year First and Refunding Mortgage Gold Bonds of the New York and 
Stamford Railway Company, of the issue of November Ist, 1908, to the 
amount of $925,000. 

Is liable by endorsement on $185,000 six per cent. demand notes dated 
May Ist, 1914, of New York and Stamford Railway Company deposited as 
Collateral under Indenture dated May Ist, 1914, securing $20,000,000 one 
year 5% Collateral Gold Notes of The New York, New Haven and Hart- 
ford Railroad Company. 

Guarantees the payment of principal and interest of the four and one- 
half per cent. First Mortgage Gold Bonds of The New York, Westchester 
and Boston Railway Company of the issue of July Ist, 1911, to the amount 
of $21,200,000. ; d 

Is liable by endorsement on_ $1,725,000 six per cent. demand notes date 
May Ist, 1914, of The Rhode Island Company deposited as Collateral under 
indenture dated May Ist, 1914, securing $20,000,000 one year 5% Col- 
lateral Gold Notes of The New York, New Haven and Hartford Railroad 
Company. d 

Is liable by endorsement on $150,000 five per cent. demand note date 
May Ist, 1914, of Rutland Railroad Company deposited as Collateral — 
Indenture dated May Ist, 1914, securing $20,000,000 one year 5%. oe 
lateral Gold Notes of The New York, New Haven and Hartford Railroac 
Company. ingfield 

Guarantees four per cent. dividends on preferred stock of the Springhe 
Railway Companies, $3,387,900, and payment of principal at one hundre 
five per cent. on liquidation. 
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Or THE ABOVE CONTINGENT LIABILITIES 
THE INTEREST OR DIVIDENDS WERE ALL 





RAILWAY AGE GAZETTE 


THE FOLLOWING 





ARE IN THE IIANDS OF THE PUBLIC. 


MET BY ISSUING COMPANIES UNLESS OTHERWISE NOTED. 


Form of Total Amount Annual Interest 
Name of Company. Nature of Obligation. Guaranty. Liability. Rate, Date Due. or Dividends. 
Rosten DErMGe Gok oss cevac eon eadaneeen Bonds. Joint with other Co’s. $14,500,000.00 34% Feb. 1, 1947 $507,500.00 
“New York & Stamford ag Dgig ie wonTe ue lst Ref. Mtge. Gold Bonds. Sole 247,000.00 4% Nov. 1, 1958 9,880.00 
Central New England Ry. sce ensaoetd een eet: Mtge: Gold Bonds. Sole 12,012,000.00 4% Jan. 1, 1961 480,480.00 
tNew York, Westchester % ae Ry. Co. Talat Mtge. Gold Bonds. Sole 19,200,000.00 44% ‘July 1, 1946 864,000.00 
Springfield Oe re rrr re Preferred Stock. Sole 3,387,900.00 
and payment of 
principal at 105% 
on liquidation. 4% 135,516.00 
New England Investment & Security Co...Preferred Stock. Sole 4,000.000.00 
and payment of 
principal at 105% 
on liquidation. 4% 160,000.00 
Boston RM BR. Boldimg CO. cccccscscicsves Preferred Stock. Sole 2,800,000.00 4% 112,000.00 
§New York Connecting R. R. Co........... Ist Mtge. Gold Bonds. Joint with Penn. R. R. 16,000,000.00 4Y%% Aug. 1, 1953 720,000.00 
Housatonic Power Goi oc3.scvsscdcdwies see One Year Notes. Sole 300,000.00 6% Mar. 31, 1915 18,000.00 
The Harlem River & Port Chester R. R. Co. year 5% Gold Notes. Sole 10,000,000.00 5% May 1, 1915 500,000.00 
eries “‘A.” 
Bn a on Bonds paid out of Rentals received from Companies using Bonps. Par Value. 
Termina ! i T » & Teleor . 
{Did not earn interest on bonds. Paid by The New York, New Haven “Ewa. Lelephone K Telegraph Co $ 6,300.00 $ 6,290.55 
& Hartford R. R. Co. . : es ‘ ; Chicago, Burlington & Quincy R. R. Co. (Il. Div.) 
_ {Did not earn dividend on preferred stock. Paid by The New York, 344% Bonds due 1949...........cccceceeee 10,000.00 9,150.00 
New Haven & Hartford R. R. Co, ° Chicago & Eastern Ilinois R. R. Co. 
§Not complete or in operation, Interest charged to construction. BO MARAE POAT oo a. c.c)sccic ouisis oxo xiao aeinve 22,000.00 25,300.00 
ee 0 ne & eed . R. Co. 
> 5 4% Genera ortgage Bonds due — avareiae 38,000.00 38,000.00 
PLEDGED. New York, Westchester & Boston Ry. C 
SECURITIES OF PROPRIETARY, AFFILIATED AND CONTROLLED 4Y%% First Mortgage Gold Bonds due “i946. . 2,000,000.00 2,000,000.00 
COMPANIES. New York and Stamford Railway Co. 
7 4% First and Refunding Mortgage Gold 
Exuisit I, OE UI BOE oo oe 4 cig aeictaeielas emeksaen 678,000.00 599,880.00 
Number of The Vermont Company. 
shares. Book Value. 5% First Mortgage Gold Bonds due 1931... 846,000.00 840,500.00 
Stocks. 
Central New England Railway Co. NotEs. Rate of Interest. 
COMO SIORE 5 5.6 0555050 05-4010 47,920 $868,566.55 Plageatenic PGwes COs oo oie cd cic cciscceccccens 6%o 1,150,000.00 
Central New England Railway Co. New York and Stamford Railway Co......... 6 185,000.00 
POREINOG ROO. 5 6050ssoes see es 6 37,360 1,052,335.91 Te NEI Ge oo oe catind ascot esmaksceweme 6 1,325,000.00 
Hartford & Conn, Western R. R. Co. 17,482 1,201,063.69 The Rhode tdland Covecs o. i.c ccs dcdnseewsices 6 1,725,000. 10.00 
New York, Ontario & Western Ry. ——. 
Co. Common ...ccccccsesescceces 291,600 13,105,185.62 RUM gears ie os Sala ee as ace aes $33,954. 797. 97.45 
New York, Ontario & Western Ry. ———$____.= 
Co. Preferred ....cccsescrseseees 22 3,212.00 These securities comprise part of the Collateral Pledged under the In- 
Rute Mamreed Ces .c ss cecienesses 23,520'% 2,364,977.15 denture dated May Ist, 1914, securing 5% Collateral Gold Notes. 
DOOMG (6 se WadaNeSetensssensoass $18,595,340.92 Exuusit VI. 


Exuisirt II. 
Book Value. 
$200,000.00 
$88,502.50 


_ Value. 


FunpEep Dest, 
Central New England Railway Co. 
4% First Mortgage Gold Bonds.............+.. $85, 000.00 


Exuisit III, 


Rate of Interest. Book Value. 


NorEs. 

Central New England Railway Co..............00. 6% $200,000.00 

The Harlem River & Port Chester R. R. Co....... 6 3,000,000.00 

Hartford & Conn. Western R. R. Co..........00-- 5 819,781.71 

RAAIRNIE MUNDO ASS 8 6s :5 c's 6505 3 0d 65 ONG EO a 5 150,000.00 
MUMOEE Is 3G see's bois sce d s Rinle Nina eis ee ea he Sew ie inte $4,169,781.71 


These securities comprise part of the Collateral Pledged under the In- 
denture dated May Ist, 1914, securing 5% Collateral Gold Notes. 


Exuisit IV. 


SECURITIES OF PROPRIETARY, AFFILIATED AND CONTROLLED 
COMPANIES.—UNPLEDGED. 





Number of 
Shares. Book Value. 
Stocks, 
Boston & Providence R. R. Corporation............ 5,246 $ 1,582,443.18 
SUE TOMO) DETR CG oioa:6 5 v0.08 sas seeaeaceads 2,000 200,000.00 
Central New England Ry. Co. 

Common Stock and i iy a0 PRTG wars ale wakerasats 30 543.90 
Central New England Ry. Co. 

Preterred Stock and. Scrip: :.. 6s ..cccccsccvess- 1 281.60 
The Harlem River & ‘9 Chester KR: BR. Co....... 10,000 1,000,000.00 
Holyoke & Westfield R. ORS err 200 20,000.00 
The New York Connecting *, ag MOO wcwsaaliciosene's 15,000 1,527,204.33 
Norwich @ Worsester BR. BR. C0. oases ccccccccseee 9 219,038.19 
MOM) MOG es BS NEOs 55 ooo a eke ops aise Ah ssresiaweiees 98,132 13,065,341.80 
Providence, Warren & Bristol R. R. Co. Common. 4,867 »212.67 
Providence,’ Warren & Bristol R. R. Co. Preferred. 1 220.00 
Providence & Worcester R. R. Co.........000000: So 2,738,762.75 
Roxuuty Central WATE CO. 5 cass evcciecesescces 7 7.00 
South Bay Wharf & Terminal Co................. 9 9.00 

MANORS aos ia aisle wise Ae oieicie SG sani o Gis ers aipieretentaie’s $21, 084,0 064. 42 
Stock, 
Exuisit V. 


MISCELLANEOUS INVESTMENTS.—PLEDGED. 
Number of 


Shares. Book Value, 
Stocks ° 
American Telephone & Telegraph Co.......... 314 $ 37,782.56 
Concord Be RO RIEE kc: Bees 500.05 eaeneaesnands 2,469 395,765.70 
Connecticut & ees Rivers R. R. Co.. 1,464 208,162.44 
Northern R. (of New Hampshire)......... 922 130,750.27 
Pennsylvania Fated i Ore er 1,168 71,907.64 
The! Biome Meine 06 o5.606 46550 nesecsceceees 96,855 24,352,336.41 
Waterbury Gas Lipht Coss. cos ccscivscevesss 8,374 847,971.88 


MISCELLANEOUS INVESTMENTS.—UNPLEDGED. 
Number of 


Shares. Book |'alue. 
Stocks. 

DSPeAmiGe treet away CO iiee oa es ne codices ee 53,981 $ 6,371,395.58 
Boston Railroad Holding Co, Preferred............ 244,939 24,493,900.00 
Boston Railroad Holding Co. Common............. 31,065 3,106,500.00 
TO oie a a ere ia Keke ck oneee downs 1,000 100,000.00 
The New England Navigation Co................. 494,055  53,322,899.48 
New York & Stamford Railway Co............... 5,000 610,643.40 

New York, Westchester & Boston Ry. Co. Stock 
NMI a's c'aa cb Aiiele od nieve aa ere ha daweiaaans 49,249 6,241,951.76 
RN ar da da vines te aan waceeie daa gare aes 6,500 571,164.31 
Wood saver branen Ro Re Ces 02226 c cee seascsees 336 21,477.50 
The Westchester Street R. R. Co... .... .cccwscieces 7,000 896,379.63 
POMBE asa 5 areas aad Sielae RaW NS OS ele Ee Re ees $95,736,311.66 


Exuipit VII. 
ISSUED OR ASSUMED.—PLEDGED. 
Par Value. Book Value. 


SECURITIES 


FunpEep Dest. 
New York, Providence & Boston R. R. Co. 
4% General Mortgage Bonds due 





Poe Wa, 19 i a acca ees enc wees $247,000.00 $247,000.00 
The New York, New Haven & Hart- 
ford R. R. Co. 6% Convertible Deben- 
ture certificates, due Jan. 15th, 1948 600,800.00 600,800.00 
34%4% Non-Convertible Debenture cer- 
tificates, due April Ist, 1954..... 2,100.00 2,100.00 
34%4% Convertible Debenture certifi 
cates, due Jan. Ist, 1956......... "852,100. 00° = 852,100.00 
344% Non- Convertible Debentutre cer- 
tificates, due March Ist, 1947.... 9,000.00 9,000.00 
Providence Securities Co. 
4% Fifty year Gold Debentures, due 
pe a cre 719,000.00 719,000.00 
ORME es cera ce sane romaine $2,430,000.00 
These securities comprise part of the Collateral Pledged under the Inden- 


ture dated May Ist, 1914, securing 5% Collateral Gold Notes. 


Exuisit VIII. 
SECURITIES ISSUED OR oe pa ot AUN HELD IN TREASURY.— 


UNPLEDGE 
amber of 
Shares. Book Value. 
Stocks. 
The New York, New Haven & Hart- 
ford R. ; Co Sb ast Hea ca 4 dialer me eles 228,991 $22,899,100.00 $22,899,100.00 


Funpep Dest. 





Par Value. Book Value. 
The Consolidated Ry. Co. 
3, 3% and 4% Debentures and Scrip.$2,350.00 $2, 350.00 2,450.00 
IP Sod ag: aia tina oaraaar see eel ubis $22,901,450.00 
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Exuisit IX. Exuisitr XII. 
MARKETABLE SECURITIES. NEW YORK, NEW HAVEN AND HARTFORD RAILROAD COMPANY 
Number of Book DEBENTURES, INCLUDING DEBENTURES OF MERGED 
Shares. Value. ROADS ASSUMED. 
Sro« ks 


: : a» Total Date of Interest Payable. 
Boston & Lowell RK. R. Corporation.. 412 $88,775.13 : : Sega 
City National Bank, Holyoke 100 — 11,500.00 Outstanding. Maturity, §£_————““—— 


: 7 000. Convertible 6% Debenture 
20.04 “Spalted 3 @ 
nema ag weitol ig aes ai} Hed eet Certificates $ 39,029,000.00 Jan. 15, 1948 Jan. 15. July 15 
Hereford Railway 246 21,928.77 Convertible 3%2Yo Debenture 1. 1956 1 iy 
Iron Works Aqueduct & Water Co...1/12 Interest 100.00 esas <=s Seen em Sy ROPE Pe Temp 
Lowell & Andover R. R. C 193 41,919.26 . a DEEN een eeterh: Sago 5,000,000.00 Mch. 1, 1947 Mch. 1. Sept. 1 
Manchester & Lawrence R. 63 14,081.66 N a os ertible 33% De- , ’ : Ps oe ; 
Massawippi Valley Kailway Co. 5 46,020.00 wt Ness nae Sa hd Mch. 1 
Nashua & Lowell R. R. C 20,179.51 yt tibi 3149 5,000,000.00 Mch. 1, 1947 ch. i. 
Pemigewasset Valley R. R. 99,676.51 onvertible J7a7o Ve- 000,000.00 A 1, 1954 A Oct 
Peterborough R. 8. C 8,390.00 _bentures ++... 10,000,000.00 Apr. 1, ose 
Pittsfield & North Adams R. R. C 6,965.26 Non-Convertible 4% Deben- — Tuly 
2110.00 _tures : 15,000,000.00 July 1, 19 . 4. july 
Upper Coos R. R 10,242.75 Non-Convertible 4% Deben- N 
Vermont & Massachusetts R. R. Co. 30,439.77 tures P seer oe Pee ee oo 
Villaos Water Co. New Siartiord. > 24.00 European Loan of 1907... 27,985,000.00 pr. i, > as ct. 
Westinghouse Air Br: ake Co 967.00 Naugatuck R. R. Co. 349 To O 1, 1930 Apr Oct 
Wilton R. R. C 21,389.14 Debentures 234,000.00 ct. 4, te ct. 
Miscellaneous 2500.00 age Street Railway Co. P 
: : ll 8 alls ae ai ah al +4 mina 706.704.80 % Debentures Series M 165,000.00 Jan. 1, 1930 Jan. 15. July 
——— $706,704. The Consolidated Railway Co. 
Funpep Dest: %, 3%% and 4% Deben- 
Par Value. tures 972,000.00 ; 1930 
Berkshire Street Ry. Co. 4% Debentures 4,255,000.00 
5% 20 year Gold Debentures....... $200,000.00 $200,000.00 4% Debentures erred 
ntral New England Ry. Co. 4% Debentures 1,340,000.0 
Ceatral New England Ry. Co / 4, Debentures 2000000! 2p1L000.0 
a aes Mien Mee. a Providence Securities Co. 
were ; ie R > ate Bir : Dis ma 4% Gold Debentures.... 19,899,000.00 
(an, Coes. SB. 29o First Mortgz Eis 
Gold Bonds 5,000.00 5,230.00 $157,964,450.00 
Park Square Theatre Co., ; 
5% Second Mortgage Note 320,000.00 320,000.00 RENTALS OF LEASED LINES. 

Wood River Branch R. R. C a ; : E agen gee : ; . 
514% First Morteage Bonds 56,500.00 28,250.00 or tHe YEAR EnpiInG JuNE 30, 1914, 1x ComMpaRISON WITH YEAR 1913. 
Pawtuxet Valley Electric Street Comparison with 1913. 
Ry. Co. 5% Bonds 38,000.00 39,900.00 1914. Increase. Decrease. 

— $593,988.50 Old 4G0lohy  ROUTORG ss s)0- 6:0: ow'ssn owe $2,107,393.48 $21,769.23 LOG 
Boston & Providence Railroad 494,807.50 $3,856.05 
Novres Rate of Interest. Providence & Worcester Railroad pete ed ” 
*: ad iy y Norwich & Worcester Railroad 290,537. 70 
aa «umber P 57% yore _ ening River & Port Chester Rail- u ‘ ‘conees 
Providence, Warren & Bristol R. R. Co. 38,617.77 1,197 1999 098. 
Sele Sextie Mantlatering Co 75'000.00 Holyoke & Westfield Railroad 46,000.00 


Shearer Realty Trust Co 5 200,000.00 Providence, Warren & Bristol Railroad. 55,158.89 1,098.18 
5 Chatham Railroad 3,610.00 
Rutland Railroad Co - 50,000.00 
Trustees of the Massachusetts Auto- Betterments to Leased Lines irrecovera- 
ee ES 6 SS eee 90,000.00 ble, distributed as rental over term of = ae 
Waterbury Lumber & Coal Co....... 5,000.00 leases : 6,970.65 
Ida V. Whitney..... 6 


Sept. 1 


Quincy Quarries Co. 


erin: — $562,511.82 Tora. $112,748.69 


e 
SSS *There has been no increase in the Capital Stock of the Old Colony Rail- 
eC ae $1,863,205.12 road siete during the past fiscal year. 





Exuisit X. 
THE NEW YORK, NEW HAVEN AND HARTFORD RAILROAD COMPANY BONDED DEBT INCLUDING BONDS OF MERGED 
ROADS ASSUMED. 


Rate and Character of Debt. Total Date of Interest Payable. 
SS ES eee Outstanding. Maturity. a ca aN 
N. Y., N. H. & H. R. R. Co.—H. R. & P. C 4% First Mortgage $15,000,000.00 May 1954 May 1. 
New York, Providence & Boston R. R. Co 4% General Mortgage 1,000,000.00 April 1942 April i. 
Housatonic Railroad Company 5% Consolidated Mortgage 2,839,000.00 Nov. 1937 May 
Danbury & Norwalk Railroad Company 6% Consolidated Mortgage 100,000.00 July 1920 Jan. 
rs £ ti a8 5% Consolidated Mortgage 400,000.00 July 1920 Jan. 
5% General Mortgage 150,000.00 Apr. 1925 Apr. 
7 “ ; y First Refunding Mtge. Gold 350,000.00 June 1955 June 
New Haven and Derby Railroad Company § Consolidated Mortgage 575,000.00 May 1, 1918 May 
Providence and Springfield Railroad Company % First Mortgage ,000. July 1922 Jan. 
Naugatuck Railroad Company Te First Mortgage 00,000. May 1954 May 
Boston and New York Air Line R. R. C First Mortgage Gold Aug. 1955 Feb. 
Providence Terminal Company ¥7 First Mortgage Gold Mch. 1956 Mch. 
Worcester and Conn. Eastern Ry. C Ao . First Mortgage Gold '992, 000.00 Jan. 1, 1943 Jan. 
New Haven and Centerville St. Ry. C 5% First Mortgage 283,000.00 Sept. 1933 Mch. 
Meriden Horse R. R. C % Consolidated Mortgage 415,000.00 Jan. 1, 1924 Jan. 
Norwich Street Railway 5% First Mortgage 350,000.00 Oct. 2, 1923 Apr. 
Montville Street Railwé ry C ; 5% First Mortgage 250,000.00 May 1, 1920 May 
New London Street : First Mortgage 150,000.00 Oct. 2, 1923 Apr. 
Middletown Horse R. R. 5% First Mortgage 150,000.00 . 1, 1914 June 
Portland Street Railway 5% First Mortgage 30,000.00 ov. 1916 May 
Hartford, Manchester and  Roekite Tram. C 5% First etna 200,000.00 1924 Apr. 
Hartford Street Railway First Mortgage Gold 2,500,000.00 spt. 1, 1930 Mch. 
Greenwich Tramway Co 5% First Mortgage 320,000.00 July 1931 Jan. 
*Branford Electric Co 5% First Mortgage 63,000.00 ; 1937 Apr. 
Torrington & Winchester St. Ry. ( First Mortgage 150,000.00 i 1917 June 
Meriden, Southington and Compounce Tr:inv: 5 First Mortgage 175,000.00 : 1928 Jan. 
Pawtuxet Valley R. R. C Y) First Mortgage 160,000.00 5 Apr. 
New England R. mS ; J Consolidated Mortgage 10,000,000.00 July : Jan. 
5% Consolidated Mortgage 7,500,000.00 July 5 Jan. 
Stafford Springs Street Ry. C 5% First Mortgage Gold 400,000.00 July 1, 5 Jan. 
New Haven and Northampton Co Z Refunding Cons. Mtge. 
Gold Bonds 2,400,000.00 June 1, June 


$58,929,000. 00 


ee ee eee ee ee er ee ere ee eee ey 


ee — ro _ te tt ek _ =" 


— 





Note.—Certain property of this Company is subject to a lien under a due April 1, 1939, bearing interest at 4 per cent. _ 
mortgage of the New York & New England Railroad Company to secure *Principal, and interest to maturity deposited with the Union and New 
Boston Terminal Bonds of that Company to the amount of $1,500,000., Haven Trust Co. 








Exursit XI. ADDITIONS AND BETTERMENTS. 


THE NEW YORK, NEW HAVEN AND HARTFORD RAILROAD Year Enping June 30, 1914. as 
COMPANY COLLATERAL GOLD NOTES. Real Estate : $274,186.55 
New or Improved Bridges: 
5¢7 Collateral Gold Notes dated May 1st, 1914, due May Ist, 1915. Total New London, Conn 
Outstanding $19,927,000.00. New Haven, C 
Interest payable May ist and November Ist. For list of collateral pledged Modlengd @ivon (Various) ......0 200i. .<ss0ndeess 
aS security see pages 42—44—45. Exhibits 1—2—3—5—7. Providence, R, 





OctoBeR 30, 1914 


me I a ee Or Se EE 13,452.91 
WAS rATNR NOONM G5 xie'n oe o'5.4-6 b.0 sane nleeee osieed-ere 8,348.48 
RG RRSE tes MN IMSS ORMINIRE 5. 55 10's a8) S478 A GLALG 8 Od Sw a Se aTO Ne 6,257.76 
Whately, ee. aletatareco:aicie aid ik wie ies fore neuro acace ecole 5,490.50 
RRR PIPE os cine ase alg aiGie Gis & Gista einen Gis, malaiiece 5,000.03 
Sundry Baas SS Ser rr ero Creo 15,157.97 
ad 186,681.21 
Glenbrook, Conn.—New Haven, Conn., Electrification........ 955,610.47 
New Haven, Conn.—Springfield, Mass., Signals.............. 216,660.36 
Stamford, Conn.—New Haven, Conn., Signals............-4+ 192,369.61 
Berkshire Jct., Conn.—New Milford, Conn., Double Tracking. 153,094.76 
Woodlawn, N. Y.—New Haven, Conn., Re-distribution System. 124,251.06 
Woonsocket, R. I., Improved Freight Facilities.............. 67,839.99 
ee Cr RR Cy DOS ee 51,910.10 
Hartsora, Cont., AGGitional TPGOK6 so oiicksesiesss cowesesaecs 31,061.79 
Middletown, Conn.—Willimantic, Conn., Improvements...... 24,902.19 
Bradford, R. I., Improved Freight Facilities................. 22,878.05 
Stonington, Conn., Track Improvements..........ssscccceces 22,603.71 
Torrington, Conn., Freight House Improvements............. 19,954.78 
New Rochelle Jeu, IN. ¥.,. REVISION Track Lavout)....0:6.66:.:0:6:0ci 19,759.02 
Stamford, Conn.— Woodlawn, N:; Y., Circuit Breakers........ 18,946.15 
New Haven, Conn., Re-arrangement Telephone Facilities.... 16,977.78 
South Bay Jct., Mass., Paving “ DOPGINET 6 s.c0 vis ciseceecae's 14,718.34 
South Boston, Mass., Pier No. PMPTOVEMENtS 6 < 6o6 cece sess 13,984.35 
Olneyville, R. I., Temporary Freight PUNE Soa. oi 8 ss wwe! 12,534.68 
Pismimelson GE AGrAGe WOrOSSIN OG sca 5 crc.6:0s dese aie wielseeiaie cee cies 233,913.84 








DEBT OF LEASED ROADS, INTEREST ON WHICH IS PAID BY 
AS PART OF RENTAL. 


COMPANY 


RAILWAY AGE GAZETTE 


831 
ING@WRCON TUNUTONOE ENGNG ooo. 6.50.0 < 6. cic ad qaeen sale se awice eles 16,571.17 
New or Improved Yards and Sidingg..c6.cccc cece see sceces 64,831.51 
Wew Ob PmprOved. CLOKs-OVGIGs . 60d cci6.n:5-ccae sic inee sso civnae 24,105.58 
Sundry Other Additions and Betterments............cccceee- 248,663.65 
$3, 029, 010.50 
New Equipment, consisting of 3 electric locomotives, 34 steel 
coaches, 6 steel postal cars, 1 steel smoker, 20 milk cars, 3 
steel floats, 1 steam locomotive crane, 1 transformer, 1 rail 
unloader, 20 passenger and freight cars converted to freight 
train cars and 262 passenger and freight train cars converted 
SA WEEN Gare ONE 100) GAPS cic ob icc tcaewiweens dues e wee 1,054,659.07 





$4,083,669.57 





Less: 
Equipment put out of Service and Equipment transferred to 
PUIBINONG LOEUSE 6.6.5 oxic’, o:6 ee erercinein Kawee cieiwie'w ee ate see eae 793,119.60 
ORME) wo aa du wuwiede dads coatianisewenwaedes awe ewwaes ,290,549 9.97 
These expenditures were disposed of as under: 
CRat ee EOC CSE AE CO loi oiciw occas od cc bca Rie cial e Sreiehe wtciulers wie $3,025,057.88 
CHALGEG 40 COMIC e566: 0:5 056: 5:5 6:4 aise via see le eieieveitne were tae 261,539.47 
Charged to General Expenditures: « ..ossisccscacecesceiseasas 3,952.62 
$3,290,549.97 
THE NEW YORK, NEW HAVEN AND HARTFORD RAILROAD 


Date Amount ——_INTEREST.—Y Annual 

of Issue. Name of Road, Character of Debt. When Due. Outstanding. Rate. When Payable. Interest. 
fan..3, 0886 ‘Old Colony Be Resicvcviccsstsawsas ROM ica ese wemunenes «han. %. 2938 $4,000,000.00 4 Jan. and July $160,000.00 
Feb. 1, 1894 = cs RET ecciptelctenexsigiacatste ard /e Pet ahigvalwna ig Sine oianaio-aneratn eee Feb. 1, 1924 3,000,000.00 4 Feb. and Aug. 120,000.00 
Dec. 1, 1895 - - gee pre Mee Weep RS eT rere ~Dec. 1, 1925 5,598,000.00 4 June and Dec. 223,920.00 
July 1, 1902 ve ig Ge ne er ee ee er ee. July 1, 1932 1,000.000.00 3yY% Jan. and July 35,000.00 
July 1, 1888 Boston and Providence R. R....... ee. iia Oisia ere aarateemen July 1, 1918 2,170,000.00 4 Jan. and July 86,800.00 
Oct. 1, 1897. Providence & Worcester R. R. sePanst MOTt@ege arc iisa-ccreius ~Oct. 1, 1947 1,500,000.00 4 Apr. and Oct. 60,000.00 
Mar. 1, 1897 Norwich & Worcester R. R.........Debentures. ........-se: «eMar. 1, 1927 1,200,000.00 4 Mar. and Sept. 48,000.00 
Jan. 1, 1901 Connecticut Ry. & Lighting - First and Refunding Mtge..Jan. 1, 1951 12,551,000.00 4% Jan. and July *+564,795.00 
Jan. 1, 1899 Connecticut Lighting & Power Co...First Mortgage ...........] an. 1, 1939 209,000.00 5 Jan. and July 410,450.00 
July 1, 1893 Bridgeport Traction Co... ...66400+ si ee” ee leraderagsiave teen July 1, 1923 706,000.00 5 Jan. and July 735,300.00 


$31,934, 000. 00 


$1, 344, 265.00 00 





*Fractional certificates for bonds amounting to $378.36 outstanding do 
not draw interest. 


7Rental assumed by The Connecticut Co. and the Housatonic Power 


oO. 





ANNUAL REPORT OF THE MINNEAPOLIS, ST. 


IncLup1nG Cuicaco Division (Wisconsin CENTRAL) 
FOR THE FISCAL YEAR ENDED JUNE 30, 1914 


Submitted herewith is a report for the fiscal year ended June 30, 
The Gross Earnings, Operating Expenses, Fixed Charges, 
are as shown in the following condensed statement. 





1914. 
Surplus, etc., 











Chicago Soo Line 

Soo Line Division System 
ross: HErnines. sids6c.oesssadas $18,717,689.36 $10,588,533.23 $29,306,222.59 
Operating Expenses ........... 12,209,227.62 7,145,031.08 19,354,258.70 
Net Barhings: 244.660 s sees ee $6,508,461.74 $3,443,502.15 $9,951,963.89 
Income from other sources..... 1,083,243.69 46,709.49 1,129,953.18 
ee $7,591,705.43 $3,490,211.64 $11,081,917.07 
Fixed Charges, Taxes, etc...... 4,738,203.13 2,972,515.62 7,710,718.75 
Surplus Income «.....008 $2,853,502.30 $517,696.02 $3,371,198.32 


Dealing with the entire system and comparing the year’s results with 
those of the preceding year, the Gross Earnings decreased $2,998,439.91, 
Sr nanan a decreased $2,838, 321.28, and the Surplus Income decreased 

5 2 

The percentage of Gross Earnings required for Operating Expenses for 
the year was 66%. The preceding year it was 59.8%. 

Analysis shows the decrease of Gross Earnings to be the result of several 
factors: first and principally, the loss of grain tonnage caused by the 
lighter crop of 1913; a considerable loss of manufactured products and 
merchandise tonnage resulting from the depressed business conditions; a 
loss of passenger revenue on account of lower passenger rates established 
by some of the states through which the lines operate, and the refunding 
of overcharges, both passenger and freight, in consequence of the Court’s 
decision in the Minnesota Rate Case. 

\ substantial increase in revenue from livestock and other miscellaneous 
farm products handled, supports the theory that the agricultural develop- 
ment of the Northwest is becoming more diversified in its character and 
shorld be an encouragement for the future. 

The increased cost of operation is found principally 
cost of maintenance of way, structures and equipment, and reflects the 
higher cost of labor and materials, the necessity of displacing temporary 
structures, and the increasing cost of depreciation in obsolete equipment. 
he increases in the other items of expense denote the increasing cost 
tendencies occasioned by the higher cost of materials and constant pressure 
for higher wages. 

_ During the year the mileage was increased by completion of the exten- 
sion from Ambrose, N. D., to Whitetail, Mont., 85.77 miles, by the Iron 
Mo suntain Branch and the Ironton Branch in the’ Cuyuna Iron Range, 11.57 

miles. The only new construction in progress at this time is an extension 
westward from Plaza to the Missouri River, a distance of thirty-three 
miles, 

The Freight Terminals at Chicago were completed and have been in 
operation since April Ist last. These terminals are the property of the 

entral Terminal Railway Company, an Illinois corporation owned and 
controlled by the Soo Line, and report of that Company is therefore em- 
ae herewith. 

The Company’s funded debt was increased during the year by the sale 
of $4,638,000 Minneapolis, St. Paul & Sault Ste. Marie Railway Company 
First Consolidated Mortgage Bonds, $1,280,000 Equipment Trust Notes 
and $150,000 Wisconsin Central Railway Company First and Refunding 


in the increased 


PAUL & SAULT STE. MARIE RAILWAY CO. 


we Bonds; $783,000 of the last named Bonds were authorized and 
issu 

$1. 010, 993 Equipment Trust Notes, $56,000 Wisconsin Central Railway 
Company First General Mortgage Bonds and $7,000 Marshfield and South 
Eastern Division Bonds were retired during the year. 

The early prospects of the season promised a record breaking grain crop 
in the Northwest this year, but the indications are that only an average 
crop has been matured. While the business condition in the Northwest 
seem sound and have the factors for local prosperity, under the present 
general financial and political complications prevalent throughout the world, 
superhuman wisdom ard courage would be required to predict the business 
probabilities for the current year. 

Respectfully submitted, 
E. PENNINGTON, 
President. 





OPERATING REVENUES AND EXPENSES. 
Revenue from Transportation: 





PCCISNE S OUOMUE  ii64io.a.t0 chs Cees dn eewEee ee $12,748,506.27 
PAGGOIIIEE TRC CONIG 5.5 oan. s 0156 666.0 cia d0s,teeee 4,436,911.33 
Excess Baggage Revenue...........cccsccee 47,334.51 
Tee PN i oo ie oar sw a ac6 cece ofaiele wrme-e.4i0.016 391,770.88 
PX OOOER ONORUEG 56 os cosa ccsicresnaeacamaes 343,133.97 
Other Passenger Train Revenue............ 1,158.38 
WHEN IRECONMO i655. cde cdcatecneeeesla 63,361.83 
Special Service Train Revenue.............. 6,046.37 
Miscellaneous Transportation Revenue...... 18,104.19 
Total Revenue from Transportation..... $18,056.327.73 
Revenue from Operations Other than Transportation 
Station and Traim Privileges. oo csccsceedscs $13,166.73 
Parcel Room WIOCOGMND eo aie <<a ea narnadnac emanate 1,602.10 
SOGCMOO. DUONG vex. 56650 os caesar eesenawes 3,765.12 
Storage, Baggage <ciiccs.c ceeds ecaciecaesere 2,014.36 
ae Ee soles ais finale eee wees oe eesiion aes 33,972.38 
Telegraph Servi occ ccccceccnseceseseceie 101,229.77 
Rents of Buildings and Other Property...... 45,329.63 
REICOMOROOEGS§ rhe k's Cee <a chasdeleowaeaeda gee 5,473.24 
Total Revenue from Operations Other a 
Than Transportation .....ccccccecees $206,553.33 
Joint Facilities Revenue ........cescecceces 11,498.04 
Total Operating Revenues .........+.-- $18,274,379.10 
Operating Expenses: 
Maintenance of Way and Structures........ $2,383,739.99 
Maintenance of Equipment ..........--.26. 3,070,670.60 
ye Peer rere *375.814.79 
Transportation Expenses .....ccccsscccsces 5,664,285.03 
General EXGCRGES ei ccceeeesececedewesss 427,715.15 
Total Operating Expenses.............- 11,922,225.56 
Net Operating Revenue ..........++00+ $6,352,153.54 





RAILWAY AGE GAZETTE 


GENERAL BALANCE SHEET, JUNE 30, 1914 


ASSETS 

Property Investment: 
Road $95,101,425.01 
20,859,560.68 


$115,960,985.69 


Less Reserve for Accrued Depreciation.... 


2,275,693.21 


LIABILITIES 
Capital Stock: 
$25,206,800.00 


Preferred 12,603,400.00 


VoL. 57, No. 18 


$37,810,200.09 


$113,685,292.48 Mortgage, Bonded and Secured Debt: 


Securities of Proprietary, Affiliated and Con- 


trolled Companies: 
Wisconsin Central Ry. Co. Stock 
St. Paul Union Depot Co. Stock 
Minnesota Transfer Ry. Co. Stock 
Sault Ste. Marie Bridge Co. Stock 
Sault Ste. Marie U. D. Co. Stock 
Belt Ry. Co. of Chicago Stock 
Central Terminal Ry. Co. Stock 
Western Express Company Stock 
Central Terminal Ry. Co. Bonds.......... 
Minnesota Transfer Ry. Co. Bonds 
Total 
Miscellaneous Investments: 
Coeur d’Alene & Pend d’Orielle 
% Bonds 
Pillsbury-Washburn Flour Milling Co., Ltd., 
5% Bonds 
Village of Alexandria Bonds 
W. C. Ry. Co. Equipment Contracts....... 
Tri-State Land Company Stock 
First National Bank and Soo Line Building 
Company Stock, part of Subscription of 
$375,000.00 
Miscellaneous Stocks 


Ry. Co. 


Total 
Working Assets: 
Cash 
Traffic and Car Service Balances due from 
other companies 


Accrued Income Not Due: 
Unmatured Dividends 
Unmatured Interest 


Deferred Debit Items: 
Special Deposits for Equipment, etc 
Tri-State Land C 
Land Sales (Deferred Payments) 
Other Deferred Debit Items 
Working Funds 
Unextinguished Discount on Securities.... 


Total 


Grand Total 


$3,658,337.09 
103,600.00 
7,000.00 
500.00 
50,590.56 
240,000.00 
1,140,000.00 
50,000.00 
139,500.00 
64,000.00 


$25,200.00 


4,700.00 
4,000.00 
1,871,931.58 
25,000.00 


50,000.00 
151.00 


$4,479,428.45 


291,600.92 
1,210,474.68 

867,387.07 
2,841,486.18 


$111,696.00 
17,086.01 


$748,083.98 
1,350,590.73 
100,000.00 
37,962.04 
77,754.63 
677,819.10 


5,453,527.65 


1,980,982.58 


9,690,377.30 


128,782.01 


2,992,210.48 


$133,931,172.50 


First Mortgage M. & P. Ry. Co. 4% Bonds 


$286,000.00 


First Mortgage M. S. S. M. & Atl. Ry. Co. 
4% Bonds 

First Consolidated Mortgage M. St. P. 
S. S. M. Ry. Co. 4% Bonds 

Second Mortgage M. St. P. & S. S. M. 
Ry. Co. 4% Bonds 

Equipment Trust Obligations 


8,136,000.00 
56,863,000.00 


3,500,000.00 
7,057,000.00 


Working Liabilities: 


Traffic and Car Service Balances due to 
Other Companies 

Audited Vouchers & Wages Unpaid 

Miscellaneous Accounts Payable 

Matured Interest and Dividends Unpaid.. 


$215,655.29 
2,871,634.82 

306,067.57 
1,390,585.00 


Accrued Liabilities not Due: 
Unmatured Interest 
Taxes Accrued 


$140,657.67 
502,629.51 


Deferred Credit Items: 


Operating Reserve 
Other Deferred Credit Items 


$189,882.08 
84,970.74 


Profit and Loss 


Grand Total 


Contingent Liabilities: 

As joint maker with the Central Terminal Railway Com- 
pany of Illinois of Bonds secured by mortgage on prop- 
erty of the Central Terminal Railway Company 

4% Leased Line Certificates of the Minneapolis, St. Paul 
& Sault Ste. Marie Railway Company, issued in ex- 
change for Preferred Stock of the Wisconsin Central 


Railway Company, held therefor 








INCOME ACCOUNT, 
Net Operating Revenue 
Outside Operations: 

Revenues 


E xpenses 


Net Revenue from Outside Operations.... 


Total Net Revenue 


Taxes Accrued 


Operating Income 
Other Income: 
Dividends on Stock Owned 
Hire of Equipment 
Interest and Discount 
Rents Receivable 
Interest on Wisconsin Central 
Equipment Contracts 
Interest on Bonds Owned 


Total Other Income 


Gross Corporate Income 


FISCAL YEAR ENDED JUNE 30, 1914 
$6,352,153.54 


$443,310.26 
287,002.06 


$458,110.00 
371,472.09 
98,820.65 
69,476.61 


75,086.00 
10,278.34 


156,308.20 


$6,508,461.74 
1,182,366.94 


$5,326,094.80 


1,083,243.69 


$6,409,338.49 





Deductions from Gross Corporate Income: 
Interest on Bonds 
Interest on W. C. Ry. Leased Line Cer- 
tificates 
Interest on Equipmert Notes 
Rental of Terminals 


$2,639,028.66 


446,764.00 
316,899.17 
153,144.36 


Total Deductions from Gross Corporate 
Income 


Net Corporate Income 


75,842,000.00 


4,783,942.68 


274,852.82 
14,576,889.82 


$133,931,172.50 


$6,000,000.00 


$11,169,600.00 


3,555,836.19 


$2,853,502.30 


PROFIT AND LOSS ACCOUNT TO JUNE 30, 1914 


By Balance June 30, 1913 
Net Corporate Income for the Year Ended 
June 30, 1914 


Deductions for Year: 


7 per cent Dividend on Preferred Stock 

7 per cent Dividend on Common Stock 

Extinguishment of Discount on Bonds and 
Equipment Trust Notes 

Equipment Depreciation Prior to July 1, 1907 


$882,238.00 
1,764,476.00 


29,735.90 
68,630.80 


Salance Credit June 30, 1914 


$14,468,468.22 


2,853,502.30 


$17,321,970.52 


2,745,080.70 


$14,576,889.82 






















Ocroser 30, 1914 


St. Louis, Mo., September 10th, 1914. 
To the Stockholders of 
Tue Missouri PaciFic RarLwAy CoMPANY AND THE 
St. Louis, Iron Mountain & SOUTHERN RarILway COMPANY: 

The Boards of Directors herewith submit their report of affairs for the 
fiscal year ended June 30, 1914. The summary of results from operation 
is as follows: 

Increase or Decrease. 



























































' Per 
1914. 1913. Amount. Cent. 
Average Mileage Operated 7,284.53 7,257.00 27.53 0.38 
RAILWAY OPERATING 
INCOME: 
Rait OPERATIONS — REv- 
ENUE: 
PiOIINE: Sis sccecnaseens $43,995,027.21 $45,748,269.39 $1,753,242.18 3.83 
PAGSENGED «0600000006 11,159,634.09 11,627,480.60 —467,846.51 4.02 
Passenger—Other .... 183,343.24 199,628.55 —16,285.31 8.16 
MOU! sis assikek eases s% 1,507,422.53  1,450,607.97 56,814.56 3.92 
BAOHESS) Ss licsew awn eae 1,513,059.78 = 1,711,305.35 —198,245.57 11.58 
Miscellaneous ........ 925,025.62 934,168.02 —9,142.40 0.98 
Total Revenue from 
Transportation ...$59,283,512.47 $61,671,459.88 —$2,387,947.41 3.87 
Nontransportation Rev- 
GHEE 24.4045 sn a eae 510,387.70 484,046.26 26,341.44 5.44 
Total Operating Rev- 
CHORE. aigcinceces $59,793,900.17 $62,155,506.14 —$2,361,605.97 3.80 
Rai, OPERATIONS — Ex- 
PENSES: 
Maintenance of Way 

and Structures ..... $8,536,046.14 $9,263,360.32 —$727,314.18 7.85 
Maintenance of Equip- 

ODE, 54 eas snwanaewe 10,252,256.29  9,860,187.54 392,068.75 3.98 
Traffic Expenses ..... 1,330,086.51 1,425,167.92 —95,081.41 6.67 
Transportation Ex- 

DETERS. 9.5 s0'e's'5' 0 <0 21,292,356.67 22,528,447.44 —1,236,090.77 5.49 
General Expenses . 1,711,627.08  1,621,833.83 89,793.25 5.54 

Total Operating Ex- 

BENUER” wasuices ts $43,122,372.69 $44,698,997.05 —$1,576,624.36 3.53 

Net Revenues—Rail 

Operations ...... $16,671,527.48 $17,456,509.09 —$784,981.61 4.50 
Net Deficit from Aux- 
iliary Operations ..... 73,363.79 93,004.62 —19,640.83 21.12 
Net Railway Operat- 
ing Revenue .....$16,598,163.69 $17,363,504.47 —$765,340.78 4.41 
Raitway Tax Accruats. $2,513,432.41 $2,314,348.73 $199,083.68 8.60 
Railway O pe rating 
PROOME 605604500 $14,084,731.28 $15,049,155.74 —$964,424.46 6.41 
OTHER INCOME: 
RSE sa oct sooo oie $574,894.20 $519,527.98 $55,366.22 10.66 
Dividends from Stock. 61,265.75 78,751.50 —17,485.75 22.20 
WnGenest eds ksi 1,808,051.65  1,833,771.35 —25,719.70 1.40 
Miscellaneous Income. 3,567.64 31,548.07 —27,980.43 88.69 
Total Other Income. $2,447,779.24 $2,463,598.90 —$15,819.66 0.64 
Gross Income ...... $16,532,510.52 $17,512,754.64 —$980,244.12 5.60 
DEDUCTIONS FROM 

GROSS INCOME: 

RON oa ssnesw ses save $1,047,273.64 $998,580.08 $48,693.56 4.88 
Equipment Rents—Debit 

BAlANCE: sicccsccies's 787,009.69 477,240.27 309,769.42 64.91 
THLQKERE nsneicis o's ‘ . 14,575,746.31 14,408,124.59 167,621.72 1.16 
Miscellaneous Deduc- 

HORS Gace cun sana 47,788.42 66,075.82 —18,287.40 27.68 

Total Deductions... .$16,457,818.06 $15,950,020.76 $507,797.30 3.18 

Net Income or Loss. $74,692.46 $1,562,733.88 —$1,488,041.42 95.22 

Operating Revenue per 
mile Of COG) c.1:p <::0'9 $8,208.34 $8,564.90 —$356.56 4.16 

Operating Revenue per 
revenue train mile.... 2.28697 2.23.867 .04830 2.16 

Operating Expense per 
le GE TORE ns sesales 5,919.72 6,159.43 —239.71 3.89 
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Operating Expense per 


revenue train mile.... 1.64932 1.60.993 .03939 2.45 
Net Operating Revenue 

per mile of road...... 2,288.62 2,405.47 —116.85 4.86 
Net Operating Revenue 

per revenue train mile -63765 -62.874 -00891 1.42 
Ratio of Operating Ex- 

pense to Operating ‘ 

(ROCCMUE. oo cc ciearccts 72.12% 71.91% 0.21% 


CAPITAL STOCK. 
There has been no change in the Capital Stock. 
FUNDED DEBT. 
_ The following changes were effected during the year in the funded debt 
in hands of the public: 
Tue Missouri PaciFic Raitway Company— 
$34,000.00 
952,000.00 


ORAL | PRGA a 6 ok Se iceeele wa es.seerenkr 


St. Louis, Iron Mountain & SouTHERN Ralt- 
way COMPANY— 


Panded Debt Increasedecic. ccs csciscendsvces $4,144,000.00 
437,000.00 


$986,000.00 


TotaL INCREASE $3,707 ;000.00 


Statements on Pages 25 and 31 give the detail of these changes. 

_ Under an Extension Agreement dated May 11, 1914, the Three Year 

Five Per cent Secured Gold Notes, issued by The Missouri Pacific Railway 

Company under its Trust Indenture dated June 1, 1911, (the total amount 

of such notes now outstanding being $24,942,000), were extended to June 1, 

1915, with interest at the rate of six per cent. Additional collateral was 

deposited with the Trustee, The Unicn Trust Company of New York, to 

the extent of $3,000,000.00 face value of the St. Louis, Iron Mountain & 

Southern Railway Company First and Refunding Mortgage Six Per cent 

Forty Year Gold Bonds, Series ‘‘A.” 
The collateral now pledged as security for these notes is as follows: 

$25,000,000 face value, St. Louis, Iron Mountain & Southern Railway Com- 
pany 6 Per cent Forty-Year Gold Bonds, Series “A” (non- 
convertible), due July Ist, 1952, secured by the first and 
refunding mortgage and indenture supplemental thereto; 

par value (10,700 shares), St. Louis, Iron Mountain & Southern 
Railway Company Stock; 

face value, The Missouri Pacific Railway Company First and 
Refunding Mortgage Fifty-Year 5 Per cent Gold Bonds, 
Series “B” (non-convertible), due September 1, 1959; 

par value (98,000 shares), The Denver & Rio Grande Railroad 
Company Preferred Stock; 

15,000,000 par value (150,000 shares), The Denver & Rio Grande Railroad 
Company Common Stock; 

face value, The Texas & Pacific Railway Company 5 
Gold Notes, due June 1, 1915; 

face value, Concordia Coal Company First Mortgage 5 Per cent 
Bonds, due October 1, 1945; 


PR SHO MO Ce C6 6k et € 4 6 Ce Oe 


1,070,000 


1,972,000 


9,800,000 


828,380 Per cent 


490,000 


150,000 par value (1,500 shares), Baring Cross Bridge Company 7 Per 
cent Stock; 
125,000 par value (1,250 shares), Pueblo Stock Yards Company stock; 


1,000,000 per — (10,000 shares), Western Coal and Mining Company 
tock. 


NEW LINES. 


No new lines or extensions were constructed during the year. An in- 
crease of 0.32 miles is recorded in the main line mileage of the St. Louis, 
Iron Mountain & Southern Railway Company, due to remeasurements and 
abandoned track, details of which are shown on Page 55 


EQUIPMENT. 


The following new equipment was acquired and taken into the accounts, 
at a cost of $989,091.23: 
7 Mountain Type Locomotives, 
5 Pacific Type Locomotives, 
30 Mikado Type Locomotives, 
1 Business Car, 
1 Caboose, 
2 Steam Pile Drivers. 
Orders were placed for the purchase of the following 
ment, but delivery had not been made at close of year: 
3 Steel Letter Cars, 


additional equip- 


4 Steel Paper Cars, 
18 Steel Baggage Cars, 
11 Steel Baggage-Mail Cars, 
Steel Divided Coaches, 
27 Steel Chair Cars, 
Steel Passenger-Baggage Car, 
Steam Wrecking Crane, 
Locomotive Cranes, 
Locomotive Pile Driver, 
1 Bridge Erecting Derrick, 
25 Caboose Cars. 
Comparisons of inventory and capacity of equipment appear in statements 
on Pages 50 and 51. 
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ADDITIONS AND BETTERMENTS. 


For the acquisition of right-of-way for extensions to tracks and station 
grounds, $25,887.74 were expended. 

The expenditures for widening cuts and fills were nominal. -The charges 
against this account were almost wholly attributable to bridge filling. 

For protection of navigable channels and to prevent further encroach- 
ments of the Arkansas River, a large expenditure was recorded and accounts 
for almost all of the charge against “Protection of Banks and Drainage.” 
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Except to conform to newly established grade line of levee along the 
Mississippi River at Helena and near Fulton, Arkansas, involving a better- 
ment charge of about $10,000, no grade reductions or changes of line were 
undertaken. 

Secause largely in replacement of inadequate structures for waterways, 
the betterment charges for bridge work were relatively small (approxi- 
mately $30,000), but the results of total expenditures, including maintenance 
charges, are reflected in the work performed and listed as follows: 


New steel spans placed..........2..0+ 311 lineal feet. 
Culverts constructed (Concrete)........ 1,262 “i ad 

(Cast Iron Pipe).. 1,909 “ i 
Wooden bridges eliminated............ 16,843 fe re 


The filling in of wooden trestles involved the handling of 409,543 cubic 
yards of material. 

New rail in replacement of lighter sections, was laid in main tracks to 
the extent of 83.59 miles, more than 92 per cent being standard 90-pound 
section; 131.13 miles were laid with re-rolled section, and 2.13 miles of 
released rail were relaid. This work involved a betterment charge of 
$56,000. 

Ballast, involving the handling of 221,859 cubic yards of material, was 
applied as follows: 


[ENE ca eit i crush ank Kekene set Gubaneeke 85.52 miles. 
ROOT CLG han Swi als die > oR Ses ab ER ae .99 & 
LPP kt Cec ktenee track naka ere tee bivate 2.05 
ER CC ee a eas keg ecko a ois eae Neen we 10.80 <4 
PRES coe ot oS att os Risks Moko aS ee Ree 99.36 miles. 


The composition of tracks as to Rail ard Ballast, Main Lire and Branches, 
is stateme:.tized on Page 4%. 

Additional second track, agzgregatii 
in previous year at Omahd. 

Additional yard facilities were picvided at Kai.sas City, Missouri, Omaha, 
Nebraska, Horace, Kansas, and Alexandriz, t.ouisiana, which, wich newly 
constructed sidings and spurs at various points, 1.cicascd the track mileage 
11.59 miles. 

Right-of-way fencing to the extert of 47.18 miles, were constructed. 

By the construction of sub-ways or over-head crossings, in order to com- 
ply with State laws and City ordinances, grade crossings were eliminated at 
six important points, and work is progressing upon viaducts at Nicholas 
Street, Omaha, and Tower Grove Avenue, St. Louis, which are expensive, 
and will require several months to complete. 

Interlocking plants were installed at three crossings with foreign lines. 

Automatic block signals were extended eight-tenths of a mile, and cross- 
ing signals, including alarm bells, automatic flag-men and other mechanical 
contrivanees, were installed at a large number of points, involving a better- 
ment expenditure of more than $28,000. 

Telephone train dispatching circuits were increased 
existing telegraph circuits were extended 10.29 miles. : 

New stations were constructed of Brick, 9; Frame 11; other stations were 
remodeled, improved or extended at 16 points. 

_New car repair shed was constructed at Paragould, Arkansas, and exist- 
ing car repair sheds were extended or enlarged at four terminal points. 

Extensions have been made to the water and fuel stations at eleven 
points, involving an expenditure to betterments of about $28,000. 

An ice station for East-bound shipments was established at Osawatomie, 
and ore at Hoisington, Kansas, necessitating the construction of a 500-ton 
capacity ice house at the former, and a 4000-ton capacity ice house at the 
latter. 

The net expenditures for Additions and Betterments (including Equip- 
ment) for the year, of which the foregoing are the most important items, 
aggregated $1,931,518.56, and are enumerated under ‘“‘Road and Equipment” 
on Pages 32 and 33. 


g 1.29 miles, was added to that installed 


145.72 miles, and 


OPERATIONS. 


The total operating revenues were $59,793,900.17, a decrease of $2,361,- 
605.97 or 3.8 per cent under last year; applied to the average operated 
mileage of the System, the revenues amounted to $8,208.34 per mile. 

The decrease in revenue from freight traffic was $1,753,242.18 or 3.83 
per cent. Herein is recorded the direct effect of the unfortunate, if not 
misguided, insistence upon reductions in tariffs, the legal right, although 
not necessarily the propriety, of exacting which, was finally confirmed by 
the United States Supreme Court, and which reductions were made effective 
during July, 1913; for the number of tons of revenue freight handled this 
year was but 29,533 (0.13 per cent) less than the previous year, against 
which the revenues for transporting the tornage show a shrinkage of 3.83 
per cent. A similar, although grosser presentation, is found in the revenue 
of passengers carried, which declined $467,846.51, or 4.02 per cent., although 
the number of passengers carried ircreased 13.36 per cent. Combining 
the returns from both freight and passenger transportation, and striking 
an average, arrived at by utilizing all of the active factors involved, it is 
estimated that the enforced reductions in freight and passenger tariffs, 
have .caused a loss in revenue, based upon the volume of this year’s traffic, 
of not less than $1,800,000. even though the facilities and appointments 
necessary for such transportation—and involving large capital exper ditures— 
have been substantially increased. 

As partial compensation for the enforced handling of Parcel Post, the 
Post-Office Department has allotted the System about $55,000 advance, which 
accounts for the increase in mail revenue. 

The important effect of the introduction of the Parcel Post has naturally 
been to force Express Companies to reduce their rates, which in turn has 
an adverse effect upon the revenues from that business to the railroads. 
The volume of the combined Parcel Post Mail and Express traffic was 
greater than last year, yet the combined revenues therefrom were less 
by $141,431. 

The detail of Operating Expenses with comparisons, are recorded on 
Pages 46 and 47. The total expenses were $43,122,372.69, a decrease of 
$1,576,624.36, or 3.53 per cent compared with last year. The operation of 
the property was ret confronted with any extraordinarily adverse condi- 
tions. The expenditures for Maintenance of Way and Structures, and 
Maintenance of Equipment, together, equalled 31.43 per cent of total 
operating revenue. The condition of road-bed, locomotives and cars, gen- 
erally, has been substantially improved. The particular increases in 
charges for road-work were against ties and against bridges, which make 
for greater stability and permanence. 

Applying the Maintenance of Equipmert charges to the equipment list 
as it existed at the beginning of the year, the exnenditure equalled, per 
locomotive, $3,240.57; per passenger-train car, $882.96; per freight-train 
car, $112.40. 

Traffic Expenses declined 6.67 per cent. 


A reduction was accomplished in Transportation Expenses, equalling 
5.49 per cent; the ratio of the total of such expenses to total Operating 
Revenue, was this year 35.61 per cent—last year 36.25 per cent. These 
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figures exhibit a further refinement in these branches of the service, which 
directly and largely concern the shipper and passenger; the results reflect 
the ardent efforts of all Officers and Employes. ‘ 
‘ General Expenses increased 5.54 per cent, which includes $57,265 for 
“Valuation Expenses’’—a Federal requirement. 

There have been some increases in compensation to employes, affecting 
Maintenance of Equipment, but more particularly in the Transportation 
Department, which were not in effect throughout all of the previous year, 
necessitated by Federal or State action, like the so-called “Full Crew 
Law,” which have burdened Transportation Expenses without resulting in 
any compensating advantages. 

New industries, to the number of 547, were established on or adjacent 
to the right-of-way; additional sidings or extensions thereof were con- 
structed to meet industrial necessities, to the number of 124. 

- een of the Land Department may be found recorded on 
age ; 

During the year, a total of 129 shares of the capital stock of the St. 
Louis, lron Mountain & Southern Railway Company were acquired by 
The Missouri Pacific Railway Company, and are held in its treasury. 

Negotiations looking to the construction of a new bridge across the 
Mississippi River at Memphis, have finally led to the formation of the 
Arkansas and Memphis Railway Bridge and Terminal Company, having 
an authorized capital stock of $100,000, of which $10,200 is paid in, and a 
5 per cent Bond First Mortgage, issuable not in excess of $5,000,000. The 
stock is equally divided between the St. Louis Southwestern Railway Com- 
pany, the Chicago, Rock Island & Pacific Railway Company, and the St. 
Louis, Iron Mountain & Southern Railway Company, each of the com- 
panies subscribing to an operating agreement extending a period of 50 
years, and guafanteeing the principal and interest of the bonds. 

Not only will the new bridge afford adequate facilities for each Com- 
pany, but will insure their accommedation at a reduced cost. It is estimated 
that the economy to the Missouri Pacific System will be in excess of 
$100,000 per annum. The foundations and seme of the piers are partially 
completed, and it is hoped to place the bridge in commission in the course 
of another year. 

The desirability of the System having a direct outlet and access to the 
gulf port of New Orleans, has led to a 99-year contract with the Texas & 
Pacific Railway Company for the use of its tracks between Alexandria and 
New Orleans, Louisiana. Permanent terminal facilities at the latter point 
are assured by the St. Louis, Iron Mountain & Southern Railway Company 
acquiring one-half of the stock of the Trans-Mississippi Terminal Com- 
pany, which will, by deed or lease, have immediate control of all the ter- 
minals in and about New Orleans which are especially necessary to the 
transaction of the business of the St. Louis, Iron Mountain & Southern 
Railway Company and the Texas & Pacific Railway Company, which com- 
panies jointly guarantee the principal and interest upon, not to exceed 
$7,500,000. of the First Mortgage 5 Percent Bonds of the Trans-Mississipppi 
Terminal Company. This transaction will shortly be submitted to the stock- 
holders of the Texas & Pacific Railway Company and the St. Louis, Iron 
Mountain & Southern Railway Company for ratification. 

The Companies’ investment in the capital stock of the Wabash Railroad 
Company was adjusted to market value of June 30th, 1914, resulting in a 
charge of $2,468,527.45 to Profit and Loss during the year covered by this 
repoit. 

There is presented on Pages 18 and 19 a consolidated balance sheet of 
The Missouri Pacific ard the St. Louis, Iron Mountain & Southern Railway 
Companies. This exhibit is prepared in the same form as the individual 
balance sheets shown herein, excluding all accounts between the two Com- 
panies; the Securities Issued or Assumed, held in the Treasury of either 
Company, having been deducted from the total securities issued, resulting 
in a statement of the securities outstanding in the hands of the public. 

By order of the Board of Directors. 

B. F. BUSH, 
President. 


THE MISSOURI PACIFIC RAILWAY COMPANY. 


PROFIT AND LOSS. 
June 30, i914. 





(neat Balance, Dane SOC, WOUSs aos scccs sc cenedsivssasdues -- $6,597,988.98 
Delayed Income Credits........... $3,797.25 
Miscellaneous Credits ............. 5,871.36 $9,668.61 
Less: 
Debit Balance Transferred from 
Income Account .......... «+. $979,447.49 
Debt Discount Extinguished through 
EOE done sues sca cis hee x 61,830.07 
Loss on Retired Road and Equip- 
DE obs sca uhes bea wade ke eas 135,977.54 
Delayed Income Debits ......... 60,833.34 
Miscellaneous Debits ........... 55,607.71 
Reduction in Investment in Pre- 
ferred Stock Wabash R. R. Co. ij 
to: Banricet  Valie. eos as ewes osc 1,733,715.45 3,027,411.60: 3,017,742.99 
Credit Balance, june Sth, WOES 06 sons cuwe ase s'sx ss0tee $3;580,245.99 
ST. LOUIS, IRON MOUNTAIN & SOUTHERN RAILWAY COMPANY. 


PROFIT AND LOSS. 
June 30, 1914. 


Credit Balance, June 30th. 1913.............. Sees ie seee weeee $405,291.13 
Credit Balarce Transferred from In- 
dae CLL. ane ge a ee $1,054,139.95 
Miscellaneous Credits ............ 51,548.81 $1,105,688.76 
Less: 
Debt Discount Extinguished through 
PENS St eae ye sick piso. $443,051.92 
Loss on Retired Road and Equip- 
OT cinch tens Sees oasw scones 89,124.80 
Miscellaneous Debits ........... 4,967.56 


Reduction in Investment in Pre- 
ferred and Common Stock, Wa- ee 
bash R. R. Co. to Market Value 1,271,956.28 166,267.52 


Gredit Balance, Fane Both, 19145. 5s... aw vases os scenes cs 





~~ $250,023.61 











